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The South is prosperous and growing. In 1929 its trade will be worth 
cultivating more than ever before. Transportation, as usual, will play 
a major part in this process and this fast, dependable route to and 
from the South, Southwest, and Export is at your service. 


E. L. Mountfort, F. T. M., Mobile, Ala. 






Gulf, Mobile & Northern Railroad 
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THE TRAFFIC WORLD 


Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, 0. 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile 
and Pacific Coast Ports 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


San Diego, Los Angeles, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers 


Direct Service Baltimore to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to General Offices, or to 
NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 


Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 


SAVING, SAFETY, SPEED, 

SATISFACTION AND 
JUDSON ARE 

SYNONYMOUS 


Officers 
RICHARD FITZGERALD, Chairman Board of Directors 
WALTER J. RILEY, President J. L. O}CONNOR, Ass’t to Vice-President 
H. E. PORONTO, Vice-President H. D. HOWELL, Manager Export Department 
R. HACKETT, Vice-President T. R. SORENSON, Manager Western Department 
P. R. GATES, Secretary H. H. BENEDICT, Manager Eastern District 
E. E. HESSE, Treasurer 


Judson Freight Forwarding Company 


140 South Dearborn Street, Chicago, III. 


Offices in Principal Cities 
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Modern fireproof build- 
ings provide for low 
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Centralized manage- 

ment directed by execu 
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house operation insures 
a uniform high standard 
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TIDEWATER TERMINALS 

V. P. & Gen’l Mgr. 

New York 

EWATER TERMINAL 
Gen’l Mgr. & Treas. 
Philadelphia 







G. W. Green, 
17 State Street, 






PHILADELPHIA TID 
G. M. Richardson, 
10 Chestnut Street, 
NORFOLK TIDEWATER TERMINALS, 
J. A. Moore, Manager 
Norfolk, Va- 





Inc. 







KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, Gen’l Mgr. 
Seneca & Hamburg Sts., 

MERCHANTS WAREHOUSE COMPANY 


Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 








Buffalo, N. Y. ) 


ard D. Jones, Western Traffic Mgr- 
Bldg. - Chicago 
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THE TRAFFIC WORLD 


Offers a Highly 
Developed Freight Service 


BETWEEN 


The New England States and the South 
and West—Eastern Canada and all points 
South. Close affiliation with the lines listed 
below makes this an ideal route for the 
rapid movement of shipments. 


Canadian Pacific Railway 

Canadian National Railways | via Rouses Point, N. Y. 
Quebec, Montreal & Southern. ... 

Boston & Maine via Mechanicville, N.Y. 
Boston & Albany via Albany, N. Y. 


Pennsylvania 
Lehigh Valley via Wilkes-Barre, Pa. 
Central R. R. of N. J. 


} via Binghamton, N. Y. 


, via Owego, N. Y. 
And Their Connections. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative 
to junction passings. The Agency nearest you will keep you advised 
of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone 3-11-41 IE ie : 

J. E- Colket, Min Agent, a ae N. Y.-——Telephone Whitehall 5648 
aneing . Cc. G. i. 

C. F. Beck, General Eastern Freight Agent, ey "Weelwarte Buiaben” Fe a 


D & H Building PHILAD : 
ATL ANT A, « A.—Telephone Walnut 5464 H —_ ELPHIA, PA.—Telephone Rittenhouse 
onte ckens, Jr., Commercia gent, : 
30" Healey Balding te leat 


BOSTON, MASS.—Telephone Liberty 4106-4107 1420-26 South Penn Square 
F. H. Wheeler, New England Freight Agent PITTSBURGH, PA.—Telephone Grant 5516 


A. W. Ackley, Asst. New England Freight Agt., 
429-430 Chamber of Commerce Building W. Haas, General Agent, Freight Dept., 
513-514 Bessemer Building 


BUFFALO, N. Y.—Telephone Seneca 0853 
Jas. Vandenberge, General Agent, Freight Dept., SCRANTON, PA.—Telephone Bell 2-8751 
722 Ellicott Square Building J. J. Coyle, Division Freight Agent, 


CHICAGO, ILL.—Telephone Wabash 8994 D & © Passenger Seton 
C. H. Clark, General Agent, Freight Dept., ST. LOUIS, MO.—Telephone Chestnut 9178 
1101-02 Utilities Building, J. B. Stewart, General Agent, Freight Dept., 
327 South La Salle St. 1021-1022 Pierce Building 


MONTREAL, QUE.—Telephone Uptown 7424 TROY, N. Y.—Telephone 765 
James Fitzsimons, Gen. Canadian Freight Agt., James T. Hayden, Division Freight Agent. 
106 Drummond Building., 1117 St. Catherine E. H. Dow, Asst. Division Freight Agent, 
St., West Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

Max V. Beckstedt, Gen. Freight Agent, Albany, N. Y. 

F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 

Jas. A. Flanders, Jr., Asst. Gen. Freight Agent, Albany, N. Y. 
C. S. Hallenbeck, Asst. General Freight Agent, Albany, N. Y. 

F. W. Nyland, Coal Freight Agent, Albany, N. Y. : 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 
J. E. Roberts, Assistant General Traffic Manager, Albany, N. Y. 


Cc. E. ROLFE, J. T. LOREE, 
General Traffic Manager Vice-President and General Manager 


ROUTE OF ALBANY, N, Y. 
THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
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-and silent as the night 


Asleep or awake you'll find reason to re- 
joice over silent roller bearings—the 
smooth gliding motion they produce— 
the freedom from jars, jerks and jolts. 


lL. Te PIONEER 
The New Pioneer Lim- 
ited travels the shortest 
line between Chicago 
and the Twin Cities via 


a 
Fi ; sepa sie ‘ 
=x ai! “ \ qaeee es ef! i aa 
sete ane ce ey 









Milwaukee—the only between 
double-tracked route— . - 
the water level route. Chicago— Milwaukee 


St. Paul— Minneapolis 


is the habitual choice of a multitude who appreciate its 
marvelous roller-bearing riding ease—its coil spring mat- 
tresses, individual bedrooms, Club Car. Dinner by Rector 
—ready when you board the train on the trip from Chicago. 
Try this famous train—one trip will convince you. 


Read Down Read Up | 


6:30 p.m. Lv. Chicago Ar. 8:35 a. m. 


VU AAS 9:00 p.m. Lv. Milwaukee Ar. 6:10 a. m. 


7:10 a.m. Ar. St. Paul Lv. 8:40 p. m. 
ST. PAUL 7:55 a.m. Ar. Minneapolis Lv. 8:00 p. m. 
AND 
GEO. B. HAYNES 
PAC / Fi i C Passenger Traffic Manager 


The Milwaukee Road 
Union Station, Chicago, Ill. 


Oe MILWAUKEE 
‘i WORLD’S LONGEST ELECTRIFIED RAILROAD RO AD 


¥ 
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“THE WILL TO SERVE 
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No Man Can Do His Best Unless He 
Has the Will and the Enthusiasm to 
Do So. Likewise No Railway Can Truly 
Serve Its Shippers Unless There Is a 
Will to Do Everything Humanly 
Possible Shown by Everyone in the 
Organization. 


WE HAVE THE MEN 
WITH THE 


WILL TO SERVE YOU 


Let Us Solve Your 
Shipping Problems 


Reliable—Sure—The Steam Railway—The Strong Right Arm of the Nation’s Industry. 









































To avoid delay, shipments for Canadian 
destinations must be accompanied by ship- 
pers’ export declaration made in triplicate. 
This document must be delivered to railroad 
agent at initial point_with the shipment and 

Q WINNIPEG accompany same to Canadian port of entry. 


EDMONTON G 













SAULT SAINTE MARIE 
% EMERSON C 









VANCOUVER 


MENOMINEE 





a MANITOWOE 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 







SAINT PAUL 





MILWAUKEE 






AGENCIES CHICAGO 


Boston, Mass., 40 Central St. Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway ' 
Buffalo, N. Y., 504 Iroquois Memphis, Tenn., Porter Bldg. Exch. Bldg. 
, g. Milwaukee, Wis., 68 East Wisconsin Ave. St. Paul, Minn., 1112 Merchants National 
Chicago, Ill., 1630 Bankers Bldg., Clark and Adams. Minneapolis, Minn., Soo Line Bldg., 5th Bank Bldg. 


F 


Chippewa Falls, Wis. St. and Marquette Ave. San Francisco, Cal., 681 Market St. 
Cincinnati, O., 709 Traction Bldg. Neenah, Wis. Sault Ste. Marie, Mich. 

Cleveland, O., 915 Union Trust Bldg. New York, N. Y., 1550 Woolworth Bldg. Seattle, Wash., 5564 Stuart Bldg. 

Detroit, Mich., 2243 First National Bank Bldg. Omaha, Neb., 725-26 W. O. W. Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Duluth, Minn., 408 West Superior St. Passaic, N. J., 250 Bloomfield Ave. Superior, Wis. 

Grand Rapids, Mich., 1001 Grand Rapids Trust Bldg. Philadelphia, Pa., 1500 Locust St. Tacoma, Wash., 1113 Pacific Ave. 
Indianapolis, Ind., 430 Merchants Bank Bldg. Lone tome gy Pa., 2041 Oliver Bldg. Waukesha, Wis. 

Kansas City, Mo., 723 Walnut St. Portland, Ore., 3rd and Pine Sts. Winnipeg, Man., 603-604 Lombard Bldg. 





Route Your Freight~Care SooLine 
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SINCE 1858, THE WORLD’S LARGEST mien OF QUALITY BAGs 


7 Mineral color pone offer many 
Odin difficulties, which have 
been solved happily by the use of 
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Some of the products of — 


GEO. S. MEPHAM 
& CO. 


which are shipped in 


Bemis B ags 


Metallic Red 
Mineral Black 
Mineral Filler 
Mineral White 
Mortar Colors 
Ochre 

Paris White 

Persian Gulf Oxide 
Polishing Rouge 
Purple Oxide 
Putty Whiting 
Pure Iron Oxides 
China Clay Rouge 
Chromium Oxide Sienna, Raw & Burnt 
Clays Silica 
Cliffstone Whiting Slate Flour 
Crocus Sno-Float Whiting 
Emery Wheel Clay Soapstone 
English Lump Chalk Spanish Oxide 
Freight Car Reds and Stucco Colors 
Browns Tale 
Terra Alba 


Asbestine 
Barium Sulphate 
Black Filler 
Black Oxide 
Brown Metallic 
Brown Oxide 
Buff Oxide 
Calcium Carbonate 
Carbon Black 
Cement Colors 
Chalk 

Chalk Whiting 


Golden Ochre 
Gray Ochre Tripoli 
Green Oxide Turkey Red 

sum Tuscan Red 
Indian Red Umber, Raw & Burnt 
Kaolin Van Dyke Brown 
Magnesium Silicate Venetian Reds 
Magnetic Black Washed Ochre 
Maroon Oxide Whiting 
Metallic Brown Yellow Oxide 


COTTON ~ BURLAP » 


', Bemis Bags. 


Geo. S. Mepham & Co., of East St. 
Louis, Ill., manufacturers of fine pig- 
ments, avoid such difficulties by using 
Bemis Bags of cotton, burlap, paper, 
or of waterproof construction. They 
have been using Bemis Bags in stead- 
ily increasing quantities for over thirty 
years. 


Can Bemis Bags seniied or made-to- 
order) do as much for you? To find 
out, ship us one unit in its usual con- 
tainer; we will ship it back to you in 


a Bemis Bag —~ or admit it can’t be 
done! 


BEMIS BRO. BAG CO. 


Address: Gen’! Sales Offices, St. Louis, U.S.A. 


PAPER © PRINTED OR 


Bag Factories 
ST. LOUIS 
MINNEAPOLIS 
OMAHA 

NEW ORLEANS 
SAN FRANCISCO 
INDIANAPOLIS 
MEMPHIS 
KANSAS CITY 
SEATTLE 
WINNIPEG 
HOUSTON 
BROOKLYN 
BUFFALO 
WICHITA 

WARE SHOALS, S. C. 
Cotton Mills 
ST. LOUIS 
INDIANAPOLIS 
BEMIS, TENN 
BEMISTON, ALA. 
Bleachery 
INDIANAPOLIS 
Paper Mill 
PEORIA 


MR746 


PLAIN 
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Locate 













Near the Atlantic Seaboard Along the 
Backbone of American Industrial Opportunity 








i ie of large industry are fast recognizing The many advantages are worth serious con- 
the advantages of Virginia’s favorable sideration. 
laws, her good American labor, her natural 


' Send the coupon for information. 
resources and other manufacturing essentials. 


Industrial Department, 
Chesapeake & Ohio Lines, 
Richmond, Virginia. 


Central and Tidewater Virginia are served 
by the Chesapeake and Ohio Railway and 
other transportation lines. At Hampton 
Roads is one of the great harbors of the world, 
where important steamship lines radiate to ee eee ee eee ee ee ee ee ee 
all coastwise and foreign ports. SEN irs. c bn 9 eS han eee ee Ne owas nthe ntaaes 


Please send me information about ............. 


New industries are welcomed to Virginia. 


The Chesapeake & Ohio Railway 





Bi 
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- Just as some men refuse to light “three on one match” because of the age-old 
falsism that it’s “bad luck”—so are many shippers still routing their oriental 
cargoes via south Pacific ports because of the equally false notion that they 
are closer to the Orient. 


Habit, pure and simple, yet how many have drifted into it! 


As a matter of fact, the Port of Seattle, by reason of its strategic position, 
500 miles nearer to the Orient than any other American port, affords the 
exporter a rare combination of basic advantages: 


1. From one to seven days quicker deliyeries to the principal markets of 
the Far East. 


From one to seven days less “in transit” time with proportionate savings 
in insurance and interest charges. 


3. Low handling, insurance and storage charges at the $10,000,000 publicly 
owned terminals. 


Four trans-continental rail lines and innumerable trans-Pacific steamship 
lines affording more frequent service than through any other port. 


Expeditious, economical and efficient transfer from car to ship assured by 
most complete handling equipment and facilities. 


Comparison of trans-Pacific routes will quickly convince you that vou can save Seattle is over 500 mus 

lays 1 dollars by shipping—via Seattle! : ; nearer to Yokohama than 

ee eee ee any other American port. 
By the “established 
route” via Honolulu, it is 
1,500 miles nearer. The 
saving in time is propor 
tionate, depending upon 


Up-to-the-minute equip- be handled with 
ment of the Pore za v H | p 1 Vi 1A equal facility and speed of the vessel. 
Seattle insures greatest dispatch. Four 
dispatch in transfer of trans-continental 
cargo from car to ship. Pp U B e | a railroads and seven 
Anything from a hun- trans-Pacific steam- 


dred ton locomotive to ship lines serve the 


shale of mating con Ae Ve Oo Sts PSeattle to Yokohama 
THE PO RT OF SEATTLE Seattle 


San Francisco 
Write for a copy of the Port of Seattle Yearbook—it contains much 
information and data valuable to traffic managers, manufacturers, 
exporters, importers and others interested in trading with the Orient. 
It’s free for the asking. 


Traffic Dept., Bell St. Terminal, Seattle, Washington 


Seattle port to the Orient 
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_| ‘Bigger and Better” 
Communities e 
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( p JE too often think of the romance of empire building as having 


belonged exclusively to past generations. Yet the romance of 
development exists as vividly today as ever. The pioneer of old 
pressed ever forward to establish new homes and new communities. 
Today’s pioneer of progress wages a ceaseless fight to make com- 
munities “bigger and better”’. 
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Arkansas Offers The modern pioneer uses the transit, test tubes and the labora- 
Unusual Opportu- tory for weapons. It is with these that he wages a never-ending 
nities for Textile war for facts. For it is upon facts that business, industry, agri- 
‘ Industry Develop- culture and commerce thrive. And as they thrive so do commu- 


nities. 
ment. aacalil a j , 
No institution of today can grow and prosper unless its entire 


policy is founded upon service. Railroads, for instance, seek to 
— Pie sagged ag gl _— give service not only to their patrons but to the communities they 
labor, naturally intelligent, easily serve. The Missouri Pacific Lines occupy a peculiarly favored po- 
taught and with no disturbing in- sition in the South, West and Southwest because they have taken 
fuences to disquiet them. the lead in development service. 


CHEAP POWER A small army of modern pioneers is maintained by the Missouri 
Nearness of communities to cheap 


dectric power, coal felds and supply Pacific Lines for that purpose—fact-finders for industry, agricul- 
of natural gas and huge oil fields. ture and commerce. Those concerned with the marshalling of 

IDEAL CLIMATE facts for industry have established beyond question that Arkansas 
Long summers and short, open offers unusual opportunities for the manufacturing of textiles. 
winters are the chief characteristics They are ready and anxious to pass along this information to 


of Arkansas climate—an ideal com- ulin 3 “ane d 
bination for industrial development. anyone o 1s or may be interested. 


LOW TAX RATE Textile surveys recently made of eight Arkansas communities 
Low local tax rate assured by spirit have been compiled in handy pamphlet form and are yours for 
of communities to co-operate in in- the asking. If you want to know why Arkansas offers such un- 


dustrial development. New textile me ‘ . 
plants state exempted for seven usual opportunities, write today for your copies. 


years. 


RAW MATERIAL 
Abundant supply of cotton assured 
as Arkansas is the center of a terri- 
tory that produces 67 per cent of the 
nation’s cotton supply. J. G. Carlisle, Director 
ADEQUATE TRANS- Industrial Development Department 
PORTATION Missouri Pacific Lines 
Points covered in surveys are located St. Louis, Mo. 
on Missouri Pacific Lines, assuring 
dependable transportation to all 
parts of the country. 








“A Service Institution” 
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SINCE 1854 


—a Service to Shippers 


that has built 
the Nation’s 
second largest 


and most 
Modern Port 






Ra i ke & 
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The Port of Galveston is the world’s greatest Cotton and Sulphur 
port and second port of America in value of commerce. 


ee 












Tomorrow’s Requirements 


— ‘Provided for TODAY 


F phere pe of preparedness, born in 1854 and vigorously 
carried out each succeeding year, has placed Galveston in 
second place among the ports of the nation—and, in point of 
service and handling facilities, it is the nation’s most modern 


Since 1854, a continuous program of expansion, 
anticipating the needs of shippers. 


Sixty-eight steamship lines serving the world. Berthing 
space for 100 vessels. Fifty-one miles of railway yards 


i 


port. Requirements of shippers, for years ahead, are planned, confined within an area of 24 miles means speed in 
provided for and executed TODAY. Here is the type of —- pers — ae a 
. ° . . . sprinkie otected. $s us for specinc ormation rei- 
service—orderly, well directed, intelligent service—that saves ste to. guar dite gubiene~aneh--imetien 
you TIME and MONEY. —insurance—package-car service, etc. 
i 
PANY 
Geo. Sealy, Pres. Galveston, Texas F. W. Parker, Gen. Mgr. 





—— The Port of _ 
[ALVESTON 
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Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 


THE TRAFFIC WORLD 


Be 
‘ 


Vol. XLII, No.3 


Southern Pacific 
Highways 
Lead to the 
Main Streets 
of All America 


FROM TRAIL TO RAIL 


(Continued from January 5 issue) 
Reached San Francisco Bay 


The Western Pacific was 

consolidated November 2, 

1869, with the San Fran- 

cisco Bay Railroad Com- 

pany, which had twenty- 

two and a half miles of 

track. It was over the 

Western Pacific lines, via 

Melrose and the Oakland Ferry, that 

the Central Pacific finally reached San 
Francisco. 

Until the completion 
of the Western Pacific, 
passengers on the Cen- 
tral Pacific reached San 
Francisco by steamboat 
from Sacramento. The 
rail line to San Fran- 
cisco via Melrose was 
opened September 8, 
1869, and via Oakland 
and Alameda, December 
1, 1869. 

Western Pacific was 
consolidated with Cen- 
tral Pacific June 23, 
1870. 

The San _ Francisco 
and San Jose road was 
consolidated with the 
Southern Pacific Rail- 
road Company, October 
12, 1870. 


CHAPTER XV 
How Central Pacific 

Builders Lost a Mild 

Winter and San Fran- 

cisco Missed a Lot of 

Valuable Business. First Chinese Em- 

ployed. 

Those responsible for the delays in 
payment of state and county aid hurt 
not only the railroad, but the Pacific 
Coast. The winter of 1864-1865 was one 
of unusual mildness and with the funds 
that had been voted, but which un- 
friendly influences had been able to keep 
tied up in a tangle of litigation, the 
builders of the Central Pacific would 
have been able to make important head- 
way with the mountain construction, the 
speed of which depended so much on the 
elements. 

Governor Stanford told the Pacific 
Railroad Commission in 1888 that but 
for the opposition which kept from them 
money that had been voted to them, 
they could have put on the job enough 
men to take full advantage of the mild 
winter and “we would more easily have 
met the Union Pacific at Cheyenne than 
we did at Promontory.” This, he pointed 
out, would have given San Francisco con- 
trol of the business of Utah, Wyoming, 
Montana and Idaho. 

The force at work in the mountains 
was increased in December, 1864, to 300 
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men. On January 1, 1865, the prospect 
for a speedy close of the war, favorable 
decisions by the State Supreme Court in 
various matters which had been in litiga- 
tion, placed the affairs of the company in 
a much more desirable position. The 
first Federal aid had been earned and 
fifty miles of the line was in operation. 

To many this ready-money relief from 
long continued financial strain would 
have been an invitation to sit back and 
take a long breath. The builders of the 
Central Pacific, however, accepted it as 
an athlete welcomes that ease of respira- 
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tion which he calls his second wind. 
The moment fresh resources became 
available construction was speeded up 
and maintained at a pressure high and 
constant. This increased the need for 
money to such an extent that in spite 
of all the new and favorable conditions 
it required unabated effort to keep the 
treasury sufficiently supplied to carry on 
the work. 

They still had the worst and most 
costly part of the line to build. They 
still had to transport all their material 
around Cape Horn. They had many 
trials, difficulties and obstacles to over- 
come in crossing the Sierra. 

As an early writer put it, “They had 
to encounter lawsuits, opposition, ridi- 
cule, evil prophesies, losses; had to or- 
ganize a vast laboring force, drill long 
tunnels, shovel away in one spring sixty 
feet of snow over seven miles of the line 
merely to get at the roadbed; had to set 
up sawmills by the dozens in the moun- 
tains, haul half a dozen locomotives and 
iron for 20 miles of track 26 miles over 
the mountains by ox teams; haul water 
40 and wood 20 miles for the construc- 
tion trains on the alkali plains. 

(Advertisement) 
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Courage of Builders 

“Surely there is something admirable 
in the courage of four country merchants, 
ignorant of railroad building and uw. 
known to the world, assuming such a 
load as the support of 800 men for a 
year out of their own pockets for an en. 
terprise in the success of which, in their 
hands, very few of their own friends 
believed. 

“The secret of their success was that 
these four country merchants meant, in 
good faith, to build a railroad. They did 
not expect to get money out of an enter. 
prise before they had 
put money of their own 
into it. 

Meanwhile a decision 
of great importance to 
the company had been 
made by President Lin- 
coln. By the terms of 
the Pacific Railroad 
Act the company was 
to receive a loan in 
bonds to the amount of 
$16,000 per mile for its 
line west of the base 
of the Sierra and $48, 
000 per mile for the 
150 miles east of that 
point. This tripling of 
the aid was because of 
the extraordinary cost 
of mountain construc 
tion. 


Lincoln Decides 


The Department of 
the Interior suggested 
that the base of the 
Sierra or beginning 

of the $48,000 a mile construction be 
gan at the end of the first 50-mile 
section. The California Supreme Court, 
however, had decided that the foothills 
of the Sierra began 31 miles from Sac 
ramento. It devolved upon President 
Lincoln to make the final decision as to 
where the increased payment would be 
gin. He decided that it should be 7.18 
miles east of Sacramento. In making 
the decision he expressed his belief in 
the importance of the Pacific Railroad 
as a national undertaking and declared 
that he welcomed this opportunity to 
give the enterprise every benefit the 
law would permit. 

This decision meant a difference of 
more than $1,000,000 in the amount ad. 
vanced by the government to the com- 
pany. 

More men were put to work as rap 
idly as the money to pay them became 
available, and before July was over there 
were 4,000 men at work. It was after 
passing Auburn in the early part of 1865 
that the first Chinese were employed 
on the Central Pacific construction. 


(To be continued in February 2 issue) 
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OMNIBUS EXPRESS CHARTER 

The fact that the corporation that has been organized 
by the railroads to take over the express business has broad 
charter powers has caused some concern among men who 
are particularly interested in the express service performed 
by the American Railway Express Company and to be per- 
formed by the Express Agency, Inc., which is to be its 
successor in the performance of service. One of the sug- 
gestions has been that the new corporation will not be sub- 
ject to the jurisdiction of the Commission. That, seemingly, 
has not been made by any one acquainted with the law on 
the subject of the Commission’s jurisdiction. That juris- 
diction extends to all-common carrier service regardless of 
the identity of the corporation, partnership, or individual 
performing it. The law has regard to the service, not to 
the corporation, except when it comes to the issuance of 
securities. The Commission has no direct control over 
the activities of a common carrier that are not common 
carrier services. It does obtain jurisdiction if and when 
such services, if ever, are given or used for the benefit of 
one shipper and the hurt of another. 

None of those who have viewed the broad charter 
powers granted by Delaware to the express agency has 
discovered a way for bringing up any question of any sort 
in connection with the applications now pending before 
the Commission for permission to enter into a pooling 
arrangement, to acquire the stock of the new corporation, 
to issue stock and debenture bonds, and for suspension of 
the law forbidding the holding of multiple directorships so 
as to permit railroad directors and officials to become direc- 
tors and officials of the express agency. (See Traffic World, 
December 22, p. 1405, and December 29, p. 1474.) Pool- 
ing, so far as can be ascertained, has not drawn the ire of 
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other things afford no obvious opportunity for the raising of 
any questions about the charter powers. If the express 
agency decided to become a manufacturer or a merchandiser, 
as it is claimed it might do under the Delaware charter, the 
question of the applicability of the commodities clause could 
be raised if and when the agency proposed carrying manu- 
factured articles produced by the express corporation or 
merchandise that the corporation had sold. That clause, 
however, has nothing to do with the charter powers of a 
common carrier corporation. It has to do with the physical 
transportation of property in which the corporation: has 
an interest and, it is believed, could not be invoked to pre- 
vent the corporation becoming a common carrier. 

Common carrier corporations, existing under charters 
granted by any one of the several states, may engage in 
businesses other than that of common carriage and the 
jurisdiction of the Commission cannot be invoked to con- 
trol such non-carrier operations not in violation of any of 
the statutes the Commission administers. When the Com- 
mission makes a valuation of the property of a common 
carrier it makes a valuation of property used for common 
carrier purposes and sets off on one side the value of prop- 
erty owned by the carrier but not used for common carrier 
purposes, as, for instance, land not used for such purposes. 

When a report of the grant of a charter to the express 
agency by the Delaware authorities was made to the Na- 
tional Industrial Traffic League at its annual meeting in 
New York in November, the fact was commented on that 
the charter was broad, but nothing was then pointed out 
or has been since shown wherein the allegation that the 
charter powers were exceptionally broad could be used 
by the League as a foundation for representations by it 
or by a shipper. 


O’FALLON RECAPTURE CASE 


One of the certainties of life is the uncertainty as to 
the point on which the Supreme Court of the United 
States will turn a case brought before it. There are, 
perhaps, a half dozen points on which the court might 
turn the O’Fallon recapture case. 

A subsidiary certainty about the court of last resort 
is that it seldom disposes of a case except on a point 
that is presented so that it cannot be avoided. Goblins 
in the indistinct background of a case seldom interest 
the court. It usually takes the point nearest to hand. 
If it is one that is hard at issue between the parties, 
the court says what is the law on that, and that only, 
allowing the indistinct points to remain in the back-. 
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round as if they did not exist. Infrequently the court 
travels beyond the nearest and really pressing point. 
When it does, it finds lawyers at its bar insisting that 
what it said was “obiter” and not pertinent to the matter 
in hand. 

What is the nearest and sharpest point presented 
in the O’Fallon case? Probably no two men who have 
heen working on the case can agree in answers to that 
question. That fact suggests the thought that the deci- 
sion in the case may be far from as inclusive as some 
of the enthusiastic writers about valuation have sug- 
gested. The court below, in substance, held that, inas- 
much as the O’Fallon, even after it had paid to the gov- 
ernment, as trustee, the sums claimed to be due on 
account of the recapture part of section 15A, made more 
than 8 per cent on the claimed value of the investment, 
there was no confiscation. Therefore, it may be in- 
ferred, it ignored the allegations about unlawful methods 
used by the Commission in making a valuation for re- 
capture purposes. 

Probably no two men will agree precisely as to the 
important issue presented to the lower court. To many 
it seemed that the important question that body should 
have considered was as to whether the Commission, in 
making the valuation in the manner it did, observed the 
mandate of the law in respect to valuation. But the 
lower court did not think that was the controlling ques- 
tion, else it would have passed on it. It is not to be 
assumed that that court would have deliberately ignored 
what it deemed the important question to the end that 
it might dispose of the case with the minimum of effort. 

Valuation is one of the most confused and confusing 
questions brought to any court. Value, when the gov- 
ernment proposes to take private property for a public 
use, is the easiest sort to be ascertained. The taking of 
land for the opening of streets, and, in earlier days, for 
the building of railroads, was a common operation. 
Value for the making of rates to be paid by the public 
isa harder proposition, because, many have argued, there 
is no real difference between taking a man’s property 
with a view to holding it from him for all time, and 
taking the beneficial use, even for a limited period, for 
the reason that use, actual or potential, after all, gives 
any property its value. But public regulating bodies 
tend to the position, without qualification, that there is 
a distinction between value for alienation and value for 
rate-making or alienation for a limited period, as, for 
instance, while the goods of a shipper are being hauled 
over the rails of a carrier. 

The courts, in recent years, have dealt with many 
cases involving the value of property, arising in con- 
nection with the making of rates. Telephone, gas, and 
water companies have gone to the courts complaining 
that utilities commissions have been trying to confiscate 
their properties by denying them increases of rates such 
as they had proposed as needed to give them a fair 
return on the value of their property. The courts, in 
such cases, have declared a good deal of valuation law, 
much of which has been sharply criticized by men claim- 
ing to be experts or well versed students in law. But 
the O’Fallon case is the first railroad case in recent years. 





THE TRAFFIC WORLD ; 135 


It is a valuation case only on that narrow part of rate- 
making raised by the recapture provision. 

It is a question whether the Supreme Court will 
deem it necessary to go into the whole subject of valua- 
tion on the record as made in the case this railroad has 
brought to the bar, especially in view of the fact that the 
big railroads of the country are understood to regard the 
case as too narrow to warrant a decision that would 
serve as a beacon in the whole field of railroad valuation. 

However, as before set forth, one of the certainties 
of life is the uncertainty as to the point or points on 
which the highest tribunal will turn a case. It may be 
that the justices have obtained enough light from the 
men who have discussed the O’Fallon case to make them 
feel warranted in making a decision in the matter that 
will approach the scope suggested by men who have 
taken their pens in hand to tell the public generally that 
the O’Fallon case is one of the greatest cases ever 
brought before the court—meaning great in the sig- 
nificance to be attached to the opinion rendered in con- 
nection with the court’s judgment on the matter in hand. 





POSSIBLE SUBIACO TROUBLES 


As viewed by men in the Commission who have had 
much to do with through route and joint rate matters, 
the decision of the Supreme Court in the Subiaco case 
(see Traffic World, January 5 p. 24), authorizes every 
railroad that gets only a short haul as a delivery line to 
cancel the joint rates that short haul it in that way. The 
short-hauling of a delivering line, broadly speaking, has 
seldom been thought of. Once the Commission, when 
it wobbled on a question of through routes and joint 
rates, referred to the short-hauling of a delivering line. 
There are thousands of such routes and rates. Under 
the Subiaco decision the Commission could not order 
such through routes and joint rates. Years ago the Com- 
mission decided that it could not prevent the cancel- 
lation of routes and rates it- could not order estab- 
lished (Ogden Gateway Case, 35 I. C. C. 131). 

There is no thought, however, that the railroads will 
make any general move to cancel routes and rates that 
come within the scope of the Subiaco decision. Absence 
of any idea of that sort is due to the fact that if carriers 
were to undertake to make a general abrogation of joint 
rates violative of the Subiaco decision, they would be 
face to face with this situation: they would have to close 
every such route and instruct their agents everywhere 
to accept no freight for movement over such routes, else 
they would find that the principles laid down in the 
Virginian case (272 U. S. 658) were applicable. In 
that case the Commission found that the routes from 
mines on the Virginian were open to the west but at 
a combination of locals much higher than the rates 
from mines on the Chesapeake & Ohio in the same 
district. The Commission did nét undertake to establish 
any through routes but merely said that the rates over 
the open routes, combinations, were unreasonable to 
the extent they exceeded rates it named, the same being 
either exactly or substantially the district rates on west- 
bound coal moving over single lines. 

Closing of routes of that character, it is believed, 
would be a work of an appalling magnitude, far greater 
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than the closing of routes such as the oil shippers 
claimed were open between St. Louis and Chicago via 
junctions as far east as Shelby, O. 

The Commission, in a large number of cases, has 
prescribed through routes and joint rates which the 
carriers may undertake to cut out because they fought 
their establishment and fought for the construction of 
the appropriate part of the statute, section 15(4), that 
was upheld in the Subiaco case. It is almost certain 
they will undertake to eliminate the through routes 
established by reason of decisions in similar cases, par- 
ticularly D. A. Stickell & Sons, Inc. vs. Western Mary- 
land et al (146 I. C. C. 609), and the Flory Milling Co. 
case (93 I. C. C. 129), the latter requiring the estab- 
lishment of through route and joint rate arrangements 
at Bangor, Pa. 
believed, the carriers will not undertake to apply the 
construction of the statute for which they contended 


Aside from situations of that sort, it is 


in many cases, particularly in situations which they 
created of their own volition. There is always the pos 
sibility in such cases of one of the parties to a through 
route and joint rate arrangement deciding that inasmuch 
as the law does not compel it to participate in the 
arrangement it will withdraw therefrom, The carriers, 
particularly in official territory, voluntarily have created 
many through: route and joint rate arrangements on 
traffic moving at class rates which have the result of 
short-hauling the originating road, seemingly on the 
theory that short-haulings will about equalize 
each other so there is nothing to be gained by insistence 


such 


upon the observance of the limitation in section 15(4). 


BIG ROAD RECAPTURE CASES 


The Traffic World Washington Burcau 


The Commission is getting itself into position to conduct 
hearings on the excess income return of large railroads with a 
view to determining whether and how much excess income, 
subject to recapture, they have had since the beginning of re- 
capture periods in the latter part of 1920. No precise estimate 
has been made as to how soon any of the hearings will be be- 
gun because the necessary preliminary work has not been 
completed by the Commission staff charged with that duty. 

Formal notice, however, has been given to the New York 
Central Lines, the Southern Railway System, and the Santa Fe 
System that hearings will be held on the excess income returns 
filed by them in response to orders issued every year since 
1922, the dates of the orders being specified in the formal no- 
tices issued in respect of Finance No. 3859, relating to the New 
York Central; Finance No. 4082, relating to the Southern, and 
Finance No. 3617, relating to the Santa Fe. 

The primary question will be as to whether the systems 
owe any excess income money which they have not sent to 
the Commission, and, if any, how much. A subsidiary question 
will be as to whether the lines covered by the consolidated re- 
turns submitted in response to the orders are parts of a sys- 
tem and entitled, therefore, to be included in such consolidated 
returns, or whether they are separate entities each required to 
make a separate return and make excess income payments, 
regardless of what the returns of other supposed system lines 
show in the way of income below the standard at which the 
excess income part of section 15a comes into operation. 

Thus far the Richmond, Fredericksburg & Potomac is the 
only large class I road that has made an excess income pay- 
ment and had a hearing in respect to its claims of the value of 
its property. Such hearings have been held in respect of many 
of the other classes of roads into which the Commission divides 
the railroads of the country, the St. Louis & O’Fallon, on ac- 
count of the litigation brought in its name, being the outstand- 
ing one among those as to which hearings have been held. 

The Commission has required the railroads to state upon 
what theory they have arrived at the conclusion that the value 
of their properties is such that they do not owe any excess 
income payments. The three systems concerning which formal 
notices have been given claim they do not owe any such pay- 
ments. The New York Central, in one of its returns, asserts 
that “the value of the property is not known but believes it to 
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be in excess of the amount of the property investment fi 
or ‘book values’ kept in accordance with the Commission’ 
ders.” In another one of its returns the New York Cen 7 
says that the amount by which the value of the property 
ceeds the minimum value, obtained by capitalizing the ‘te “4 
come on the basis of 6 per cent, cannot be stated now and -- 
not be known until the actual value shall have been re, 
mined by the Commission in the manner provided in para = 
(4) of section 15a of the interstate commerce act. craph 
According to Commission men, prosperous railroads 
making their returns, have taken their property investment . 
book value as the foundation for calculating whether they hat 
or had not excess income when the figure was large enough 1 
show that they had no recapturable income. In some instance 
carriers have set up valuations which seem to Commission Ms 
connected with recapture work to have been arrived at by the 
employment of the reproduction at present prices method - 
some modification thereof when the book value figure Was not 
high enough to prevent the showing of recapturable income 
The Commission men also say that in the annual reports some 
of the carriers have inflated their book values as much ag 10 
and 15 per cent and show why the figures were corrected or 
changed. 


SPELTER INQUIRY TO BE MADE 


The Traffic World Washington Bureay 


The Commission has decided to institute a general inyes. 
tigation of rates on spelter. Before issuing the order creating 
that case it desires suggestions as to its scope and as to the 
most convenient place for hearings. It has issued a_ notice 
addressed to all concerned, as follows: 


_ In Newport Rolling Mill Co. v. A. T. & S. F. Ry. Co., 1461.0 6 

195, division 4 of the Commission found the rates on spelter, in car. 
loads, from producing points in the tri-state field in Arkansas, Okla- 
homa, and Kansas, as well as from certain other points, to Greencastle 
and Indianapolis, Ind., and Newport, Ky., not unreasonable but 
unduly prejudicial and preferential in their relation to rates to 
Chicago, La Salle, and Peru, UL, and certain other destinations 
Defendants filed tariffs in purported compliance with these findings 
which would have had the effect of increasing the rates to Chicago 
and the other points found to be unduly preferred, but these tariffs 
have been suspended until July 10, 1929; in I. & S. Docket No, 3207 
Spelter from Arkansas, Kansas, Missouri and Oklahoma to Chicago 
and Peoria districts. 
- Rates from producing points other than those in the tri-state 
field were not involved in the decision above-referred to. It there- 
fore appears that changes in the rates on spelter solely between 
the points of origin and destination there considered would tend to 
create maladjustments in important competitive relationships, Ac- 
cordingly in order that it may deal comprehensively with the situa- 
tion the Commission has decided. té institute a general investigation 
of rates on spelter. 

In order that this investigation may be sufficiently comprehensive 
to do justice to producers and consumers of spelter and the carriers 
serving them, the Commission invites suggestions from all interested 
parties as to its scope before the order of investigation is drawn. 
Such suggestions should be submitted not later than January 31, 
1929. Suggestions as to the most convenient place for hearings will 
also be welcome. 


O’FALLON CASE BRIEFS 

After several delays, the Senate this week passed the con- 
current resolution providing for the printing, as a Senate docu- 
ment, of all the briefs filed in the Supreme Court of the United 
States in the O’Fallon recapture case. Objection was made to 
provision for the binding of a number of the copies, by Senators 
King and Smoot of Utah, and the provision was eliminated. 
The resolution also provides for inclusion in the document of 
the transcript of record. It is provided that 700 copies shall be 
printed, 100 of which shall be for the use of the Senate inter. 
state commerce committee, 100 for the use of the House com- 
mittee on interstate and foreign commerce, and 500 for the use 
of the joint committee on printing. Copies of the document 
are to be sold by the Government Printing Office. 


SOUTH SHORE FREIGHT CONNECTIONS 


The Chicago, South Shore & South Bend Railroad has put 
into service three new freight connections with steam railroads. 
Completion of the Monon-Michigan Central interchange layout, 
just west of Michigan City, opened a 6,000-foot four-track trans- 
fer that required three months to construct. Northermost is 
a running track for switch engines, next a South Shore receiv- 
ing and delivering track, the third is a Monon track, and the 
fourth a Michigan Central. Freight interchange is now being 
conducted at this transfer. 

Two 19-car interchange tracks connecting with the New 
York Central Railroad just west of South Bend also have been 
put in service. These will be used for receipt and delivery of 
carload freight, establishing another new outlet for the South 
Shore Line to the markets of the east. These tracks are 2,500 
yen long, paralleling the present main track of the South Shore 
wine. 

Both interchanges are electrified for use of South Shore 
Line electric locomotives and a light type catenary overhead is 
employed. 
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Chinafication of America.—Senators from the interior states, 
jf Senator McMaster, of South Dakota, typifies them, object to 
the construction of a second isthmian canal until after the in- 
terior waterways of the country have been developed. They 

e enough troubles created by the Panama Canal. A pro- 
ne to cut another link connecting the two oceans, this one 
eats Nicaragua, stirs their hostility. Seemingly, it has been 
pect they have not thought of permitting the use of the 
railroads they have to overcome the advantages the two sea- 
poards have obtained by reason of the construction of the 
Panama Canal. All they can think of is to dig waterways. 
China is a fine sample of a country that depends on waterways. 
She depends on them so much that myriads of human beings 
swarm over one another in their efforts to get near the water. 
Areas any distance from a canal or a stream are practically 
deserts. Only along the watercourses can they live. Until 
the coming of the steam locomotive development along the water- 
ways was about all that could be expected. In George Wash- 
ington’s time an island such as the one on which President 
Coolidge recently spent his holiday vacation was an ideal place 
to live, because the water afforded the best possible transporta- 
tion. The railroads, having to be built well inland so as to 
avoid wide streams and estuaries, made the islands and lands 
between the estuaries of streams the least desirable. Now good 
highways are bringing back the lands that were good before 
the railroads came. The interior country could more success- 
fully compete with the seaboards if the railroads were permitted 
to make rates low enough to meet water competition at the 
points where the competition was felt. Fourth section relief 
means permission to make rates no higher, all things considered, 
than those made by water lines. The latter are the rate-making 
lines. Nature’s route from New York to Spokane or any other 
interior point is via the canal to a Pacific port and then a haul, 
by rail, back toward the point of origin. Forbiddnig the rail- 
roads to recognize that fact, except on pain of giving the interior 
points rates as low as if they were on the seacoast, for a time, 
it has been suggested, will enable interior jobbers to compete, 
in their immediate vicinity, with jobbers on the coasts, but 
only for a time. The railroads have never tried, for any period 
of considerable length, if ever, the effect of rates to the interior 
lower than to the coast points. But, if the present adjustment 
continues for a long time, it is believed the railroads and the 
interior cities will find it progressively harder to keep up with 
the communities nearer watercourses and the country will tend 
to become like China in that dense populations will be found 
only near watercourses. Senator McMaster’s declaration (else- 
where in this issue) that a man had to move his factory from 
Columbus, O., presumably to the coast, so he could have the 
benefit of cheaper water transportation, merely illustrates the 
point, namely, that a continuance of the present adjustment in 
which railroads are not permitted, except under penalty, to 
meet canal competition, tends to drive population to the water- 
courses. Had the man at Columbus been what might be called 
water-minded he would have recalled that a canal once was in- 
operation between that point and the Ohio River and that, 
according to the most modern view, it was the duty of the gov- 
ernment to restore that canal. The most amazing and painful 
fact in connection with the whole matter, it might be suggested, 
is that the interior of the country does not insist that it, the 
railroads and the Commission get together to devise a method 
enabling them to cope with the situation, instead of allowing 
industries to move away, and instead of crying for appropriations 
to improve the waterways. The trouble with interior senators, 
railroads, and many interior business men seems to be, in the 
view of many, that they do not realize that they could ameliorate 
the situatioh greatly without the expenditure of scarcely any 
Money and none at all in comparison with the billions that 
would be needed to improve the waterways to a point where 
they would be able to serve as substitutes for the railroads in 
alarge way. The problem, it is suggested, is economic and not 
even quasi-political even if the politicians have held out water 
transportation as a panacea. 





The Weasel-worded, Tricky Hoch-Smith Resolution.—Any- 
one desiring confirmation of his view that the Hoch-Smith reso- 
lution is one of the most eel-like things ever written into the 
statutes of a fair land needs but read a little in the briefs filed 
in behalf of the railroads in No. 17000, part 7, Hoch-Smith grain, 
and in behalf of the Corporation Commission of Oklahoma. The 
part of the discussion in behalf of the railroads is in Volume I 
of the four-volume brief. The Oklahoma commission found one 
thin volume of about 60 pages sufficient. Both quote from the 
legislative history of the resolution, prepared by Warren H. 
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Wagner while he was assistant chief examiner on the staff of the 
Commission, but come to opposite conclusions on the matter. 
It is only fair to say, however, that the railroads attribute to 
the Commission’s construction of the resolution most of the 
evil they assert exists therein. They declare that the leaders 
in Congress, as shown by Wagner’s history, thought they were 
not doing anything much in passing the resolation. The Okla- 
homa commission, however, finds that the reSolution is an in- 
hibition in law against the Commission granting any general 
horizontal increase in freight rates; also that it is a direction 
to make a general investigation looking to the removal of in- 
justices, unreasonableness, unjust discriminations and undue 
preferences “and primarily for the relief against high freight 
rates of the depression of agriculture which Congress found 
and which the evidence in this record proves exists.” Perhaps 
the conclusion to be drawn from the briefs is that the resolution 
was an attempt, on the part of Congress, to be all things to all 
men, a gesture of good will toward the farmers and only made 
evil by the seriousness with which the Commission took it when 
it construed it to be a mandate requiring an attempt to shift 
the burdens from agricultural products to other classes of 
traffic. At any rate, it is such a slippery thing that almost 
anyone seems able to get out of it what he most desires. 





Herbert Cincinnatus Hoover.—A story tending to make those 
farmers who voted for Herbert C. Hoover for the presidency 
feel satisfied with themselves on account of their class con- 
sciousness is that the man who is trudging toward the White 
House and Ralph Merrit are joint owners of a farm of 1,313 
acres in California on the line of the Santa Fe between San 
Francisco and Los Angeles, on which the annual payroll is about 
$75,000. The amount of the payroll is essential, as the story 
comes from Dayton, O., the home of the cash register, as well 
as the airplane. The tale raises the question whether the initial 
C in his name, seldom used, stands for Clark or. Cincinnatus. 
The answer, in view of Dayton’s discovery, is that he was 
“named after” the Roman farmer. It is interesting to know 
that more than one-third of the farm is devoted to the growing 
of table grapes. That is interesting in view of the fact that 
so many Californians appear to be interested in grapes of another 
sort, even more than they were before the advent of what Mr. 
Hoover called the “noble experiment.” Cotton, alfalfa, potatoes, 
peaches, corn, melons, Spanish onions, about 960,000 pounds of 
spinach, sweet potatoes and apricots are also produced on that 
nearly two sections of land, not to mention eggs, broilers and 
experimental things. Little, says the Farm Information Bureau 
of Dayton, O., the authority for the tale, was said about Hoover 
the farmer, in the campaign, and not a word now as to whether 
Hoover is to be classed as a farmer or an agriculturist, the 
last mentioned being a man who makes his money in the city 
and spends it in the country, while a farmer has a process in 
the reverse order. 


Challenge to Coolidge Economy Plans.—The National Rivers 
and Harbors Congress has called upon its members and officials 
and those interested in “continuous improvement of our water- 
ways to meet the swiftly growing commerce to wire, 
write, or call upon, their senators and representatives and urge 
the passage of the rivers and harbors bill. The crisis 
is acute. Unless prompt and energetic action is taken failure 
is certain.” This advice is given because President Coolidge, in 
his annual message, advised Congress to enact no further river 
and harbor legislation until “we can see our way out of this 
expense” represented by $243,000,000 of work ordered by Con- 
gress which has not been completed, in addition to the millions 
to be spent on the Mississippi floodway. The river and harbor 
organization asserts that it is evidently the intention of the 
leaders of Congress to follow the President’s recommendation. 
It asserts that it is one of the chief glories of this republic that 
its officials, from the lowest to the highest, are “not dictators 
but public servants; that its citizens have the right to differ 
in opinion, even with the President; and that the will of the 
people, if and when it is made manifest to their representatives 
in the Congress, will be carried into effect.” The waterway 
association then points out that, although President Coolidge 
and General Lord, the budget autocrat, foresaw a deficit at the 
end of the fiscal year of $90,000,000, the fact was that there 
was a surplus of $300,000,000. It further points out that, if 
properly figured, the amount of uncompleted work totals only 
$228,000,000 and that that sum is no greater than was the fact 
in 1922, 1925 and 1927, in round figures, when river and harbor 
bills were passed. In the itght of those facts ‘it asserts that 
there is no question that “we can see our way out of this ex- 
pense,” hence the demand that Congress pass another bill au- 
thorizing more expenditures, the demand to come from the people 
in the form of writing, wiring and personal conferring. 





Conference Ruling Recission.—Withdrawing of conference 
rulings by the Commission makes no change in the law. It 
means no more than that the Commission has given up the idea 
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that it can put the law pertaining chiefly to questions, of a 
minor character, arising between shippers and the claim agents 
Whatever was 
sound in the withdrawn rulings will remain spund until a de- 
There are so many deci- 
sions of the Commission that appear not to jibe that embodying 
the law as made by decisions into a few paragraphs has become 
an impossibility The Commission, when it ordered a revision 
of its rulings, found so many things in the twilight zone created 
by the decisions that did not appear to match that the task 
Now it is incumbent upon a claim agent 
and the shipper who have a question between them to thumb 


of the railroads, into a handy volume of rulings. 


cision of the Commission upsets it. 


became Herculean. 


the decisions and reach a conclusion as to what is the law on 
the subject. 
sions, but the rulings can no longer be cited as authority. He 
who wants to use the substance of a ruling has been placed 


under the burden of finding the decision upon which the ruling 


was based in the first instance and citing that as authority. 
Recission of the rulings may make some claim agents more 
stiff-necked than ever in dealing with claims. 


however, cannot say that on the authority of such and such 


conference ruling such and such disposition should be made 
of the matter in hand. Upon it has also been placed the burden 


of pointing out why a particular decision should be made. 





Charles J. Faulkner.—Death has claimed Charles 
practitioner before the Commission. 
combination of the popular conception of a southern gentleman 
and a gentleman of the school of Napoleon III. 
the wearing of his beard—mustache and goatee—followed the 
southern gentleman, as did Mr. Faulkner. Senator Faulkner, 


son of a former minister to France, also Charles James, came 


under the influence of the last of the enthroned Bonapartes, 
on account of his having been educated in France and Switzer- 
land, while his father was minister. 


cago to help the younger lawyers who have taken over the 
detail of work before the Commission.—A. E. H. 


COMMISSION ORDERS 


No. 20427, N. Riskin & Son vs. Erie et al. 
petition for reconsideration cenied. 


No. 20137, Knight-Luttrell lron Co. vs. Southern et al. Com- 
plainant’s petition for rearguraent denied. 


No. 19396, Louisiana Farm Bureau Federation, Inc., et al. 
vs. Louisiana Railway & Navigation Co. Complainants’ petition 
for reconsideration denied. 


No. 20011, Marshall-Jackson Co. vs. Atlantic Coast Line. 
Defendant’s petition for reconsideration denied. 


No. 18815, Ira Casterline, Inc., vs. Erie et al. Proceeding 
reopened for rehearing at such time and place as the Commis- 
sion may hereafter direct. 

No. 18058, United States Potters’ Association vs. Akron, 
Canton & Youngstown et al. Complainant’s petition for re- 
hearing or reconsideration denied. 

No. 21703, Wm. Schulderbert-T. J. Kurdle Co. vs. Baltimore 
& Ohio et al. Swift & Co., North Packing & Provision Co. and 
John P. Squire & Co. permitted to intervene. 

No. 19342, Gillican-Chipley Co. et al. vs. Apalachicola North- 
ern et al., No. 19622, Western Paper Makers Chemical Co. vs. 
Atlantic Coast Line et al., and No. 19782, Empire Size & Chemi- 
cal Corp. vs. Atlanta, Birmingham & Coast et al. The order 
of November 21, 1928, entered herein, which was by its terms 
made effective on or before February 11, 1929, has been modi- 
fied so as to become effective on or before March 11, 1929. 

No. 21624, Hinde & Dauch Paper Co. vs. Akron, Canton & 
Youngstown et al. American Box Board Co. permitted to inter- 
vene. 

No. 21474, Little Rock Chamber of Commerce et al. vs. 
Aberdeen & Rockfish et al. The motions of Rock Island; Chi- 
cago, Rock Island & Gulf; St. Louis South Western, and St. 
Louis South Western of Texas to strike complaint in this case 
denied. 

No. 16024, George Ross vs. Missouri Pacific. Complainant’s 
= for reconsideration, rehearing and/or modification de- 
nied. 

No. 18657, Swift & Co. vs. Louisville & Nashville et al. and 
No. 19184, Armour & Co. et al. vs. Terminal Railroad Associa- 
tion of St. Louis et al. Complainants’ petition for reopening, 
rehearing, and/or reargument before entire Commission, denied. 

No. 18613, Shoe Polish Manufacturers’ Association of Amer- 
ica vs. New Haven et al. Complainant’s petition for rehearing 
or reargument denied. 

No. 18097, J. P. Bourgoin & Co. vs. Montpelier & Wells 
River et al. Complainant’s petition for rehearing denied. 

No. 19988, Meridian Traffic Bureau vs. Gulf, Mobile & North- 


Complainant’s 
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Not all the rulings have been overturned by deci- 


The bureau of 
informal complaints, however, is still working. That bureau, 


James 
Faulkner, senator from West Virginia from 1887 to 1899, an early 
Born in 1847, he was a 


The latter in 


His courtliness was the 
result of the Virginia tradition rather than that of Napoleon III. 
The third Charles J. Faulkner has also practiced before the 
Commission and still comes on occasion from his office in Chi- 


stages of the transcontinental rail-air routes. 
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ern et al. Defendants’ petition for reopening and/or reconsiderg 
tion denied. : 

No. 19412, Victor Manufacturing & Gasket Co. et 
Aberdeen & Rockfish et al. Petition of McCord Radi 
Manufacturing Co. for rehearing denied. 

No. 17481, Mountain States Roofing Co. et al. vs. Santa p 
et al. This proceeding is reopened for reconsideration in a 
nection with No. 16637, Newton Lumber & Manufacturing 
vs. Rock Island et al. and consolidated cases. ; 

Fourth Section Application No. 12877, of Agent Leland, op 
fire clay (ground fire brick and water combined) in the south. 
west. Petition of Agent Leland, for a modification of supple. 
mental fourth section order No. 9347, fire clay (ground fire bric, 
and water combined) in the southwest, entered therein, Sep. 
tember 17, 1928, has been denied, sufficient justification not 
having been shown. 

No. 18399, Badger Lumber & Coal Co. vs. Santa Fe et gj 
Proceeding reopened for reargument. : 

No. 19353, Southwestern Milling Co., Inc., vs. Rock Islang 
et al. The order entered in this proceeding on October 26, 1928 
which was by its terms made effective January 31, 1929, on 30 
days’ notice and subsequently modified to become effective. oy 
January 31, 1929, on 10 days’ notice, is further modified go that 
it will become effective on March 19, 1929, on 5 days’ notice, 

No. 21468, Booth Brothers and Hurricane Isle Granite (Co, 
of New York vs. New Haven. Complaint dismissed for want of 
prosecution. 

No. 20844 (Sub. 1), Kingman & Everett, Inc., et al. vs, Ala. 
bama Great Southern et al. The Maddox Grocery Co., Webb. 
Crawford Co., J. C. Adams, E. A. Jones, Empire Mercantile Co, 
Albany Grocery Co., E. S. Street & Co., D. S. Brandon & Co, 
Hawkinsville Fruit & Candy Co., the A. S. Pendleton Co. and 
Davis Brothers Co. permitted to intervene. 

No. 21334, American Sugar Refining Co. et al. vs. Burlington 
et al., and No. 21668, Colorado and New Mexico Coal Operators’ 
Association vs. Santa Fe et al. Colorado Manufacturers’ and 
Merchants’ Association permitted to intervene. 

No. 21748, West Virginia Brick Co. et al. vs. Chesapeake & 
Ohio et al. Lexington Board of Commerce permitted to inter. 
vene. 

On complainants’ request the following complaints have been 
dismissed: No. 17402, Edwin F. Daniels & Co., Inc., et al. vs. Big 
Four et al., No. 19551 (and Sub. 1), Rome Soap Manufacturing 
Co. vs. Chicago & North Western et al.; No. 20306, Baltimore 
Association of Commerce et al. vs. American-Hawaiian Steam- 
ship Co. et al.; No. 20586, United States Cast Iron Pipe & Foun. 
dry Co. vs. Pennsylvania et al.; No. 21152, National Zine Co, 
Inc., vs. Missouri Pacific et al.; No. 21202, Rogers & Baldwin 
Hardware Co. vs. Milwaukee et al.; No. 21240, Advance Fuel 
Co., Inc., vs. New York Central; No. 21355, Supreme Lodge of 
the World, Loyal Order of Moose, vs. Burlington et al.; No. 
21356 (and Sub. 1), Port Huron Chamber of Commerce vs. Balti- 
more & Ohio et al.; No. 21382, State Road Commigsion of West 
Virginia vs. Chesapeake & Ohio et al.; No. 21412, Heyman 
Furniture Co. vs. Baltimore & Ohio et al.; No. 21473, Iowa Fiber 
Box Co. vs. Chicago & Alton et al., and No. 21543, United States 
Finishing Co. vs. New Haven et al. 

No. 15730, Swift & Co. vs. Santa Fe et al.; No. 16483, Kirby 
Mutual Coal Co. vs. Burlington et al.; No. 17079, Smith,: Rich- 
ardson & Conroy, Inc., vs. Atlantic Coast Line et al., and No. 
21566, A. Geo. Schulz Co. vs. Milwaukee et al. Complaints dis- 
missed upon complainants’ request. 


No. 20070, Consumers’ Material Corporation vs. Santa Fe 
et al. The petition of complainant for further hearing to submit 
proof of special damage under section 3 to support an award 
of reparation in this case, denied. 

No. 16747 (Sub. 2), Atwood-Davis Sand Co. et al. vs. Chicago 
& North Western et al., and No. 17469, Wisconsin Lime & Ce 
ment Co. vs. Chicago & North Western. Third petition of inter- 
veners and petition of complainants for rearguments and re- 
consideration, denied. 

No. 21160, Lake Charles Rice Milling Co. of Louisiana, Inc. 
vs. Santa Fe et al., and No. 21330, Lake Charles Harbor & 
Terminal District vs. Brimstone Railroad & Canal Co. et al. 
Louisiana State Rice Milling Co., Inc., permitted to intervene, 

Finance No. 5579, construction of Jersey City branch by 
Morris & Essex Railroad. The time provided in said certificate 
within which the Morris & Essex and/or the Delaware, Lacka- 
wanna & Western shall complete the construction of the branch 
line of railroad therein authorized has been extended to Decem- 
ber 31, 1929. 


al. ys, 
ator ¢ 


PENNSYLVANIA AIRPORT 


The Pennsylvania Railroad, one of the active participants 
in the Transcontinental Air Transport, Inc., which next spring 
will inaugurate rail-air service from coast-to-coast, announced 
January 14 that it will soon start building a station at the Co- 
lumbus, O., municipal airport—the first rail-air transfer station 
in America. The airport is being developed by the city of 
Columbus, at a cost of $850,000, and lies along the Pennsylvania 
tracks. It will be the eastern terminal of one of the two flying 
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SALT FROM UTAH TO IDAHO 


A new line of rates on salt from points in Utah to destina- 
tions in Idaho on the Oregon Short Line, effective not later than 
March 15, has been ordered in No. 20410, State of Idaho ex rel. 
Public Utilities Commission of Idaho vs. Oregon Short Line et al. 
The Commission, by division 5, in a report written by Commis- 
sioner Farrell, has found unreasonable but not unjustly discrimi- 
natory or unduly prejudicial the present rates, applicable on 
carloads, With a minimum of 40,000 pounds, from Kosmo, Bur- 
mester and Saltair Junction, Utah, to the destination territory 
in Idaho hereinbefore mentioned. 

Salt is rated class C in western territory, with a minimum 
of 45,000 pounds. By exceptions to the classification the salt 
involved in this complaint is rated class D, subject to a minimum 
of 40,000 pounds. 

Rates to Idaho points are blanketed over a large area, says 
the report, extending from Martha, Idaho, to Huntington, Ore., 
a distance of 300 miles. The complainant contended the blank- 
eted area was too large. Mr. Farrell said that no evidence was 
introduced in support of the allegations of unjust discrimination 
and undue prejudice. In disposing of the case, the Commission 


said: 


We find that the rates on salt, in carloads, in compressed blocks, 
in sacks, in barrels, and in cartons, from Kosmo, Burmester and 
Saltair Junction, Utah, to points on the Oregon Short Line in Idaho 
are not shown to be unjustly discriminatory or unduly prejudicial, 
put that they are, and for the future will be, unreasonable to the 
extent that they exceed or may exceed the following rates, subject 
to a carload minimum of 45,000 pounds: 
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Distances should be computed over the shortest possible routes 
via existing connections for the interchange of carload traffic. In 
applying the scale defendants may use, in each instance, the average 
distance from a group of points of origin which now take the same 
rate to a particular point of destination. 


GEORGIA PEACH CASE 


In a report on reargument in No. 16462, Georgia Peach 
Growers’ Exchange et al. vs. Alabama Great Southern et al., 
written by Commissioner McManamy, the Commission has af- 
firmed the findings in its former report, 139 I. C. C. 143, wherein 
it prescribed rates, estimated weights per package, and minimum 
weights on fresh peaches, carloads, from points in Georgia and 
the Carolinas to all destinations in official and southern ter- 
ritories and some in western territory, and denied reparation. 
This is the case about which Georgia members of Congress, 
both senators and representatives, made a _ nation-attracting 
attention protest. Representations of Georgia shippers caused 
an indefinite postponement of the effective date of the Com- 
mission’s order in so far as rates from Georgia were concerned. 

Affirmance of the former findings was coupled with an 
order making the rates from Georgia operative not later than 
March 25. The order that was held up was dated February 
14, 1928. Fourth section order No. 9745, also dated February 
14, 1928, is modified so as to become effective May 25, both 
dates being well ahead of the heavy shipping time of the 
Georgia peach crop. 

Three expressions of separate views were attached to the 
report. Commissioner Eastman concurred, Commissioners 
Campbell and Aitchison joined in one dissent and Chairman 
Lewis and Commissioner Porter in a second. 

Among the points made by the objecting Georgians was one 
to the effect that the Commission had not complied with the 
Hoch-Smith resolution. The Commission, in this report, ex- 
Pressed a contrary view. In addition it laid some of the blame 
for the condition of the Georgia growers upon themselves and 
pointed out that failure on the part of an industry “to take 
needed corrective measures in an industry can not justly be 
made ground for demanding reductions in freight rates.” 

In the prior report the Commission prescribed 47 per cent 
of the first class rate established following Southern Class Rate 
Investigation, to central and southern territories; and 47 per 
cent of first class rates constructed in accordance with finding 
17 (b), (d), and (f) in the third supplemental report in the 
Class rate investigation to trunk line territory, including the 
Buffalo-Pittsburgh zone, and New England territory. 





Upon petition of the complainants in the title complaint and 
the sub-numbers thereunder and No. 18497, called the Georgia 
complainants, the order in so far as it affected traffic from 
Georgia was indefinitely postponed and the cases reopened for 
reargument. The order, in # far as it related to rates from the 
Carolinas, was allowed to go into effect on May 20, 1928, in 
accordance with the wishes of Carolina shippers. They, accord- 
ing to this report, prior to the rates prescribed in this case, 
had been paying rates relatively much higher, and, in some 
instances, actually higher than Georgia shippers. The adjust- 
ment, according to this report, is satisfactory to the Carolinians 
and they object to any more favorable rates being given to 
Georgians. 

Four railroads, the Seaboard Air Line, Norfolk Southern, 
Aberdeen & Rockfish, three originating lines, and the Pennsyl- 
vania, asked for a reopening of the case. Inasmuch as the case 
had been reopened without restrictions there was no need for 
action on their petition. 

Commissioner McManamy characterized the position taken 
by the railroads as by no means clear or consistent and said 
the Commission had also experienced difficulty in ascertaining 
the position of the Georgia complainants. Concerning the lat- 
ter, he said: 


On reargument the principal points advanced by the Georgia cem- 
plainants are: (1) That we misconceived the effect of our findings in 
that while purporting to bring about a reduction they would, if made 
effective, actually result in an increase in transportation charges in 
the aggregate paid by Georgia shippers on this traffic; (2) that we 
erred in requiring increases in the estimated weights per package; 
(3) that the findings result in a rate relation unduly prejudicial to 
Georgia and unduly preferential of the Carolinas; and (4) that for 
various reasons a material reduction should be made in the transporta- 
tion charges from Georgia on this traffic. 


In comment upon the position of the railroads, as shown 
in their testimony in favor of 50 per cent of first class as the 
basis and something less than 50 per cent in their brief, Mr. 
McManamy said, however, that it was reasonable to infer from 
the conflicting nature of the proposals that the railroads had 
not themselves given them thorough consideration and that it 
would serve no purpose to discuss them in detail. Turning his 
attention to the Georgia complainants, and disposing of the 
matter, he said: 


We have also experienced difficulty in ascertaining the position 
of the Georgia complainants. Upon reargument they severely criticize 
the making of rates on peaches predicated upon a percentage of any 
class rates. However, they express approval of the rates prescribed 
by us from the Carolinas and urge that the rates from Georgia to 
New York City should not exceed the prescribed rates from the Car- 
olines to the same point by more than 14 cents. Beyond this the 
Georgia complainants have not definitely indicated on reargument 
what they regard as a reasonable and satisfactory basis of rates or 
how such rates could be determined, although repeatedly requested 
to do so. No sound reasons have been advanced against the methods 
of arriving at the rates previously prescribed. In Florida R. R. Com- 
missioners vs. A. & R. R. Co., 144 I. C. C. 603, we recently prescribed 
rates on citrus fruits, in carloads, from producing points in Florida 
to destinations in official, southern, and western trunk line territories 
constructed in the same manner as the rates prescribed in our pre- 
vious report herein, except that the baisis used was 40 per cent of 
corresponding first class rates. 

The Georgia complainants insist that in this proceeding we have 
failed to comply with the requirements of the Hoch-Smith resolution. 
This view is evidently predicated for the most part upon their conten- 
tion that the effect of our findings is to increase the freight charges 
in the aggregate on the traffic here considered but there is also the 
implication that any reduction that may result from our findings is 
insufficient. We considered the operatine difficulties and economic 
condition of the peach industry in this territory at pages 146-148 of 
our previous report. While the unfavorable condition of the industry 
is doubtless due to some extent to causes over which the growers have 
no control, it is undeniable that it is also attributable in no small 
degree to controllable factors such as over production and faulty 
methods of distribution. The consequences of errors of judgment or 
of the failure to take needed corrective measures in an industry 
cannot justly be made the ground for demanding reductions in 
freight rates. 

In construing the requirements of the Hoch-Smith resolution in 
Grain and Grain Products, 122 I. C. C. 235, cited in the previous report, 
we said that it “provides, in effect, that to the extent that there are 
flexible limits to our discretion, we shall require the maintenance of 
the lowest rates falling within those flexible limits.”’ 

Have we given effect to the mandate of the Hoch-Smith resolution 
as thus interpreted? Our analysis in the previous report of that 
portion of the evidence relating to the level of the assailed rates from 
Georgia, to which the Georgia complainants have taken no exception, 
fails to establish that they are relatively high, due consideration being 
given to all recognized factors in rate making. The history of the 
rates there set forth shows that since 1920 substantial reductions have 
been voluntarily made by the carriers and we have required a further 
reduction. Statement 2 in the Appendix to the previous report shows 
the rates from points of shipment in the important producing states 
throughout the country to 18 principal cities in the destination terri- 
tory here considered. Examination of this statement clearly reveals 
that Georgia shippers have by no means been laboring under rate 
disadvantages as compared with shippers in other producing areas. 
The extent to which Georgia shippers have dominated the markets 
is indicated in the following excerpt from the previous report: 

“During the shipping season in Georgia far more peaches are . 
shipped from that state to the destination territory here considered 
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than from all other states combined, and this is likewise true with 
respect to most of the individual destinations in that territory. To 25 
representative destinations the carload movement from Georgia in 
June and July, 1925, constituted 94.53 and 84.34 per cent, respectively, 
of the total movement to those destinations.” 


Commissioner Eastman, in his concurrence, said that, in 
view of the light loading of peaches, the return empty move- 
ment of the cars, the expedited service and other transportation 
considerations, it seemed to him that the Commission had fixed 
the rates at about the right level. : 

Commissioner Campbell, with whom Commissioner Aitchison 
agreed, said that in his opinion the Hoch-Smith resolution con- 
templated a greater reduction in the rates from the Carolinas 
and a material reduction in the rates from Georgia. 

Chairman Lewis, with whom Commissioner Porter joined, 
said: 

I favor a rate 45 per cent of the southern first class scale. This 
would be a low rate, and could only be justified by the Hoch-Smith 
resolution. It would, however, be within the range of the ‘lowest 
possible rates compatible with the maintenance of an adequate trans- 
portation service.’’ The south makes few appeals for that relief to 
agriculture which is carried by the joint declaration of Congress. The 
peach industry in Georgia is in a very serious and depressed con- 
dition. While the majority has considered it from that point of view, 
nevertheless, it seems to me we do not go as far as “the lowest pos- 
sible lawful rates.”’ ; 

It should be recognized, however, that the southeast does get relief 
by the decision of the majority. The Carolinas get distinct relief and 
Georgia will have lower rates to practically all northeastern destina- 
tions—that is, destinations east of the Pittsburgh-Buffalo line. In the 
central and western states, however, the new rates will produce 
increases from Georgia. The indications are that so far as the whole 
movement from Georgia is concerned there will be little change in the 
total cost of moving the crop because of the rectification of shipping 
weights. Inasmuch as the revenue received from the movement of 
the Georgia peaches does not seem to have been too low in the past, 
it would seem to me that the percentage could be brought from 47 per 
cent, which will not lower the total revenue on the Georgia movement, 
to 45 per cent. Inasmuch as most of the commercial crop moves from 
Georgia, the effect on the railroads’ total revenue would not be dis- 
turbing, if the 45 per cent were also applied to the Carolinas. 


WOODPULP CASE DISMISSED 


The Commission, by division 2, has dismissed No. 20138, 
Jessup & Moore Paper Co. vs. Akron, Canton & Youngstown 
et al., finding the rates on woodpulp, from Wilmington, Del., to 
the western termini of trunk line territory, to central territory 
and points west thereof, not unreasonable. The object, of the 
complainant was to obtain a rate adjustment that would enable 
it to market pulp it could not dispose of in trunk line territory 
at points beyond that territory in competition with pulp imported 
through Atlantic ports, pulp produced at Cumberland and Luke, 
Md., Davis, Harper’s Ferry and Piedmont, W. Va., Johsonburg, 
Pa., and Covington .and Hopewell, Va. The complainant con- 
tended that the ability of the mills at the points mentioned to 
dump their surplus, from time to time, in central territory had 
a daily and vital effect on its ability to sell in that territory. 

A base rate of 32 cents from Wilmington to Chicago was 
sought in place of the present base rate of 39.5 cents, which 
is two cents under the domestic rate from New York to Chicago, 
Wimington being in the Philadelphia district and taking two 
cents under New York in accordance with the port differential 
adjustment. In support of that the complainant submitted not 
only rate comparisons but also data intended to show the costs 
on imported pulp handled by the carriers from the ports. The 
Commission said that the comparison of costs could be valuable 
only in the event the import rates could be assumed to be reason- 
able. The import rate from New York to Chicago is 38.5 cents 
and the import rate from New Orleans to Chicago, under the 
Todd-Knott award rule, is six cents under the New York- 
Chicago rate. The domestic rate to Chicago is three cents 
higher. The import rate is scaled back, in accordance with the 
New York-Chicago percentage group arrangement, not all the 
way to the western termini of trunk line territory, but far 
enough to give 78 per cent territory, in middle Ohio, a rate 
of 25.5 cents on the imported pulp. 

“Obviously complainant is at a rate disadvantage in shipping 
into central territory,” says the report. “That region is highly 
competitive as there is competition not only between domestic 
pulp produced at points substantially less distant than Wilming- 
ton and import pulp from Canada and from the Scandanavian 
countries but also competition between routes.” 

After setting forth what the complainant asked in the way 
of a basic rate, the Commission said that the 32-cent rate sought, 
approximately 70 per cent of sixth class, would yield only 7.8 
mills per ton-mile and 21.5 cents per car-mile. 


POLISHED MARBLE SLABS 


The Commission, by division 4, in No. 20534, Hilgartner 
Marble Company vs. Ann Arbor et al., has found unreasonable 
the rates in effect prior to April 30, 1928, on carloads of polished 
marble slabs so packed as to prevent the shifting of the load 
and insure safe, transportation, from Baltimore, Md., to desti- 
nations in southern and official classification territories and 
awarded reparation. The complaint arose, said the report, 
from the operation of the classification rule providing higher 
ratings when shipments were not in boxes or crates, or, in the 
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case of blocks or pieces, when the finished surfaces Were 
protected by boxing or crating securely strapped to each pi 
In the case of the shipment of polished slabs they were Dacha: 
and braced in cars so as to prevent shifting and insure a 
transportation. There was no provision for the packing ‘ 
bracing in the manner used by the complainant. The Commin 
sion found that the failure of the railroads to provide for the 
shipment of polished marble, not carved, lettered or traced 3 
braced, at the same rating and minimum weight as applied on 
the same commodity when shipped in boxes or crates wag wn 
reasonable. It further found that the rates assailed were e. 
reasonable to the extent they exceeded fifth class rates to desti 
nations in official territory and sixth class to destinations in 
southern territory. The carriers changed their Classifications 
and rates on April 30 and their defense was that it was im. 
practicable to have made the changes effective at an earlig 
time, pointing out that the complainant was the only applicant 
for a change. 


STONEWARE AND FLOWER POTS 
The Commission, by division 4, has dismissed No. 20393 
Capital City Stoneware Company vs. Pennsylvania, finding not 
unreasonable the rate on stoneware and flower pots, carloads 
from Roseville, O., to Gary, Ind. : 





CARPET WOOL INCREASES FORBIDDEN 

The Commission, by division 3, in I. and S. No. 3131, woo 
from New York Harbor points to Clinton, Mass., has found not 
justified the proposal of the New Haven to cancel carload com. 
modity rates of 19 cents, mniimum 50,000 pounds; and 225 
cents, minimum 30,000 pounds, on imported wool, in machine. 
pressed bales, used by importers of carpet wools, the effect of 
which would have been to have made applicable on wools of 
that sort a rate of 38 cents, minimum 18,000 pounds, the rate 
on domestic wool, between the points mentioned. A manufac. 
turer of carpets protested and obtained the suspension of the 
schedules. The carrier contended that wool in machine-pressed 
bales could not be loaded in excess of the stenciled capacity 
of the cars. The Commission said the record was convincing 
that that sort of wool could be loaded in excess of 50,000 pounds 
in standard cars. 

Commissioner Taylor dissented, saying that the low rates 
on imported wool were put in to meet water competition at 
another point and probably should never have been granted. 
He said there was always strong competition between commoédi- 
ties of different classes and commodities of the same class. He 
said he could see no justification for a rate on imported wool, 
notwithstanding a difference in minimum, half the amount of 
the rate on domestic wool. 


VINEGAR ADJUSTMENT 


The Commission, by division 3, in I. and S. No. 3163, vinegar 
between St. Louis, Mo., or East St. Louis, Ill., and Keokuk, Ia, 
has found not justified the proposed increased rates on vinegar, 
carloads, between St. Louis or East St. Louis and Keokuk, Ia., 
ordered the suspended schedules canceled and discontinued the 
proceeding. The finding, however, is without prejudice to the 
filing of new rates not increasing the spread between rates from 
Keokuk and those from Quincy, Ill., to the St. Louis and East 
St. Louis districts. At present it is 1.5 cents in favor of Quincy. 
Under the proposed rates it would have become 4.5 cents in favor 
of Quincy. The Commission said that the proposed rates ap- 
peared reasonable in comparison with the rates on vinegar here- 
tofore approved by it, but that it was of the opinion that an 
increase in the spread would result in undue prejudice to 
Keokuk, the Chamber of Commerce of which place had pro- 
tested and caused the suspension of the tariffs in question. 


GASOLINE TO COLORADO 


The Commission, by division 2, in No. 19691, Forsythe Oil 
Co. vs. Santa Fe et al., has found unreasonable the rates on 
gasoline and other refined petroleum products, from Enid, Okla. 
and Arkansas City, Kan., to destinations in northeastern Colo- 
rado, prescribed a new one to be established not later than 
March 5 and awarded reparation. It found the rates, for the 
future, unreasonable to the extent they exceeded or might ex- 
ceed 49 cents over the shortest established routes to Sterling, 
Fort Morgan and Iliff, Colo., on the Union Pacific, and over the 
Santa Fe via Superior, Neb., to Roggen, Colo., and stations east 
thereof, also Sterling and stations south and east thereof on the 
Burlington in Colorado. The complaint asked for through routes 
via Superior and Fairbury, Neb., and other junctions in Kansas 
and southern Nebraska, but the Commission required routes 
only via Superior. It found the rates in the past over the then 
open routes unreasonable to the extent they exceeded 51 cents, 
which is to be the basis of reparation. 


CHANGE IN DOCKET 


Hearing in No. 21466, McCaull-Dinsmore Co. vs. C. & N. W. 
Ry. et al., assigned for January 19, at Minneapolis, Minn., 
before Examiner Maidens, was canceled. 
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HOCH-SMITH SAND AND GRAVEL 


A complete structure of rates on sand and gravel and 
articles usually classed with them, state and interstate, has 
been recommended for the southwest by Attorney-Examiner 
gE. H. Waters in No. 17000, part 11, Hoch-Smith sand, gravel, 
crushed stone, and shells within the southwest, based on mile- 
age scales. He recommends the prescription of rates for inter- 
state application by the Commission but proposes to allow the 
state commissions involved to prescribe rates for application 
within the states because the matter was handled co-opera- 
tively with the commissions of Louisiana, Arkansas, Oklahoma 

as. 
- crane proposals as to scales are in the alternative; that 
is to say, if there is to be but one scale for both single and 
joint line hauls it is to be so much; if otherwise, then so much 
for a joint-line and so much for a single-line haul. ; 

Scales are proposed for sand and gravel and related articles 
used in the construction of roads and buildings and others for 
silica or glass sand. Recommendations are also made for the 
removal of undue prejudice between points in Louisiana. 

The situation with which this report deals goes back to 
inequalities arising long before the Commission was given the 
power to deal directly with discriminations caused by state 
rates and soon after the decision in Railroad Commission of 
Louisiana vs. A. H. T., 48 I. C. C. 312, the Shreveport case, 
typified in cases brought by Memphis and Shreveport which 
resulted in No. 9702, Memphis Southwestern Investigation, and 
later brought forth the complaint of Natchez against intrastate 
rates in Louisiana, No. 10084 Natchez Chamber of Commerce 
vs. Natchez & Southern. 

The immediate predecessor of the Hoch-Smith proceeding 
was the reopening of the Memphis Southwestern Investigation 
upon the petition of the Arkansas commission and a petition 
by the Louisiana commission for a reopening of the Natchez 
case, both petitions being addressed to the rates on sand, gravel, 
ete. The Commission initiated the Hoch-Smith proceeding to 
enable it to deal with the whole subject in one case. 

According to the report the movement of the materials in 
question constitute about 11.08 per cent of the tonnage of the 
southwestern lines, originating at about 300 points. About 90 
per cent of the movement is intrastate but the movement across 
state lines is sufficient to cause trouble. The average hauls 
range from about 60 in Arkansas to about 100 miles in Texas, 
a little more than one-third being joint-line hauls. 

Both sides cited the Hoch-Smith resolution as supporting 
their proposals. The examiner stated their contentions but did 
not say whether the resolution in the matter of these rates sup- 
ported the shippers or the carriers. He contented himself with 
saying that the Commission, in performing the task assigned 
to it by the resolution, would have to give due consideration 
to the principle of what the traffic could or would bear, as a 
factor in the matter. 

The carriers said that what they were proposing was not 
intended to increase but to preserve their revenues and at the 
same time iron out inconsistencies. The carriers pointed out 
that the Hoch-Smith resolution told the Commission that in 
conducting investigations authorized by it they should be con- 
ducted “with due regard to other investigations or proceedings 
affecting rate adjustments which may be pending before the 
Commission.” They pointed out that the outcome of other 
Hoch-Smith investigations could not be foreseen and contended 
that they had justified their scales irrespective of the resolution. 
The Texas lines estimated that they would be compelled to take 
an annual reduction in revenues amounting to $1,930,688 as a 
result of orders issued by the federal and the Texas commis- 
sions in 1927 reducing rates on livestock, cement, salt, sugar, 
cotton, sand, gravel and crushed stone. 

Three sets of scales were submitted, one on behalf of the 
carriers, higher than the scale prescribed in No. 9702; one by 
the shippers and state commissions, and the third by a shipper 
using interstate routes. 


The scale, single-line, submitted by the shippers and state 
commissions, begins with 37 cents per net ton for the initial 
block of 10 miles; that of the carriers, 60 cents and the Allen 
Gravel Co., 50 cents. The shipper scale ends with a rate of 
238 cents for 800 miles, the carrier scale with a rate of 380 
cents and the gravel company scale with a rate of 285 cents. 
The 9702 scale begins with a rate of 60 cents and ends with 
310 cents for ‘a -600-mile haul. All parties, the report indicated, 
agreed that the No. 9702 scale was badly graded. The shippers 
attacked it as unreasonable. The Texas lines supported the 
Carrier proposal on the ground that it would give them an in- 
crease in revenue to which they were entitled.. The carriers 
Proposed to relate the sand and gravel rates to the first class 
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scale adopted in the Southwestern Cases. The examiner said 
a policy of relating commodity rates to class rates promoted 
uniformity. Shippers and receivers of sand and gravel, how- 
ever, opposed a following of that method on the ground that 
the first class scale was constructed primarily to move high 
grade traffic and that to relate rates on this low grade traffic 
to such a scale would result in fastening upon it a mileage 
gradation’ and progressing rate level that would not be jutsified. 
The examiner stated his scale in cents per ton without any 
percentage relation to the southwestern first class scale. 


At the beginning of the hearings the parties in interest 
agreed upon a description of the commodities to be covered by 
the proposed rates, known as appendix 1, as follows: 


Sand, except asbestos sand; gravel; crushed stone (broken stone 
ranging in size up to 200 pounds weight), ya ground limestone, 
im bulk or in bags, but not including gypsum rock; riprap (irregular 
shaped rock) in pieces ranging up to 200 pounds weight; clay (except 
ground clay in bags and treated or milled fire clay); common shells, 
whole or crushed; crushed tile and crushed sewer pipe (imperfect hol- 
low tile and sewer pipe crushed for use instead of crushed stone); 
soil; cinders; crushed bricks or brickbats; chats (mine gravel), whole 
or a aga and slag, not pulverized; in bulk in straight or mixed 
carloads. 


The recommendations made by the examiner follow: 


(1) That the distance scales of rates shown in Appendix 2 are, 
and for the future will be, the reasonable maximum interstate rates 
for single-line hauls and joint-line hauls, respectively, on the com- 
modities described in Appendix 1, in straight or mixed carloads, 
between points in Arkansas, Oklahoma, Texas and western Louisi- 
ana. If the Commission should conclude that one scale of rates should 
be prescribed on said commodities for application to both single-line 
hauls and joint-line hauls between points in said states, then the 
distance scale of rates set forth in Appendix 4 is recommended as 
the reasonable maximum scale. . 


(2) That the distance scales of rates shown in Appendix 3 are, 
and for,the future will be, the reasonable maximum interstate rates 
for single-line hauls and joint-line hauls, respectively, or what, is 
commonly known as glass or silica sand, in carloads, between points 
in Arkansas, Oklahoma, Texas and western Louisiana. If the Com- 
mission should conclude that one scale of rates should be prescribed 
on said commodity for application to both single-line hauls and joint- 
line hauls between points in said states, then the distance scale of 
rates set forth in Appendix 5 is recommended as the reasonable 
maximum scale. 


(3) That in constructing reasonable maximum interstate rates 
on the considered commodities between points in Arkansas, Okla- 
homa, Texas and western Louisiana, on the one hand, and Memphis, 
Vicksburg, Natchez, Angola, Baton Rouge, Harahan and New Orleans, 
on the other, there may be added 7 cents per ton to the rates produced 
under the scales recommended in findings Nos. 1 and 2, to cover the 
bridge and transfer services at these Mississippi River crossings. 


This same basis is also recommended as the maximum reasonable 
basis for application by defendants in No. 7304 and by respondents 
in No. 9702 from Memphis to points in Missouri on and south of the 
line of the St. Louis-San Francisco Railway running from Cape 
Girardeau, Mo., through Mingo, Mo., to Springfield, Mo., also by 
defendants in No. 7250 from St. Louis and Kansas City, Mo., to 
Shreveport and Alexandria, La., and by defendants in Nos. 9927, 10418 
and 10419 from St. Louis and Kansas City, Mo., to points in Arkansas. 


It is here suggested that the carriers give serious consideration 
to the propriety of voluntarily extending the application of whatever 
scale or scales are herein found reasonable to that territory commonly 
known as Missouri “B’’ territory, that is, that part of Missouri lying 
south of the Missouri River. 


(4) That when the interstate transportation within the considered 
territory is in whole or in part over the Texas Mexican Railway 
reasonable maximum rates will not exceed those under the se 
scale or scales recommended in findings Nos. 1, 2 and plus an 
arbitrary equivalent to 20 per cent of the rate that would be ap- 
plicable under the said above recommended scales for that part of 
the total haul which is on the said Texas Mexican Railway, such 
arbitraries to accrue in their entirety to the Texas Mexican Railway. 


(5) That the rates maintained by defendants on sand avel, 
crushed stone and chats and assailed in Nos. 16002 and 18702 from 
Arkansas points to points in western Louisiana are and for the future 
will be unreasonable to the extent that they exceed the rates recom- 
mended as reasonable under finding No. 1, and that the maintenance 
by these defendants for the future of intrastate rates on these com- 
modities from the producing points in western Louisiana to destina- 
tions in Louisiana located on and north of the line of the Vicksburg, 
Shreveport & Pacific Railway (now part of the Illinois Central System) 
extending from Vicksburg to Shreveport, lower mile for mile than 
the interstate rates contemporaneously maintained by said defendants 
on like traffic from the said Arkansas points to said destinations, will 
result in undue prejudice to said Arkansas points and the complaining 
shippers therefrom and in undue preference of western Louisiana 
producers and shippers, and in unjust discrimination against interstate 
commerce and that such undue prejudice, undue preference and unjust 
discrimination should be removed by the establishment and mainte- 
nance of intrastate rates and charges on said commodities from said 
western Louisiana producing points to the aforesaid destination terri- 
tory, which shall not be lower, mile for mile, than the interstate rates 
herein found reasonable from said Arkansas points to the same 
destinations. 

(6) That the rates should be subject to a minimum weight of 90 
per cent of the marked capacity of the car, except when car is loaded 
to full visible capacity, actual weight shall govern. 

(7) If both single line and joint line scales are approved, then in 
determining whether hauls are single line or joint line, carriers under 
common control and management and operated as one system shall 
be regarded as one line. . . 
In computing distances for the application of the foregoing rates 

































































the shortest routes shall be used over which carload traffic can be 
moved without transfer of lading. 


Monroe and West Monroe, La. 


Monroe, La., is located in the northeastern part of Louisiana on 
the east side of the Ouachita River. It is served by the Illinois Central 
system, Missouri Pacific and the Arkansas & Louisiana Missouri Rail- 
way. Immediately opposite Monroe and located on the west-.bank of 
the Ouachita River is West Monroe. The two towns are not within 
the same switching district but it appears that it has been the practice 
in the past to treat the two communities as one in applying joint line 
rates on certain traffic. The request is here made on behalf of the 
traffic bureau of these cities that in the event a joint line scale is 
here prescribed permission be granted to group West Monroe with 
Monroe, otherwise it is claimed that West Monroe will be at a dis- 
advantage in rates in shipping to points other than those located on 
the Illinois Central. 

Generally speaking, grouping of points of origin or of destination 
is not here sought either by the shippers or carriers and“no general 
authority for same should here be authorized. However, in the event 
a joint line scale is here finally approved, the matter of grouping 
points under such circumstances as that here presented in the case 
of Monroe and West Monroe should be left to the carriers, provided, 
that in the exercise of this discretion they do not unduly prejudice 
other points. 



























































Fourth Section Relief 


No fourth section applications were heard with these proceedings 
and no relief from the provisions of the fourth section is now recom- 
mended. Such carriers as may desire fourth section relief should 
at the proper time file with the Commission appropriate applications 
for its determination. 

Intrastate Rates 


In view of the fact that the state commissions of Louisiana, 
Arkansas, Oklahoma and Texas are, as before noted, participating 
cooperatively in these proceedings, it is not deemed necessary to now 
recommend any finding concerning the intrastate rate situation as a 
whole in its relation to the interstate basis as here put in issue under 
that part of the No. 17000 investigation here heard. This for the 
reason that it is felt that the respective state commissions will co- 
operate in authorizing such revision of the intrastate rates as may be 
found necessary to bring their rates into harmony with whatever 
interstate adjustment is herein finally approved. 


The scale known as appendix 2 for application on common 
sand and gravel begins with a single-line rate of 55 cents for 
the initial 10-mile block and 70 cents for the joint-line initial 
block; at 100 miles the rates become 100 cents, single-line, and 
115 cents, joint-line; at 200 miles, 150 and 165 cents; at 300 
miles, 190 and 200 cents; at 400 miles, 220 and 230 cents; and 
from then on there is no distinction between single and joint 
line hauls, the rates for the other blocks being, 250 cents for 
500 miles; 290 cents for 600; 320 cents for 700 miles, and 350 
cents for 800 miles. 

The scale, known as appendix 4, also for application on com- 
mon sand and gravel, to be used for both single and joint line 
hauls, if the Commission so decides, begins with a rate of 60 
cents for the initial 10-mile block, becomes 105 cents for 100 
miles; 155 cents for 200 miles; 195 cents for 300 miles; 225 
cents for 400 miles; 250 cents for 500 miles; 290 cents for 600 
miles; 320 cents for 700 miles, and 350 cents for 800 miles. 

The scale, known as appendix 3, applicable for single and 
joint line hauls on washed or processed glass or silica sand, 
begins with a rate of 60 cents for the single-line and 75 cents 
for joint-line initial 10-mile haul; goes to 110 and 125 cents 
for 100 miles; 165 and 180 cents for 200 miles; 210 and 220 
cents for 300 miles, and 240 and 250 for 400 miles, beyond which 
there is no distinction between single and joint line hauls, the 
rates for the other blocks being, 275 cents for 500 miles; 320 
cents for 600 miles; 350 cents for 700 miles, and 385 cents for 
800 miles. 

The scale, known as appendix 5, for application on processed 
or washed silica or glass sand, to be used for both single and 
joint line hauls, if the Commission so decides, begins with 65 
cents for the initial 10-mile block; becomes 115 cents for 100 
miles; 170 cents for 200 miles; 215 cents for 300 miles; 245 
cents for 400 miles; 275 cents for 500 miles; 320 cents for 600 
miles; 350 cents for 700 miles, and 385 cents for 800 miles. 





















SUBIACO PRINCIPLE APPLIED 


Attorney-Examiner Howard Hosmer, in No. 18598, D. A. 
Stickell & Sons, Inc., vs. Western Maryland et al., upon further 
hearing, proposes that the Commission, for reasons to be found 
in the decision of the Supreme Court in United States et al. vs. 
Missouri Pacific, dated January 2 (see Traffic World, January 
5, p. 24), shall reverse its former report in this case, 146 I. C. 
C. 609, on the ground that it is without power to require the 
establishment of through routes and joint rates on grain and 
grain products, carloads, from central territory, to eastern and 
southern destinations via Hagerstown, Md. The case was on 
further hearing with a view to the issuance of an order re- 
quiring the establishment of through routes and joint rates in 
addition to those ordered in the original report which Hosmer 
now recommends for reversal on account of the decision in 
the case mentioned, familiarly known as the Subiaco case. - 

In the original report division 4 found that the establish- 
ment of through routes and joint rates on the commodities 
mentioned, from points of origin in central territory to speci- 
fied destinations in the east and south on the Pennsylvania and 
Baltimore & Ohio and other lines connecting with them, em- 
bracing the New York Central and its western connections at 
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Youngstown, O., Pittsburgh & Lake Erie to Connellsville 
and Western Maryland to Baltimore, Md., and other points 
was necessary and desirable in the public interest. . 

Conerning other routes sought by the complaint over th 
lines before named to destinations on the Erie, Lehigh Valley 
and Delaware, Lackwanna & Western, division 4 reserved its 
findings on account of an unsatisfactory record and ordereg the 
case set for further hearing in respect of such other Toutes 
Later the case was reopened for further hearing on aj] the 
issues. 

At the further hearing the defendants, Hosmer said, rej. 
erated their contentions that they could not be compelleg 
participate in the proposed routes because of the limitation in 
seetion 15(4) against short-hauling. The Commission Over. 
ruled those contentions on the ground that the limitation gg 
not apply unless “the carrier has originated the traffic or rm 
ceived it from a connection, in which event it should unde 
ordinary circumstances be allowed to transport the freight ag 
far as it can before delivering it to a connecting line.” 

This construction of the limitation of section 15(4), Hosmer 
said, had been applied in a number of other cases but that it 
was contrary to the recent decision in the Subiaco case. Dig. 
posing of the case, Hosmer said: 


Apparently anticipating the possibility of a decision in the Mis. 
souri Pacific Case adverse to the Commission’s construction of see. 
tion 15 (4), complainant in its brief on further hearing attempts to 
distinguish the instant case from the Subiaco Case. It says: 

“We understand that certain counsel argue that this case raises 
the same question under Section 15 (4) as presented to the Supreme 
Court in the so-called Subiaco case now pending. We disagree with 
this position because that case is purely a revenue case between a 
small railroad and a large one. It arose out of no complaint from 
the shipping public seeking a more economical route and the avoid. 
ance of wasteful service as does the instant case. * * *# 
plain from the foregoing that the Subiaco case can have little if any 
bearing upon the instant one.” 

The distinction here drawn relates only to the considerations 
upon which the Commission based its findings of necessity and de- 
sirability in the public interest, and not to the applicability of the 
art aaa in section 15 (4) upon the “general language’’ of section 

It is pointed out in the statement of facts in the opinion in the 
Missouri Pacific Case that the additional routes in the Subiaco 
case were sought for the purpose of increasing the revenues of the 
shortline complainant, but this circumstance is not elsewhere alluded 
to and does affect the principle laid down in the decision. There 
is no indication in the opinion that the holding of the court would 
have been any different if the complainant before the Commission 
had been a shipper instead of a railroad company. On the contrary, 
the court lists the original report in the instant case among the 
other reports of the Commission applying the construction of sec- 
tion 15 (4) which the court finds to be erroneous. 

Complainant does not contend that protection of defendants’ long 
hauls results in routes which are unreasonably long, compared with 
those which it seeks. In fact, it appears that nearly all of the pro- 
posed routes are longer than the long-haul routes. 

The Commission is so clearly without power to order the es- 
tablishment of the through routes and joint rates sought by complain- 
ant that no useful purpose would be served by discussing the evi- 
dence adduced at the second hearing on the question of necessity for 
and desirability of the proposed routes and rates. The complaint 
should be dismissed. 


REPARATION ON BROWN CORN 


An award of reparation has been recommended by Exam- 
iner J. Edgar Smith in No. 20418, Spikes Brothers et al. vs. 
Santa Fe et al., on a finding that rates on brown corn from 
points in the Texas Panhandle and from Oklahoma to certain 
Texas destinations prior to July 14, 1928, were unjust and un- 
reasonable under any proper adjustment of rates. He said 
the Commission should find that the rates in issue were unrea- 
sonable to the extent they exceeded the rates established by 
defendants July 14, 1928. Reasonable rates for the future were 
established July 14, 1928, under the Consolidated Southwestern 
Cases, on a basis satisfactory to complainants, according to 
the report. 






PACIFIC COAST COTTON 


In No. 20799, Benjamin Clayton et al. vs. Pacific Electric ' 


et al., Examiner W. J. Harris said the Commission should find 
not unreasonable the rates on uncompressed cotton, from Yuma, 
Ariz., and Colorado, Calif., to San Pedro, Los Angeles and 
Wingfoot, Calif., and dismiss the complaint in respect of those 
rates. Harris named a number of complainants, who, he said, 
had made shipments from Safford, Duncan, Pima, Lone Star 
and Solomon, Ariz., to the California destinations and paid and 
borne the charges on such shipments. 

That peculiar finding, that certain of the complainants had 
made shipments, was made because the complainants stipulated 
that the question of the reasonableness of the rates from the 
points other than Yuma and Colorado should be disposed of in 
connection with No. 19180, California-Arizona Cotton Associa- 
tion vs. Santa Fe et al., which has been made a part of No. 
17000, Hoch-Smith cotton. That stipulation left for decision in 
this case the question of the reasonableness of the rates from 
Yuma and Colorado, the question about the rates from the last 
named point being dependent upon, so far as this report was 
concerned, on whether shipments from Colorado, Calif., to the 
California destinations mentioned, were or were not in inter 
state commerce. Colorado is a mile from Yuma but across the 
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ifornia. Cotton from Colorado is taken to Yuma be- 
> poem westward. Harris, therefore, said shipments from 


fore it 

t were in interstate commerce. 
that Dome amodity rate of 73.5 cents was charged on 425 car- 
loads. The complainants sought reparation to the basis of a 


rate of 62 cents established from Yuma after the shipments, 

ade after August 19, 1925, were made. For purposes of com- 
varison they cited a rate of 62 cents from Calexico, Calif., to 
so California destinations for a longer haul. The carriers 
gaid that that rate was established to meet motor truck com- 
petition and that it was extended to Yuma largely for the same 


reason. 


MARBLE TO SHREVEPORT 

Examiner W. K. Berryman, in No. 20528, Southern Builders’ 
Material Company vs. Alabama Great Southern et al., has rec- 
ommended that rates on sand-rubbed and polished marble from 
Knoxville, Tenn., to Shreveport, La., be found unreasonable 
for the past, present and future to the extent they exceeded, 
exceed or may exceed 38.5 cents on sand-rubbed marble and 
49 cents on polished marble, and that reparation be awarded. 
The rates assailed, according to the examiner, also were in 
violation of the aggregate-of-intermediates clause of section 4 


of the act. 





POWER SHOVEL OVERCHARGED 

Examiner C. E. Simmons, in No. 20804, Southern Traffic 
Service on behalf of W. P. Kennedy Construction Co. vs. 
Alabama Great Southern et al., has recommended that the Com- 
mission find that the rate charged on one power shovel shipped 
from Chattanooga, Tenn., to Avon Park, Fla., in July, 1925, was 
inapplicable to the extent that it exceeded, for the transporta- 
tion beyond Jacksonville, Fla., the class N rate of $51 per car 
of 20,000 pounds, excess in proportion, and award reparation. 


L. R. & N. RELIEF 


Examiner R. M. Brown, in Louisiana Railway & Navigation 
Co. fourth section application No. 13127, rates to and from 
Lorraine, La.-Tex., has recommended that the Commission deny 
the application for authority to establish and maintain class 
and commodity rates between Lorraine and points in Louisiana, 
lower than rates from and to intermediate points. The desire 
of the applicant was to meet the intrastate rates of the Yazoo 
& Mississippi Valley over its interstate route between Waskom, 
Tex., and Shreveport. Relief was denied, by division 2, in 
fourth section order No. 9714. Brown said it might be desirable 
from the applicant’s point of viéw that it meet the rates of 
the Y. & M. V. in order to obtain its proper share of the traffic 
to and from Lorraine, but he said the creation of fourth section 
departures seemed unnecessary because, as he pointed out, it 
was not necessary for the carrier to treat Lorraine as part of 
the station at Waskom, Tex. He pointed out how rates might 
be established which would obviate the necessity for fourth 
section relief. He said the Commission should find that the 
applicant had not shown sufficient justification for relief. 


MILLET SEED RATES 


Dismissal of No. 20120, Rudy-Patrick Seed Co. et al. vs. 
Abilene & Southern et al. and No. 20147, Mangelsdorf Seed Co. 
vs. Santa Fe et al., as been proposed by Examiner William B. 
Wilbur on a finding that the rates on millet seed, carloads, 
between points in Texas, Colorado, Nebraska and Kansas on 
the one hand, Kansas City, St. Joseph, Mo., and Atchison, Kan., 
on the other, and from all those points, excluding Texas, to 
Chicago, Ill., St. Louis, Mo., and points taking the same rates, 
are not unreasonable or otherwise unlawful. 


CONCRETE MIXING MACHINERY 


Examiner F. A. Clifford has proposed the dismissal of No. 
21217, Jaeger Machine Co. vs. Hocking Valley et al., on a finding 
that the rate on a carload of concrete mixing machinery from 
Columbus, O., to Branson, Mo., charged in September, 1927, 
was not unreasonable. 


NITRATE OF SODA 


Examiner H. L. Main, in No. 18719, E. I. du Pont de Ne- 
mours & Co. vs. Mississippi-Warrior Service et al., and a sub- 
number thereunder, Same vs. New Orleans & Northeastern et al., 
said the Commission should find the rates on nitrate of soda, 
carloads, from New Orleans, La., to Mooar and Keokuk, Ia., 
and Ashburn, Mo., charged on shipments in 1924 and 1926, were 
applicable but unreasonable to the extent they exceeded or might 
exceed 32.5 cents by barge-and-rail routes to Keokuk and Ash- 
burn, and 35 cents by all-rail to Mooar, award reparation and 
Prescribe the rates named for the future. 


STEEL CASTINGS REPARATION 


In a report on further hearing in No. 16496, National Car 
Coupler Co. vs. Santa Fe et al., Examiner F. D. Binkley has 
recommended reparation in specific amounts to be paid by 
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designated carriers, on account of unreasonable rates on steel 
castings shipped from Attica, Ind., to points within the Chicago, 
Ill., switching district and to East St. Louis and Mount Vernon, 
Ill., based on the finding in the original report, 120 I. C. C. 37. 
The total is about $3,200. The reparation is to be based on that 
finding except on shipments to Mount Vernon, which were 
routed by the complainant over a route which is 150 per cent 
of the short-line distance. On such shipments he recommends 
reparation on the basis of the rate for the actual distance over 
the route traversed, in accordance with the principle laid down 
to cover such situations in Prairie Pipe Line Co. vs. A. W.,. 146 
Lc. & tee. 


TRANSIT RULE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Paul A. Colvin, in No. 
21055, Newburger Cotton Co., Inc., vs. Gulf, Mobile & Northern 
et al. as to a transit rule not permitting application of the 
through rates on shipments of cotton compressed in transit ex- 
cept where the inbound freight bills were surrendered upon 
reshipment from the transit point. Seven carloads of cotton 
from Ripley, Falkner, Walnut, Houston and Woodland, Miss., 
were compressed at New Albany, Miss., into two cars. One 
was sent to New Orleans, La., and the other to Lewiston, Me. 
The transactions took place between October 17, 1924, and Jan- 
uary 24, 1925. Reparation to the through rate basis was sought. 

Combinations of locals, much higher than the through rates, 
were charged. Inbound paid freight bills were not surrendered 
when the cotton was reshipped. In March, 1926, the railroads 
requested authority to refund to the basis here sought, but it 
was denied on the ground that the charges had not been shown 
to have been unreasonable. The defendants offered no evidence 
at the hearing on the formal complaint, which was filed after 
the Commission had not permitted them to make refunds. 

After the shipments moved the carriers changed their transit 
rules so that refunds to the basis of the through rates might 
be obtained on the filing of claims or on the surrender of the 
inbound billing. The complainant testified that at the time of 
the movement, and at present, the general practice of all lines 
in the Mississippi Valley territory was and is to permit the 
filing of claims for the protection of the through rates on ship- 
ments moving into and out of concentration points on combina- 
tions of local rates. 

The examiner said the Commission should find as before 
indicated and that the complainants should file Rule V state- 
ments. One car was handled by the Canadian National, but the 
examiner said it should not be included in any order entered 
in this case. 


BRICK AND DRAIN TILE 


Attorney-Examiner John McChord, in No. 18843, A. C. Ochs 
Brick & Tile Co. et al. vs. Chicago & North Western et al., on 
further hearing, has recommended that the Commission find ap- 
plicable the scale of arbitraries provided in Mason City Brick & 
Tile Co. vs. Director General, 107 I. C. C. 702, on brick and 
related articles taking brick rates for application in western 
South Dakota, on shipments from Heron Lake and Springfield, 
Minn., to western North Dakota. The original decision in this 
case was in 139 I. C. C. $95. 

McChord further recommended that the Commission find 
that the rates on drain tile, carloads, minimum 30,000 pounds, 
from the same points of origin to all destinations in North Da- 
kota would be unreasonable to the extent they exceed or may 
exceed by more than one cent per 100 pounds the contempo- 
raneous rates on brick and related articles in the general brick 
list as prescribed in the former report in this case, and as herein 
recommended for application in western North Dakota. West- 
ern North Dakota is described as that part west of the line pre- 
scribed in Hunt Bros. Fruit Co. vs. A. & W., 129 I. C. C. 579. 


GRAIN DEMURRAGE CHARGES 


Examiner H. L. Macomber has proposed that dismissal of 
No. 20624, Southard Feed & Milling Co. vs. St. Louis & Hannibal, 
on a finding that the demurrage charges on a carload of grain 
and grain products, at Troy, Mo., originating at Kansas City, Mo., 
were in excess of those legally applicable because of a lack of 
notice by wire as required by the tariff. Macomber said the Com- 
mission should direct prompt refund of the overcharge, $175, 
with interest. The car was held from October 31 to December 
27, 1926. The complainant claimed that it should have been noti- 
fied on November 3, by wire, that the car was refused, but that 
it received no such notice until December 18, when it inquired 
about the car. Demurrage amounting to $218 was collected. 


WOODPULP RATE 


Examiner W. R. Brennan, in No. 21130, Pittston Paper Cor- 
poration vs. Lehigh Valley, has recommended that the Commis- 
sion find unreasonable the rates charged on woodpulp, carloads, 
from New York City, N. Y., to Forest Castle, Pa., a separate 
freight station within the corporate limits of Pittston, Pa., to the 






































































extent they exceeded, exceed or may exceed 18 cents, award rep- 
aration and prescribe the 18-cent rate for the future. Rates of 21.5 
and 22 cents, the examiner said, were charged. The complain- 
ant sought a rate of 17 cents. 































































LUMBER FROM FLORIDA 


Examiner Horace W. Johnson, in No. 20517, Prine Lumber 
Co. vs. Ann Arbor et al., has recommended that the Commission 
find not unreasonable or unduly prejudicial in the past, but un- 
reasonable for the future, the rates on lumber from Littman and 
Quincy, Fla., to destinations in central, eastern trunk line and 
New England territories to the extent they may exceed the rates 
from Tallahassee, Fla., to the same destinations. 


APPLES TO FLORIDA 


Examiner Horace W. Johnson has proposed the dismissal of 
No. 20441, Arnold Fruit Co. et al. vs. Baltimore & Ohio et al., on 
a finding that the rates on apples, in packages, carloads, from 
points in West Virginia, Maryland, Virginia, Delaware and Penn- 
sylvania to Jacksonville, West Palm Beach, Miami and Tampa, 
Fla., are not unreasonable or otherwise unlawful. 


TRANSIT ON LUMBER 

Examiner Arnold C. Hansen has recommended the dismissal 
of No. 21021, Chaffee Brothers Co. vs. New Haven, on a finding 
that the refusal of the New Haven to establish transit service on 
round edge or rough lumber shipped from points in Maine, New 
Hampshire and Vermont, destined to Oxford, Mass., for manu- 
facture into box shooks, kindling and sawdust, and subsequent 
shipment to nearby points in Connecticut, Rhode Island and New 
York, is not unreasonable or otherwise unlawful. The examiner 
said the New Haven did not give transit on lumber at any point 
on its lines. The fact, said Hansen, that other carriers in New 
England, for reasons of policy or otherwise, provided transit on 
lumber at points on their lines, was not sufficient to require the 
New Haven to give transit on its line. The New Haven said that 
it refused to give transit on lumber at any point on its lines and 
that to give it at Oxford would result in circuitous hauling and 
a 15.5 cent reduction in rates because the fourth section, were 
transit granted at Oxford, would require reductions at other 
points. 





STEEL BILLETS AND FORGINGS 


Examiner A. E. Later has recommended the dismissal of No. 
20789 Star Drilling Machine Co. vs. Southern Pacific on a finding 
that the rates charged on one carload of steel billets and steel 
forgings from Akron, O., to Portland, Ore., in 1924, were applica- 
ble. The complaint alleged they were inapplicable. 


IMPORTED WOODPULP 


Dismissal of No. 20861, Bogata Paper & Board Co., Inc., vs. 
New York, Susquehanna & Western et al., has been recom- 
mended by Examiner Lewis L. Prout on a finding that the 
rates on imported woodpulp, carloads, from Baltimore, Md., to 
Bogata, N. J., is not unreasonable. 


PEACH REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Leonard Way, in No. 
21114, Sidney Kern & Co. vs. Mobile & Ohio et al., as to the 
rate and the charges thereunder, on one carload of peaches 
from Alto Pass, Ill., to New Orleans, La. Way said the rate 
should be found unreasonable to the extent it exceeded 59.5 
cents on a minimum of 24,000 pounds, the rate now in effect. 


OLD BAGS TO ALABAMA 


Examiner L. A. Pyle, in No. 20945, Ware Brothers Agency 
vs. Chicago & Alton et al., has recommended that the Com- 
mission find applicable the rate on old bags, carloads, from 
Barksdale, Wis., to Tuscumbia, Ala., but unreasonable to the 
extent the factor south of Cairo, Ill., exceeded or may exceed 
the contemporaneous class A rating and rate. He said that 
inasmuch as the complainants had paid charges on the basis 
found reasonable, they had not been damaged. The Commis- 
sion, he said, should prescribe that basis for the future. 


STEAM SHOVEL TO EVANSVILLE 


On a finding of inapplicability as to the rate charged on 
one steam shovel shipped from Centertown, Ky., to Evansville, 
Ind., Examiner J. J. Williams has recommended an award of 
reparation in No. 21367, Rock Asphalt Company of America, 
Inc., .vs. Louisvilie & Nashville. A class L rate of 28.5 cents 
was applicable, according to the report, whereas a sixth-class 
rate of 41 cents was charged. 


FRESH TOMATO RATES 
Attorney-Examiner John McChord, in No. 20676, Arnold 
Fruit Co. vs. Southern et al., said the Commission should find 
unreasonable the rate on fresh tomatoes, from Waynesville, 
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N. C., to Jacksonville, Fla., 114.5 cents, to the extent it exceeded’ 
or may exceed 90 cents on a minimum of 20,000 pounds, pre. 
scribe that rate and award reparation. He said the Commigs 
should find the rates on the like commodity, in standard pack. 
ages, carloads, from Asheville and Hendersonville, N, C., 
Jacksonville, not unreasonable, unduly prejudicial or unjustly 
discriminatory. 


STOVES AND FARM WAGONS 


Dismissal has been recommended by Examiner William 4 
Maidens in No. 20942, Brown Roberts Hardware & Supply (o, 
Ltd., vs. Alabama Great Southern et al., on a finding that rates 
on cast iron stoves, carloads, from Rome, Ga., and farm wagons 
carloads, from Chattanooga, Tenn., to Alexandria, La., are not 
unreasonable or otherwise unlawful. 


COAL TO BOWLING GREEN 


In No. 21117, Mississippi Valley Farm Equipment Associa. 
tion et al. vs. Baltimore & Ohio et al., Examiner P. F. Mackey 
has recommended that rates on coal from the so-called Spring. 
field group in Illinois to Bowling Green, Ky., be found unreagop. 
able for the past and present to the extent they exceeded and 
exceed $1.67 on lump and mine run coal, and $1.60 on screen. 
ings, and that reparation be awarded. The rates charged were 
$1.82 on lump and mine run coal and $1.76 on screenings, ac. 
cording to the report. 


BEANS TO ATLANTA, GA. ‘ 


Dismissal has been recommended by Examiner Albert A, 
Mattson in No. 20546, N. B. Keeney & Son, Inc., vs. Oregon 
Short Line et al., on a finding that the complaint, alleging that 
the rate charged on a carload shipment of beans from Filer, 
Ida., to Atlanta, Ga., was unreasonable and inapplicable, is 
barred, under the two-year and three-year limitation provisions 
in section 16 of the act. He said complainant had not estab. 
lished that its claim was filed within the statutory period. 





ANTHRACITE TO MASSACHUSETTS 


Examiner Arnold C. Hansen has recommended dismissal 
in No. 20641, Woodsum Coal Co. et al. vs. New Haven et al, 
and a sub number, Ctiy Fuel Co. vs. Same, on a finding that 
rates charged on carload shipments of anthracite coal from 
producing points in Pennsylvania to South Braintree and Mat- 
tapan, Mass., in metropolitan Boston, Mass., but outside the 
Boston switching district, were not and are not unreasonable 
or otherwise unlawful. 


LUMBER MISROUTED 


An award of reparation has been recommended by Examiner 
John Davey in No. 20941, Pine Plume Lumber Co. vs. Gulf, 
Mobile & Northern et al., on a finding that shipments of lumber 
from Blodgett and Piave, Miss., to Monticello, Ark., were mis- 
routed by the Gulf, Mobile & Northern because it failed to for: 
ward over the route having the lower combination. 


COAL TO KANSAS 
On a finding that rates on coal from North McAlester and 
Haileyville, Okla., to Humboldt, Kan., were and are unreason- 
able to the extent they exceeded and exceed $2.65, an award 
of reparation has been recommended by Examiner P. F. Mackey 
in No. 20895, W. L. Drake vs. Santa Fe et al. 


MIXED VEGETABLES TO FLORIDA 


Recommending adjustment of overcharges and _ under- 
charges, Examiner F. D. Binkley, in No. 20050, T. T. Todd vs. 
Chicago & Alton et al., and a sub number, The Lurton Com- 
pany vs. Same, has proposed dismissal on a finding that rates 
on mixed vegetables from Denver, Colo., on cabbage from Den- 
ver and certain other points in Colorado, and on potatoes and 
onions from Farmers, Colo., to Pensacola, Fla., were not and 
are not unreasonable. This is the second proposed report in 
this proceeding. 


CANNED APPLES MISROUTED 
An award of reparation in No. 20882, McDowell County 
Wholesale Company vs. New York Central et al., has been rec: 
ommended by Examiner A. J. Sullivan on a finding that a less- 
than-carload shipment of canned apples from Norton, N. Y., to 
Welch, W. Va., was misrouted by the New York Central. 





TEAPOT DOME TANK MATERIAL 


The Commission, on its own motion, has reopened for 
reconsideration on the record as made, No. 16148, Sinclair Wy- 
oming Oil Company vs. Chicago & Northwestern et al.; a sub- 
number thereunder, Mammoth Oil Company vs. Same; No. 
16696, Sinclair Crude Oil Purchasing Company vs. Chicago & 
Alton et al.; and two sub-numbers thereunder, each Same VS. 
Burlington et al. It has denied the petition of the railroads 
for rehearing or reargument inasmuch as it has decided to act 
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- its own initiative. The order entered November 12, 1928, 
orithorizing and directing the payment of reparation has been 
“ side until the further order of the Commission. 

’ ‘These cases raised the question as to the rates on tank 
aterials from the Pittsburgh steel making district to a point 
- Casper, Wyo., where tank farms were being established 
we the storage of crude oil taken from the Teapot Dome and 
ot Creek fields pending its transportation, by pipe line, to 

anety centers near the Missouri River or Chicago, in 1924. 
se The railroads, in their petition for rehearing or reargu- 
ment, said that the award of reparation amounted to about 
$150 000 and with interest would bring the total to about 
$200,000. The award was based on a finding that the rates on 
tank material were unreasonable to the extent they exceeded 
the rates on pipe. The western lines said the finding would 
require the carriers west of Chicago to stand the shrink. They 
said the reparation question was the only one of importance 
in the case and that therefore the amount of the award was 
pertinent. They contended that the Commission rested its de- 
cision upon cases that were not in point and in one instance 
upon a case which had been reopened and therefore could not 


be regarded as a precedent. 


HOCH-SMITH PETROLEUM 


The Commission, in No. 17000, part 4-A, rates on refined 
petroleum products from, to, and between points in the south- 
west, and cases joined with it, has issued the following notice: 


The Commission has recently, assigned the above proceeding 
and related cases for hearing on the dates and at the places named 
ag 28, 1929, Adolphus Hotel, Dallas, Tex. 

February 4, 1929, Mayo Hotel, Tulsa, Okla. 

February 11, 1929, Chamber of Commerce, Kansas City, Mo. 

By reason of the large number of issues that are before the Com- 
mission in this proceeding, it is necessary in order to avoid confusion 
that some logical sequence be followed in the presentation of the 
evidence. All of complainants’ and shippers’ evidence should be pre- 
sented at the hearings now assigned, the carriers will be expected to 
present their evidence within two or three weeks after the close of 
the hearing in Kansas City. The following is suggested as a tentative 
order of presentation of shippers’ evidence: 

At Dallas: (1) Texas intrastate rates; (2) Interstate rates to des- 
tinations in Texas; (3) Rates on absorption oil and similar oils; (4) 
Nos. 16272, 17441, 17459, 17498, 18393 and Sub-No. 1, 18576, 19928, 20002, 
20245, 20510, 21690. 

At Tulsa: (1) Intrastate rates in Louisiana, Oklahoma and Ark- 
ansas; (2) Interstate rates to Louisiana, Oklahoma and Arkansas; 
(3) Local rates to Mississippi River crossings, including east bank 
points; (4) Nos. 17678, 18336, 18578, 18581 and Sub-No. 1, 19609, 20835. 

At Kansas City: (1) Kansas and Missouri intrastate rates; (2) 
Interstate rates to Kansas and Missouri; (3) Shippers’ proposals (point- 
to-point key rates, group rates, or mileage scale); (4) Nos. 21080 and 
Sub-Nos. 1 to 6, inclusive, 21115, 21435, 21756, 21784. 

The above enumeration of topics is not exhaustive but merely 
indicative generally of the subject matter to be covered. It is to be 
noted that it covers all rates within the southwest, including also 
points on the east bank of the Mississippi River. Such evidence as 
the parties may desire to submit as to rates within and to the Mis- 
sissippi Valley in so far as practicable will be deferred until after 
the submission of the evidence concerning rates within the south- 
west, including east-bank points. If the parties primarily interested 
in rates within and to the Mississippi Valley are desirous of a sep- 
arate hearing concerning those rates, such a hearing will be ar- 
ranged at some convenient point in the Mississippi Valley. 

The cooperation of all shippers is requested in presenting as 
early as possible in the discussion of any particular topic, a com- 
plete picture of the rate structure and their several contentions in 
respect thereto. Wherever it may be feasible, it is requested that 
an agreed statement of facts be presented. 

In so far as it is possible, it is the desire of the Commission 
that there be no unnecessary duplication of evidence. In complaint 
cases which have already been heard there will be no need for 
repetition of evidence relating to issues not covered by the general 
investigation. Consideration will be given to such issues to the same 
extent as if they were not consolidated with the general investigation. 
Postponement of cross examination of witnesses will be allowed 
where the circumstances require it; only in unusual instances will 
such postponement be allowed in connection with testimony in re- 
gard to issues embraced in the several complaints but not included 
in the general investigation. Shippers and carriers should appoint 
representatives to facilitate the distribution of exhibits; such dis- 
tribution should take place prior to the hearing and witnesses will 
not be permitted to testify unless their exhibits have previously 
been distributed. Exhibits should be in as compact a form as possible 
and each page should clearly indicate the name of the witness and 
the page number of the particular exhibit. The number of exhibits 
required by shippers and carriers should be kept down to a minimum, 
but parties expecting to submit exhibits should have available an 
ample supply. 


PETITION FOR REHEARING, ETC. 


: No. 17930, United Verde Copper Co. et al. vs. Santa Fe et al. 
Arizona Corporation Commission, intervener herein, asks for re- 
argument before the Commission. 

No. 18874, Bellevue Sand & Gravel Co. vs. Burlington et al. 
Complainant asks for reconsideration, reargument and/or re- 
opening and rehearing of order in certain particulars. 

-: No. 17930, United Verde Copper Co. et al. vs. Santa Fe 
et'al. Complainants, also interveners, Jerome Transfer Co. and 
— Improvement Co. ask for reargument before the Com- 

lon, 

No. 20265, Gateway Hay Co. et al. vs. Missouri & North 
Arkansas et al. Missouri & North Arkansas, defendant in this 
Proceeding, ask for modification of Commission’s findings therein. 

No. 20231, American Sand & Gravel Co. vs. Chicago & 
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North Western et al. 
amendment. 

No. 18677, Illinois Supply Co. vs. Southern et al. Complain- 
ant asks for reconsideration of Commission’s findings. 

No. 16170 (and Sub. 1), Eastern Lime Manufacturers’ Traffic 
Bureau et al. vs. Akron & Barberton Belt et al. Central Freight 
Association Lines, defendants herein, ask for modification of 
orders of Commission heretofore entered herein. 

No. 19536, Independent Fruit Co. vs. Chicago & Alton et al. 
Defendants ask for reargument. 

No. 17159 (and Subs. 1 to 5, incl.), Southern Kansas Grain 
& Grain Products Association vs. Rock Island et al., and I. and 
S. No. 2420, transit at Kansas City, Mo.-Kan., on grain and 
grain products. Missouri Pacific asks for postponement of effec- 
tive date of orders, for reopening, vacating of orders, and con- 
solidation with No. 17000, part 7, grain investigation. 

No. 19646, Gopher State Canneries, Inc., vs. Santa Fe et al. 
Complainant asks for reopening. 

No. 16845‘, Iola Cement Traffic Association et al. vs. Alabama 
& Vicksburg et al., and related cases. Defendants in these pro- 
ceedings, through F. A. Leland, ask for postponement of effective 
date of orders entered in these cases, also fourth section order 
9869, for a period of sixty days from March 1, 1929, the present 
effective date. 

No. 16746, Independent Slaughterers’ Traffic Association et 
al. vs. Santa Fe et al. and related cases. E. B. Boyd, as agent 
for carriers, parties to the Commission’s.order in No. 16746 and 
related cases, dated December 22, 1928, asks for postponement 
of effective date of said order from February 1, 1929, to March 
1, 1929. 

No. 18924, New River Coal Operators’ Association et al. vs. 
Chesapeake & Ohio et al. New River Coal Operators’ Asso- 
ciation et al. complainants, and Castner, Curran and Bullitt, Inc., 
intervener, in a supplemental petition and amendatory of their 
petition for rehearing and reconsideration and reargument of 
this case, filed June 1, 1928, ask that the Commission grant 


Complainant asks for reconsideration and 


-rehearing, reconsideration and reargument of this proceeding, 


and enter such further order or orders in the premises as it 
may deem reasonable and just. 

No. 14781 (Sub. Nos. 1, 2 and 3), Oklahoma Traffic Asso- 
ciation et al. vs. Alabama Great Southern et al. Southwestern 
carriers, defendants in these proceedings, ask that the Com- 
mission modify its order in No. 14781, Oklahoma Traffic Asso- 
ciation et al. vs. Alabama Great Southern et al. 

No. 13535, Consolidated Southwestern Cases, petitioners, 
Barrett Co., F. J. Lewis Manufacturing Co., American Tar 
Products Co., Republic Creosoting Co., Inland Steel Co., Amer- 
ican Creosoting Co., Shreveport Creosoting Co., Ayer & Lord 
Tie Co., The Long-Bell Lumber Co., T. J. Moss Tie Co., National 
Lumber & Creosoting Co., International Creosoting & Construc- 
tion Co., and Western Paint & Chemical Co. ask leave to inter- 
vene and for exemption of creosote oil from findings. : 

No. 20184, National Bellas Hess Co. et al. vs. Long Island 
et al. Complainant asks for reopening therein and reconsidera- 
tion by full Commission, on record as made. 





FINANCE APPLICATIONS 


Finance No. 6929. Supplemental application of Terminal Railroad 
Association of St. Louis for rescinding of authority granted to issue 
$7,000,000 of 4%%4 per cent refunding and improvement mortgage bonds 
and sell them at 97. Applicant said offer of 97 was made by J. P. 
Morgan & Co. conditioned on the proprietary lines of applicant giv- 
ing the same assurances as for the general mortgage bonds of 1902, 
which they declined to do and took some time in reaching that con- 
clusion. In the meantime, owing to recession in the market price of 
bonds, said the applicant, it was decided not to sell the bonds, and 
instead sell general mortgage bonds guaranteed as to interest and 
sinking fund and that command a somewhat better price in the 
market. Applicant asks that authority be rescinded and that the 
Commission grant in lieu thereof the applications in Finance Nos. 
7313 and 7315. 

Finance No. 7352. Chicago & Western Indiana Railroad Co. asks 
authority to issue in the calendar year 1929 its consolidated 4 per 
cent mortgage bonds in an amount of $186,000 to retire and refund 
general mortgage bonds. 

Finance No. 7353. The Long Island Railroad Co. asks authority 
to abandon that portion of its Whitestone branch extending from 
the west bank of the Flushing River to the terminus at Whitestone 
Landing, a distance of 4.1 miles, more or less, in the county of Queens. 
borough of Queens, N. Y. The operation of the line to be abandoned 
is not productive of net earnings and the earnings are rapidly falling 
off, according to the application. The operating deficit amounts to 
about $10,000 a month and if the line in question is abandoned, it 
is assumed there will be a saving of over $120,000 a year, says the 
applicant. On the other hand, if operation is continued, it says, 
heavy capital expenditures will be required for the elimination of 
grade crossings. The branch is entirely in New York City and a 
city-owned rapid transit railroad operated on a 5-cent fare has re- 
cently been opened that serves in part the territory served by the 
Whitestone branch, says the applicant. Bus lines have been estab- 
lished in the territory served by the branch, and there is also a 
trolley line, says the applicant. All this has resulted in the applicant’s 
branch losing business, it is stated. 

Finance No. 7354. South Plains & Santa Fe Railway Co. asks 
authority to construct a branch line of railroad in New Mexico from 
a point near the Texas-New Mexico state line on the proposed line 
described in application of South Plains & Santa Fe in Finance No. 
7248, to Lovington, a distance of about 20 miles. The extension will 
serve an oil field and Lovington. The applicant’s lines are leased 
to the Panhandle & Santa Fe which will operate the extension. 

Finance No. 7092. Amended application of City and County of 
Denver, of Colorado, for certificate authorizing abandonment by the 
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Colorado & Southern of a portion of its Platte Canon line between 
Waterton and Buffalo, because the line runs through a deep gorge 
known as Platte Canon in which applicant proposes to construct 
reservoirs. Applicant now asks only the relocation of the line be- 
tween Waterton and Buffalo so that it will pass around the high 
water line of the reservoirs. It asks that authority to abandon the 
line between Waterton and Buffalo be conditioned on construction of 
a line around the reservoir sites. 

Finance No. 7355. Joint petition of Southern Bell Telephone & 
Telegraph Co., and the Jackson Home Telephone Co. for approval 
of sale of telephone properties of latter, consisting principally of 
an exchange at Jackson, Tenn., to the Bell Co. 

Finance No. 7356. Mill Creek & Mine Hill Navigation & Railroad 
Co. and Reading Co. ask authority to abandon the Mt. Hope Colliery 
branch extending from its connection with the main line of the Mill 
Créek to the Mt. Hope Colliery, a distance of less than a mile, in 
Schuylkill county, Pa. 

Finance No, 7358, Bangor & Aroostook Railroad Co., asks approval 
of extension of passenger train service through acquisition of track- 
age rights over a six-mile section of the line of railroad owned by the 
Maine Central between Bangor, Me., and the connection of the Maine 
Central and applicant at Northern Maine Junction, Me. 2 

Finance No. 7360. Cleveland, Cincinnati, Chicago & St. Louis 
Railway Co. asks authority to abandon operation of the Mt. Gilead 
Short Lime Railway in Morrow county, O.; the Toledo & Ohio Central 
Railway Co. asks authority to acquire control, under lease, of the 
Mt. Gilead, and the New York Central Railroad Co. asks authority 
to construct a connecting track between the Toledo & Ohio Central, 
now operated by N. Y. C. under lease, at Mt. Gilead, O., and the rail- 
way of the Mt. Gilead, and the operation of the latter by the N. Y. C. 

Finance No. 7361. Mississippi Central Railroad Co. asks authority 
to abandon operations over a line of logging railroad of the Major- 
Sowers Saw Mill Co. under a lease contract, between Hattiesburg and 
Tallahala, Miss. 

Finance No. 7363. Yates & West Texas Ry. Co. asks authority to 
construct a line of railroad from a point on the Kansas City, Mexico 
& Orient at or near Rankin to Sheffield, Tex., a distance of about 30 
miles, to serve the Yates oil field. 

Finance No. 7364. Western Pacific Railroad Co. asks authority 
to acquire and/or construct a line of railroad in county and city of 
San Francisco, Calif. Applicant says it proposes to acquire a one- 
third interest in and/or to construct new tracks in connection there- 
with, tracks now owned jointly by the Santa Fe and the Southern 
Pacific, said tracks serving a portion of the industrial district of San 
Francisco. 

Finance No. 7365. Waycross & Southern Railroad Co. asks au- 
thority to abandon its entire line of railroad from Hebardville to 
Hopkins, Ga., a distance of 20 miles. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7119, authorizing the Central of 
Georgia Railway Co. to procure the authentication and delivery of 
$1,232,000 of refunding and general mortgage 5 per cent bonds, series 
C, in reimbursement for capital expenditures, approved. 

Report and certificate in F. D. No. 7246, authorizing the Balti- 
more & Ohio Railroad Co. to construct and operate an extension of 
its Marley Neck branch in the city of Baltimore and Anne Arundel 
county, Md., from its present terminus about 1,600 feet westerly from 
the western bank of Curtis Creek at Stahl Point in an easterly and 
northerly direction along and near the shore of Curtis Bay to Leading 
Point, approximately 2 miles, approved. 

Report and order in F. D. No. 7326, authorizing John A Hulen, 
receiver of the Trinity & Brazos Valley Railway Co., to issue $100,000 
of fifth-series receiver’s certificates, to be sold at their face value and 
the proceeds used in acquiring three gas-electric cars and in refurn- 
ishing passenger equipment for trailer service, approved. 

Report and order in F. D. No. 7337, authorizing the San Diego & 
Arizona Railway Co. to issue to the Southern Pacific Co. and J. D. 
& A. B. Spreckels Securities Co., $3,165,135.33 of 6 per cent promissory 
notes; $1,856,635.33 thereof in renewal of notes in like aggregate 
amount and $1,308,500 in payment of cash advances, approved. 

_ Report and order in F. D, No. 7339, authorizing the Seaboard Air 
Line Railway Co. to issue (1) not exceeding $100,000 of refunding 
mortgage gold bonds to be pledged under applicant’s first and con- 
solidated mortgage, and (2) not exceeding $1,364,000 of first and con- 
solidated mortgage gold bonds, series A, to be pledged and repledged 
from time to time as collateral security for short-term notes, terms 
and conditions prescribed, approved. 


SUSPENDED TARIFFS 


In I. and S. No. 3224, the Commission has suspended from 
January 16 until August 16 schedules as published in supplement 
No. 17 to Speiden’s I. C. C. No. 1148. The suspended schedules 
propose to restrict through joint rates on grain and grain prod- 
ucts to apply only via Memphis, Tenn., when from origins in 
southeastern Missouri, located on the Missouri Pacific Railroad 
Company’s lines, to points in Georgia, North and South Carolina 
and Virginia. The proposed change would result in the appli- 
cation of combination rates via the Cairo, Ill., gateway, with 
consequent increases in through rates ranging from 5 to 10 
cents per 100 pounds. 

In I. and S. No. 3225, the Commission has suspended from 
January 17, until August 17, schedules as published in sixth 
revised page 430 to Louisville & Nashville I. C. C. No. A-15239. 
The suspended schedules propose to reduce the maximum 
amount of switching or transfer charges which is absorbed by 
the L. & N. R. R., for interchange of through traffic by the 
Alton and Southern R. R., at East St. Louis, Ill., from $4.95 to 
$3.15 per car. 


CENTRAL INDIANA ABANDONMENT 


The Commission, on rehearing in Finance No. 5232, aban- 
donment of lines by Central Indiana, has modified its certificate 
and order dated September 14, 1928, so as to limit the author- 
ization heretofore granted to the Central Indiana to abandon 
a part of its line in Boone and Montgomery counties, Indiana, 
to that part of the line from Advance, in Boone county, to Wave- 
land Junction, in Montgomery county. Prior reports in this 
case are contained in 124 I. C. C. 264, and 145 I. C. C. 419. 
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In the certificate and order before mentioned the applicant 
was permitted to abandon that part of its line from Muncie to 
Anderson, in Delaware and Madison counties; that part from 
Lebanon, through Max, Advance, New Ross, Ladoga and La 
land to Waveland Junction in Boone and Montgomery coy ‘ 
and its line from Sand Creek to Brazil in Parks and Clay 
counties. 

Thereafter the Indiana commission, an intervener, and th, 
Ladoga Canning Company, a protestant, asked for and Obtaingg 
a rehearing. In the meanwhile, in I. and S. No. 3200, the Com. 
mission suspended schedules proposing to cancel rates fro 
to and via Max, Advance, New Ross and Ladoga, except on trafic 
to, from and between or via junctions specified in the orde 
At the hearing the Central Indiana filed a petition setting forth 
its willingness to try to operate from Anderson to Advance, It 
asked that the certificate and order be modified accordingly 
The points immediately involved, the report said, were May 
Advance, New Ross and Ladoga, each of which submitted teg. 
timony. The testimony in behalf of the carrier, controlleg by 
the Big Four and the Pennsylvania, showed a net operating 
deficit in the first ten months of 1928 amounting to $178,799 
The Commission said it seemed clear that continued operation 
from Advance to Ladoga would involve burdens upon interstate 
commerce out of all proportion to resultant advantage to the 
protestant. 


SEABOARD-ALL FLORIDA BONDS 


The Commission, by division 4, in finance No. 7161, bonds 
of Seaboard-All Florida bonds, has authorized the Florida West. 
ern & Northern, the East & West Coast and the Seaboard-Al 
Florida to issue jointly, $1,063,000 of Seaboard-All Florida first 
mortgage 6 per cent gold bonds, series B, which are to be de. 
livered to the Seaboard Air Line in reimbursement of advances 
made by the Seaboard Air Line to the applicants. The Commis. 
sion has also authorized the Seaboard Air Line to assume obli- 
gation and liability as lessee, guarantor and indorser of the 
bonds and to use them as collateral security for short term 
notes. The report also coverse finance Nos. 7158, 7159 and 7160, 
Commissioner Eastman noted dissent. 


FINAL VALUATION REPORT 


Valuation No. 934, Salt Lake City Union Depot & Railroad Co, 
opinion No. B-704, 149 I. C. C. 95-110, final value for rate-making pur- 
poses of property owned and used for common-carrier purposes found 
to be $1,059,000, as of June 30, 1919. 


MONEY FOR THE COMMISSION 


The Traffic World Washington Bureau 


An appropriation of $7,496,289, plus reappropriations that 
bring the total to $8,161,289, or $52,536 less than the estimate 
of the Bureau of the Budget, have been recommended for the 
Commission by the House committee on appropriations in the 
annual independent offices appropriation bill carrying appro- 
priations for the fiscal year ending June 30, 1930. 

The appropriation and reappropriations recommended are 
as follows: Salaries for eleven commissioners at $12,000 each 
and $9,000 for the Commission’s secretary, $141,000; general 
expenses, $2,834,464; regulating commerce, $1,407,825; safety of 
employees, etc., $504,000, plus reappropriation of $21,000; signal 
safety systems, reappropriation of $48,000; locomotive safety 
inspection, $459,000, plus reappropriation of $31,000; valuation 
of property, $2,043,000, plus reappropriation of $497,000; printing 
and binding, $107,000, plus reappropriation of $68,000. 

On the face of the committee’s summary of recommended 
appropriations, without adding the reappropriations, it would 
appear that an appropriation of $717,536 less than the Budget 
estimate of $8,213,825 was-recommended. Including the re 
appropriations, however, the result is as indicated above. In 
its report dealing with the Commission, the committee said: 


The Budget estimates for the Interstate Commerce Commission 
for 1930 are, exclusive of Welch Act adjustments, $163,270 in excess 
of the current appropriations. 2 

A net increase of $169,490 is asked for in the appropriation for 
general expenses. It is out of this appropriation that the expenses 
of the bureau of formal cases are met. There is a serious conges- 
tion in the decision of the formal cases. On October 31, 1922, there 
were pending 1,846 cases, while on the same date in 1928 the number 
of cases pending was 2,740, showing the steady accumulation of cases. 
Much of the present congestion is due to inquiries arising under the 
Hoch-Smith resolution. (A statement of the cases arising under this 
resolution and of their status or disposition may be found on Ppp. 
191-194 of the hearings.) 

The commission has asked for 25 additional associate examiners 
to speed up the work of taking testimony in the field. In justifying 
the request, the commissioner expressed the fear that if the addi- 
tional examiners were granted that it would result in a congestion 
of cases pending before the commissioners for final decision. The 
testimony indicates that the commissioners are now putting in a large 
amount of overtime work. The remedy which the commission has 
suggested for this situation is the enactment of legislation which 
would give them authority ‘to delegate to individual commissioners 
and employees of the commission the power to perform specifi 
duties, and to consider and determine specified matters and subjects, 
subject to the general control and supervision of the commission an 
the exercise by it of appropriate powers of review either through 
the commission or a division thereof.’’ Under the present law the 
commission may delegate its authority to divisions of the commis- 
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ade up of commissioners. It may not delegate its authority 

sion dividual commissioners nor to employees. 
to in til the commission gets the authority of law to further dele- 
ee powers sO that the congestion of cases at the *Washington 
gate n be cared for, the committee does not believe it would be 
office cA ion to unduly increase the hearing of cases in the 


t 
ood administra loyment of additional examiners and thus further 


m 
field by poo scugestion of cases before the commissioners. Conse- 


increase t r a 
ommittee has allowed only 13 of the 25 additional ex 
quently, poarliccw ow deducting $52,536 from the estimate, covering the 
meee and traveling expenses of the 12 examiners disallowed. 
7 laregulating commerce: The Bureau of Accounts is operated under 
is appropriation, and there is a net increase in the estimates, aside 
th Welch Act adjustments, of $16,280, principally for increased 
iraveling expenses. No additional personnel is estimated for. The 
— of policing the accounts of the carriers has been held in abey- 
por in recent years, due to the large number of so-called recapture 
a es under section 15 (a) of the law. The examinations so far held 
casicate that the showing of net railway operating income on the 
o t of the carriers examined will be increased by something like 
$17,000 000. There has been a steady reduction from year to year in 
ve number of cases pending. The following statement shows the 
oo f cases pending at the end of various fiscal years: 


number 0 
MOE ncnnssoandasinew sss sicanse sane steenenecebegeee a = 4 
eee CoD SNS SHEMS OIL EREN SOMOS E ECTS sone 
2029 (eBtimated) ...ccccscecccccescroceccvecessocs 622 
1980 (estimated) ...cccecccccccccccsecsccsccscccves 472 


Safety of employees: This appropriation covers the work of the 
Bureau of Safety. The Budget estimate of $525,000 is an apparent 
increase of $9,176, but since $17,860 is necessary to effectuate the 
Welch Act increases, there is an actual decrease in the estimate of 
$8,684, distributed as follows: (a) Stationery and office supplies, $900; 
(b) travel expenses, $8,684. The following is a brief summary of 

lties to persons on steam railways during the calendar years 


casua 
nd 1926: 
eh Kill ain d Kill ae d 
Employees: ille njure <illed Injure 
nen CE ME ccc nsssnauwscieeenn 669 25,211 723 30,781 
Other employees .....sccccccccccccs 565 2,946 646 3,421 
PASSONGCTS oc ccccccccccccccccccccses 79 3,886 149 4,458 
Persons carried under contract .... 19 545 13 664 


Signal safety systems: The Budget estimate of $48,000 for inves- 
tigations and tests of signal and train-control devices is $100,320 less 
than the current appropriation, but when the Welch Act increases 
are taken into the calculation the actual decrease is $105,580. This 
decrease is brought about by the consolidation of this work with the 
Bureau of Safety and confining the activity to inspecting the condi- 
tion of and the performance of the devices which are in service. 

The commission has made orders at various times requiring the 
installation of automatic train-control devices up to about 11,000 
miles of railroad, which have been pretty well complied with. Out 
of about 80 installations required some 72 or 73 of them have been 
completed, inspected, and approved. 

comotive inspection: The Budget estimate of $490,000 for this 
bureau represents an actual decrease, after the Welch Act adjust- 
ments are cared for, of $20,396. This appropriation has been fairly 
constant in recent years. The following is a statement of accidents 
and casualties caused by failure of some part of the steam locomotive, 

including boiler and tender: 
Year ended June 30— 


1928 1927 1926 
Cr MOOD og ccc tseccsenndiaceseedee's 419 488 574 
POE GL DOTHOMS BATOE 6 Joie ccvcccccccceseses 30 28 22 
PONUG GE POFOOMD TAPIPOE occ ccccccccvcsscccs 463 517 660 


Valuation of property of carriers: The Budget estimate of $2,- 
540,000 is $340,000 in excess of the current appropriation, but since 
$137,840 is required for Welch Act adjustments, there is an actual 
increase of only $202,160, which the committee has granted. The 
increase involves the addition of 34 employees to the Washington 
office and 37 in the field. 

The 3-year program initiated by this committee, the period for 
which ended on June 30, 1928, is well advanced toward completion. 
The field work, underlying reports, and tentative valuations are 100 
per cent complete. Out of a total of 745 hearings to be held, all but 
24 are complete, and of a total of 1,035 final reports, all but 307 have 
been adopted. The following table discloses the status of the work 
to December 31, 1928: 


Percentage of Completion of Primary Valuation of 
Steam Railroads, December 31, 1928 

















Re ee ity ee 100 
eee eeneneseneaie 100 
WOMUMEIVS VOTUMTIONE ook cccccccccceccvvesscccceee 100 
Percent- 
Percent- age 
Mileage, age of total 
és used "ar of total number 
Diet ‘ases trac mileage of cases 
a. Completed .......... 721 211,123 89.9 96.8 
b. Partly completed ... 24 23,691 10.1 3.2 
c. Not yet reached .... 0 0 0.0 0.0 
Me “WOE disdcccwesdcn 745 234,814 100.0 100.0 
Final reports: 
a. Final by default .... 287 8,447 3.5 27.7 
b. Final by decision .. 441 78,016 32.0 42.6 
c. Total adopted .... 728 86,463 35.5 70.3 
d. Yet to be adopted .. 307 156,774 64.5 29.7 
i 1,035 243,237 100.0 100.0 


‘ Printing and binding: There is a reduction of $90,000 in the 
ppropriation for printing and binding, due to the anticipated -com- 
pletion during the present year of the extra amount of printing 
eieent to the valuation work. The Budget estimate of $175,000, 
which has been allowed by the committee, is substantially the same 
amount that was carried for this item prior to the speeding-up period 


of valuation work. 

In the hearings on the bill, which were made public when 
the bill was reported January 16, members of the Commission, 
it appeared, made a rather full explanation of the status of the 
Work of the Commission, what was being done with money 
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appropriated for the work and what the Commission could do 
with the money recommended by the Bureau of the Budget. 

Commissioner Campbell, who was chairman when the hear- 
ings were held in executive session in December, made a general 
statement in support of adequate appropriations for the Com- 
mission. 

“All we want in the way of funds,” said he, “is sufficient 
to carry on and to reduce the docket, which has grown beyond 
what it ought to be, and get it down to a normal basis, and to 
endeavor to keep it there. The Commission, of course, is a 
branch of Congress, and if we are not able to function properly 
the criticism is not only on us, but it falls back on Congress 
because we are doing congressional work, a great deal of our 
work being legislative in character, and unless we have suffi- 
cient funds to carry on we are crippled and the work lags, and 
we are subjected to criticism.” 

At the beginning of 1928, said Mr. Campbell, he had en- 
deavored to make. a drive on the docket to see if “we could 
not get it down to normal.” At the beginning of the year he 
said there were about 2,800 formal cases. He thought a normal 
docket would be about 1,800 to 2,000 cases, because formal cases 
were filed at the rate of about 1,400 or 1,500 a year. Up to 
December 1, 1928, said he, the Commission had disposed of 1,700 
formal cases, an increase over the year before of 375, but the 
docket was not reduced by that number because more cases 
piled up than in the preceding year. The docket on December 
1, 1928, said he, was only 107 less than on the same date in 1927. 

“That was accomplished in the face of the fact that we 
were short-handed all the time. We were able to accomplish 
that by constantly driving everybody.” 

The witnesses for the Commission who, in addition to Mr. 
Campbell, were Commissioners Eastman, Lewis and McManamy, 
and Secretary George B. McGinty, submitted a great deal of 
information in support of the general statement made by Mr. 
Campbell. Their testimony is reflected in the committee report. 

The Hoch-Smith resolution was referred to as having greatly 
increased the work of the Commission. wsked what that reso- 
lution had cost up to date, Commissioner Eastman said that, 
of course, the cost could not be estimated with precision but 
that Secretary McGinty had estimated it at approximately 
$250,000. 

Attorney-examiners were dubbed “deputy commissioners” 
by Commissioner Eastman, in an explanation of their duties. 


Questioned as to progress under the Hoch-Smith resolution, 
Representative Summers, of Washington, having remarked that 
while the resolution was passed more than three years ago, “in 
a good many instances we are still holding hearings.” Coni- 
missioner Eastman said he thought he ought to say that the 
resolution “has had some positive results in addition to the 
hearings in these investigations.” The commissioner mentioned 
the California deciduous fruit rate reduction case, now in the 
Supreme Court of the United States. 


“Then,” he continued, “the Hoch-Smith resolution played a 
substantial part in, preventing certain very material increases 
in grain rates which the carriers proposed in the northwest 
part of the country, and it has played a part in other cases, 
like the fertilizer rates in the south and the fertilizer rates in 
central territory and so on.” 


As to an increased appropriation for employment of addi- 
tional examiners, Mr. Eastman said if the appropriation were 
made and the examiners were employed, “there is a danger that 
we are going to face, and that is that we shall be congested 
at the top; that the cases will come up to the commissioners 
so fast that we shall have difficulty in handling them.” The 
commissioner, the testimony indicated, made this statement to 
emphasize the necessity for consideration by Congress of the 
recommendation of the Commission in its annual report for 
legislation authorizing the Commission to delegate authority to 
individua: commissioners and employees to speed up the work 
and not to minimize the need for the additional examiners. 
The appropriation committee, however, as indicated in its report, 
seized upon this testimony as a reason for not allowing all 
that was asked for additional examiners. There was consider- 
able discussion of the Commission’s recommendation. Com- 
missioner Eastman believed that the provision for 25 additional 
examiners should be accompanied by legislation such as recom- 
mended in the annual report. He thought the commissioners 
could meet the situation, however, even if the legislation were 
not enacted at the moment. Representative Summers said he 
would introduce a bill to give effect to the Commission’s rec- 
ommendation if it could be worked out. 

“We appreciate that and we shall be glad to help you with 
it,” said Commissfoner Eastman. 


In response to a request from Representative Wason, of 
New Hampshire, Mr. Eastman put in the record the proceedings 
pending under the Hoch-Smith resolution and a list of cases in 
which decisions were based to some extent on the resolution. 

Discussion came up as to the Commission having a new 
chairman each year under the rotation plan. Commissioner 
Eastman said that years ago, the Commission had a permanent 
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chairman, the last one having been Commissioner Knapp. 


Continuing, he said: 


But the experience of the commissioners who served at that 
time was that having a permanent chairman led the public to attach 
undue importance to that particular man. They got to feel, so to 
speak, that he was the commission, and while I do not want to 
criticize him and am depending on what I have heard about this 
matter, there were those who thought that he got that idea himself; 
and it was felt that it was desirable to have a change each year in 
order to avoid the creation of such a situation; also, that it was 
desirable to avoid imposing rmanently upon a particular commis- 
sioner the load of the additional work of the chairman’s office. 


Members of the committee thought it might be better if 
the chairman served for two years instead of one. Mr. Eastman 
said that matter would be considered by the Commission. As 
a matter of fact, he said, it had had some consideration, and 
the general opinion was that the present system was better. 
He said the present plan had the advantage of giving each 
commissioner who served as chairman a better acquaintance 
with the work of the Commission than he would get in any 
other way—that it improved him in his work as a commissioner. 
Representative Wason thought that ‘when he gets improved, 
somebody else comes in and takes his place.” He thought it 
might be better if the chairman held office a year or two after 
the initial period. 

Representative Vinson, of Kentucky, developed that $25,000 
was being paid Walter L. Fisher for his services as special 
counsel in the O’Fallon recapture case. In answer to another 
question by Mr. Vinson as to an increase of from $7,500 to 
$9,000 in the salary of the secretary of the Commission, Mr. 
Eastman said that that was on account of the Welch govern- 
ment employee salary increase act. 

In a discussion of locomotive inspection work, Representa- 
tive Summers, “using an extreme illustration,” said an accident 
might occur because the engineer was drunk. Commissioner 
McManamy said that, fortunately, the engineers, as a class, 
through their organization and through the requirements of the 
companies, “out-Volsteaded Volstead.” He said there had been 
no intoxication to speak of for many, many years. Mr. Summers 
said he appreciated that. 

Commissioner Lewis made a general statement as to the 
money needs of the Commission. He told the committee that, 
as chairman of the Commission in 1929, he proposed to work 
out a three-year program to cover his administration, and the 
succeeding administrations of Commissioner McManamy and 
Commissioner Woodlock. The latter commissioners will become 
chairman in the order indicated under the rotation plan. 

Commissioner Lewis reviewed the progress of the valuation 
work, which is under his supervision, his testimony being sum- 
marized in the committee’s report. He said that if the O’Fallon 
decision of the Commission should not be upheld by the Supreme 
Court, the cost of the recapture work would be greater than 
if it were upheld. He told the committee the Commission was 
waiting on this decision to go forward with the recapture work. 
He also submitted information as to recapture of excess earn- 
ings along the line of that contained in the ‘Commission’s annual 
report, and told of the necessity for bringing valuations down 
to date. 


RAILROADS OPPOSE COAL BILL 


The Traffic World Washington Bureau 


Opposition to provision in S. 4490, the bill prepared by 
counsel of the United Mine Workers of America, providing for 
federal regulation of the bituminous coal industry, was ex- 
pressed before the Senate interstate commerce committee 
January 16, by C. S. Duncan, economist of the Association of 
Railway Executives. The witness directed his discussion to 
the following: 


In section 7 of this bill there is a provision, appearing at the top 
of page 8 of the printed copy, which reads as follows: 

“The (coal) commission shall investigate the fuel service of rail- 
roads engaged in interstate commerce, including the qualities re- 
quired, the tonnage consumed, and the prices paid for such railroad 
fuel, and shall make reasonable rules and regulations governing such 
fuel service as will prevent discrimination between coal mines or coal 
fields, and for such purpose said commission may consider the fuel 
service of railroads during the past ten years, together with the 
price paid therefor, and may further determine relative costs of 
railroad fuel coal by consideration of the commercial traffic rates 
on such coal over the distance it must be transmitted from any 
mine or mines to the fueling point on such railroads.” 

Section 11 of the bill reads as follows: ' 

“Sec. 11. After the taking effect of this act no railroad or carrier 
subject to the provisions of the interstate commerce act shall build any 
siding or switch, or cut its lines for any siding or switch to any 
bituminous coal mine or tipple, until after it has received permis- 
sion from the Interstate Commerce Commission so to do, and such 
permission shall only be granted upon approval of the Bituminous 
Coal Commission.”’ 


Both provisions, said Mr. Duncan, if enacted into law, would 
seriously handicap the carriers in their efforts to carry out the 
requirements for efficient management and economical opera- 
tion of the railroads in section 15a of the interstate commerce 
act, and would, by impairing the high standards of transporta- 
tion service of the carriers, adversely affect the public interest. 
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Independent of other objections, said he, the carriers Presente4 
their objections on those two grounds. 

Mr. Duncan said it was obvious, in view of the coal 
of the railroads, that any legislation affecting the Sources 
coal supply or the continuity of an adequate supply of 
or any action that would unnecessarily restrict the freedom of 
railroad management to use its best judgment, based op ey 
tended and careful investigation, was of vital interest to 4, 
railroads. He showed that bituminous coal was the prinejpy 
source of power for the railroads. He said that Selection ¢ 
railroad coal was a technical engineering problem—that 
roads had to have the right kind of coal for every service, 
also explained the duties and responsibilities of the raj 
fuel purchasing departments. In view of the facts set forth jn 
his discussion, said he, the railroads submitted the following 
objections to the Dill: 


They believe that, in the light of their record during recent Years 
of economical and efficient service, no need now exists for such 
visions as those referred to herein. Ample authority for supervision y 
railroad management now exists in the interstate commerce act, 
administration of the provisions of this act are vested in the Interstat 
Commerce Commission. No further legislative action, therefore is 
now required. : 

They further believe that the enactment of such provisions wou 
be detrimental not only to the interests of the carriers in impaj 
adequate standards of transportation but would, likewise, and 
a matter of paramount importance, be adverse to the general inter. 
ests of the country as a consequence thereof. The railroads are lie 
service corporations. They have the duty and the responsibility unde 
existing law of serving all the public honestly, adequately, economically 
and efficiently, without favor or discrimination. The _provisiong j. 
ferred to in this bill are obviously discriminatory and favor specig) 
interests. It follows that in the public interest the railroads should not 
be handicapped in performing their duty and responsibility in any gych 
way as is proposed in this bill. 

The specific objections to the provisions of this bill, from the 
standpoint of the carriers under their legal obligations, are as follows: 

1. It would interfere with the supply of railroad fuel. The car. 
riers are responsible for safe and continuous operation regardless of 
any inadequacy that may exist in the supply of coal. In making pur. 
chases, therefore, the first consideration must be continuity of supply, 
So far as Senate Bill 4490 is concerned, the railroads’ experience dur. 
ing the World War and subsequently, leads to the conclusion that, 
since the allocation of the purchases of coal by carriers which r- 
quire a suitable character of coal would be beyond the control of rail. 
road management, the operation of this bill would interfere seriously 
with the continuity of their fuel supply. 

2. It would increase railroad operating costs. No one will dispute 
that this bill aims to increase the cost of coal and thereby increase 
the cost of railroad operation. It takes from railroad management its 
right to purchase this commodity without restrictians, a freedom in 
the exercise of managerial judgment which the carriers have with r- 
spect to all other commodities that they buy. The language of this 
bill is very indefinite but, as we understand it, it is intended to give 
to the contemplated coal commission the right to dictate to the car- 
riers at which mines they may secure their coal. This would place the 
buyer at the mercy of the seller and would, no doubt, result in exorbi- 
tant demands and continuously increasing prices for railroad coal. It 
is to be observed, furthermore, that there is no provision here requir- 
ing the coal producer to sell to the railroad, thus limiting and restrict- 
ing the power of the carriers as purchasers of coal, while leaving other 
purchasers and the seller free. 


With the carriers as a whole earning considerably less than the 
rate of fair return established by law, the resulting increase in cost of 
fuel would no doubt have to be made up by an increase in rates. 

3. We are also advised that the provisions of the bill constitute 
an invalid invasion of the carriers’ freedom of contract. The at- 
tempted restriction in this bill on the right of purchase has no such 
relation with legitimate regulation as to bring this bill within the 
power of Congress to regulate commerce. 


OPPOSES SURCHARGE BILL 


Opposition to the Robinson bill to repeal the Pullman sur 
charge, as a departure from the precedents established by Con 
gress in relation to rate making, is voiced in a communication 
addressed to members of the Senate by William Butterworth, 
president of the Chamber of Commerce of the United States. 

The position taken by the national chamber, as determined 
by a referendum vote of its membership, is that Congress should 
follow its usual course of intrusting rate making to the Inter 
state Commerce Commission. 


“The views expressed,” said President Butterworth, “are 
those of business men whose interest is to assure efficient 
service. To obtain such service proper rates are essential— 
rates that are fair not only to the owner of railroad securities 
and to railroad workers, but fair as well to the shipper and 
the public. It seems, obvious, therefore, that the highly impor 
tant rate-making function of the Interstate Commerce Commis 
sion should not be abridged.” 


“In the laws passed since 1887,” it is stated in explanation 
of the national chamber’s position, “Congress has closely ad- 
hered to the principle of regulating carriers through an admit 
istrative commission, thus recognizing that the regulation of 
railroads and other carriers is an intricate problem requiring 
the experience and skilled judgment of such an agency, and that 
successful regulation can only come about as a result of col 
tinuity of policy in the development and enforcement of such 
regulation. The legislation proposed in the Robinson bill would 
be a departure from the precedents established by Congress 
and contravenes the principle supported by the members of 
the national chamber.” 

The chamber expresses no opinion with regard to the merits 
of the Pullman surcharge itself. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and mepene of National Reporter 


blished by West Publishing Co., St. Paul, Minn. 
"7 1928, by West Publishing Co.) 








LOSS OF OR INJURY TO GOODS 
(Supreme Court of Wisconsin.) One ordering car alone had 


right to require carrier to make out bill of lading and forward 

according to his instructions; contracts for interstate car- 
ote of goods being no longer matters of private contract be- 
pra carrier and shipper,—Wirch vs. Chicago, M. & St. P. Ry. 
Co., 222 N. W. Rep. 2382. ' 

Third party may not, by contracting with carriers, interrupt 
or interfere with statutory and common-law duties of common 
carriers toward shippers.—Ibid. 

Where wholesaler, contracting for purchase of hay from 
farmer, gave written order to carrier to have car set aside for 
shipment, farmer who loaded the car, expecting to receive pay- 
ment, held not entitled to recover from carrier for breach of 
alleged agreement with station agent not to forward hay to its 
destination, since carrier was bound to follow shipper’s instruc- 
tions, and was not bound by contract with plaintiff, though ship- 
per failed to pay for hay.—Ibid. 

Carrier, in forwarding car ordered by buyer of hay to des- 
tination as designated by uniform bill of lading, did not incur 
any liability in tort to seller of hay, who loaded car without 
receiving payment of agreed price, as he expected, though sta- 
tion agent attempted to detain the car.—Ibid. 

(Supreme Court of Minnesota.) Where a carrier delivers 
perishable property at destination in a damaged condition, proof 
that it was free from negligence is sufficient to relieve it from 
liability therefor without proving the cause of the damage.— 
Howe vs. Great Northern Ry. Co., 222 N. W. Rep. 290. 

A shipment of potatoes in May, reconsigned three times 
while in transit, reached final destination in a damaged condi- 
tion. The finding that the carriers were free' from negligence 
and not liable for the damage is sustained by the evidence.— 
Ibid. 

(Supreme Court of Louisiana.) To avoid liability for loss 
of goods intrusted to their care, under Civ. Code, arts 2754, 3556 
(14), (15), carriers must prove that accident was occasioned by 
fortuitous event or by irresistible force.—Dejean vs. Louisiana 
Western R. Co., 118 Sou. Rep. 822. 

Carrier held liable for loss of bales of cotton, destroyed 
by fire while loaded in car near plant of gin company, under 
Civ. Code, arts. 2754, 35%» (14), (15), since accident was not 
occasioned by “fortuitous event or irresistible force.”—Ibid. 


Purchaser of cotton destroyed by fire, while in hands of 
earrier for shipment, held to have sufficient interest to prosecute 
suit against carrier for damages, where insurance on the goods 
was not paid to him outright, but was advanced as a loan re- 
payable to the extent that he should collect from carrier.—Ibid. 

Under fire policy covering cotton, but providing insurance 
shall not cover cotton for loss of which carrier may be liable, 
and providing that insurance company will loan insured amount 
of damages repayable only to extent of recovery from carrier, 
amounts advanced operate as absolute payment under the policy 
in case there is no recovery over from carrier as regards car- 
rier’s right, under bill of lading, to credit for insurance paid in 
excess of judgment rendered against it for loss of cotton.—Ibid. 

In suit against carrier for damages resulting from loss of 
cotton under bill of lading giving carrier full benefit of insur- 
ance on the property, carrier was not entitled to credit for any 
amount of insurance paid in excess of judgment rendered against 
it, where, under insurance policy protecting owner of cotton, 
insurance company merely advanced amount of damages as loan 
with requirements for repayment to extent of owner’s recovery 
from carrier.—Ibid. 


In action against carrier for damages for loss by fire of 
cotton delivered to it for shipment, market price allowed for it 
should be reduced to price testified to by plaintiff and price at 
which loss was adjusted by insurance company.—Ibid. 


Suit by owner of cotton against carrier to recover damages 
for its destruction by fire held suit ex delicto and not ex con- 
tractu, and therefore carrier was chargeable with interest only 
from date of judicial demand and not from date of destruction 
of cotton, under Act ‘No. 206 of 1916.—Ibid. 


Where answer of carrier in suit for damages for destruction 
of cotton admitted that 25 bales were contained in car, carrier 
— on appeal contend that lesser number were destroyed. 


Carrier held not entitled on appeal to claim that demand of 
Plaintiff, seeking damages for destruction of cotton, had pre- 
empted under contract of affreightment for want of demand 
on defendant within six months after reasonable time had 
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elapsed for delivery, where question of preemption was not raised 
in trial court.—lIbid. 


LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Kentucky.) Delivery of shipment to 
carrier ordinarily passes the title to the consignee.—Louisville 
& N. R. Co. vs. Johnson, 10 S. W. Rep. (2d) 1104. 

Petition, averring that plaintiff shipped carload of water- 
melons to produce company, showed title thereto in consignee, 
and hence stated no basis for recovery against railroad company 
for conversion thereof.—Ibid. 

Railroad company’s delivery of watermelons, shipped under 
bill of lading in which shipper was both consignor and consignee, 
to produce company, which removed and retained large number 
of them, without surrendering bill of lading attached to sight 
draft drawn on such company and sent to place of its location 
for collection through banking circles, constituted conversion.— 
Ibid. 

In shipper’s action against railroad company for conversion 
of watermelons, delivered to produce company not entitled 
thereto, testimony of peddler, to which railroad company sold 
melons rejected by produce company, as to condition thereof, 
was competent, but not his testimony as to what he sold them 
for at retail, especially after transporting them from place of 
delivery into surrounding county.—lIbid. 

In action against railroad company for conversion of water- 
melons, admission of peddler’s testimony as to retail prices 
received by him for melons sold to him by defendant held 
prejudicial error, in absence of other evidence of market value 
thereof.—Ibid. 

In action against railroad company for conversion of water- 
melons, instruction to award plaintiff such damages as jury be- 
lieved he had sustained, without giving jury any guide whereby 
to measure such damage, was erroneous.—Ibid. 

Ordinarily, measure of recovery in action for conversion 
is fair market value of property at time and place of conversion. 
—Ibid. 

The measure of damages for carrier’s conversion of goods 
intrusted to it for transportation is value of goods at time and 
place of conversion, less freight charges.—lIbid. 

In shipper’s action against railroad company for conversion 
of watermelons, court should have confined evidence and in- 
structions on question of damages to value of goods at time 
and place of conversion, and excluded all testimony as to ex- 
pense to which plaintiff was put in investigating and preparing 
case against defendant.—Ibid. 

Railroad company not exacting prepayment of freight 
charges was not entitled thereto until it transported and de- 
livered articles shipped in accordance with bill of lading, and, 
having converted shipment by delivering it to one not entitled 
thereto, cannot collect freight from true owner on counterclaim 
in action for conversion.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publish ~ het St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 










REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Ninth Circuit.) In action under 
act to regulate commerce, sec. 16 (49 USCA, sec. 16), to enforce 
reparation order of Interstate Commerce Commission, based on 
overcharges on shipments, court had right to determine that 
there was not sufficient testimony before Commission to support 
reparation order, since provision that Commission’s order shall 
be bona fide evidence of facts therein stated only establishes 
rebuttable presumption.—Willamette Iron & Steel Works vs. 
Baltimore & Ohio R. Co., 29 Fed. Rep. (2d) 80. 

In action under act to regulate commerce, sec. 16 (49 USCA, 
sec. 16), to enforce reparation order of Interstate Commerce 
Commission, carriers could interpose defense that there was not 
sufficient testimony before Commission to support reparation 
order, and it was unnecessary for carriers to bring suit in equity 
to set aside order.—Ibid. : 

Where testimony was not brought to Circuit Court of Ap- 
peals by bill of exceptions, question of sufficiency of testimony 
to support trial court’s findings cannot be inquired into.—Ibid. 

(Circuit Court of Appeals, Sixth Circuit.) As regards ship- 
ments in interstate and foreign commerce, court held without 
jurisdiction of claim of shippers against railroad for refund on 
account of switching services paid for by the shippers when 
defendant’s yard employes were on strike, though shippers were 
paid customary charges for switching at regular line-haul freight 
rates; resort to Interstate Commerce Commission being first 
required under interstate commerce act, section 15 (18), 49 
USCA, sec. 15, requiring that charges and allowances for serv- 


























































































150 


ices rendered by shipper shall be determined by Interstate Com- 
merce Commission.—Goodbody vs. Pennsylvania R. Co. Timken 
Roller Bearing Co. vs. Same, 29 Fed. Rep. (2d) 67. 

Court held without jurisdiction of suits by shippers against 
carrier for refund on account of switching services rendered in 
the transportation of goods carried in intrastate commerce, 
where claims had not been first presented to state Railroad 
Commission, under Gen. Code Ohio 1910, sections 487-614, espe- 
cially 505, 506, 508, 510, 511, 521, 524, 527, 528, 535, 536, 546, 547, 
563-565, 569, 579, 566.—Ibid. e 

(Supreme Court of Missouri, Division No. 1.) Under Rev. St. 
1919, sec. 10525, and section 10416, as amended by Acts 1923, p. 
330, Public Service Commission had right to appeal from judg- 
ment of circuit court reversing or setting aside commission’s 
order approving schedule of increased railroad passenger rates, 
from which railroad did not appeal, and it was duty of com- 
mission’s general counsel to represent commission on _ such 
appeal.—State ex rel. and to Use of Pugh et al. vs. Public Service 
Commission et al., 10 S. W. Rep. (2d) 946. 

On appeal from judgment of circuit court reversing order 
of Public Service Commission increasing railroad passenger 
rates, Supreme Court will consider evidence de novo as in a suit 
in equity, and is not bound by findings of commission, nor by 
contrary findings of circuit court.—Ibid. 

Evidence held sufficient to sustain finding of Public Service 
Commission that suburban passenger service was being furnished 
by railroad at a loss, and that estimated increase in revenue 
resulting from increased rates approved by commission would 
not yield any appreciable profit, and circuit court erred in find- 
ing that railroad in this respect failed to sustain burden of proof 
imposed on it.—Ibid. 

A carrier has no constitutional right to the same rate or 
percentage of return on all its business.—Ibid. 

That railroad is earning a reasonable profit on its business 
as a whole does not of itself justify denying increase in rates 
for a particular class of service, when it appears that the in- 
crease will not suffice to make that service yield any return, or, 
at the utmost, no more than nominal return over the cost of the 
service.—Ibid. 

That 50-ride bearer commutation tickets were sold at higher 
mileage rate than 10-ride bearer tickets from all railroad sta- 
tions receiving suburban passenger service held not to establish 
unjust discrimination.—Ibid. 

Mere fact that railroad’s suburban passenger rate is discrimi- 
natory is not conclusive that such discrimination is unjust and 
therefore unlawful and invalid, but arbitrary discriminations alone 
are unjust, and, is difference in rates is based on reasonable and 
fair difference in conditions equitably and logically justifying 
a different rate, it is not an “unjust discrimination.”—Ibid. 

In determining whether rates charged by railroad for sub- 
urban passenger service are unjust and discriminatory, the cir- 
cumstances and relative conditions are to be considered, and 
mileage alone is not the sole test.—Ibid. 

Arrangement of railroad’s suburban passenger rates, so as 
to form a group or series of groups, is not invalid solely because 
it necessarily results in a preference in mileage rate, unless the 
discrimination is unreasonable, relative conditions considered, 
and therefore unjust and unlawful.—Ibid. 

Under Rev. St. 1919, sec. 10535, party seeking to review or 
set aside order of Public Service Commission, on the ground 
that it is unreasonable and unlawful, is confined to evidence in 
record made before commission, and must point out the evidence 
alleged to show that order is unreasonable and unlawful.—Ibid. 

Evidence held not to show that order of Public Service Com- 
mission approving schedule of increased rates for railroad’s sub- 
urban passenger service was unjustly discriminatory, unreason- 
able, or unlawful, so as to require setting it aside, under Rev. 
St. 1919, sec. 10535.—Ibid. 

(Court of Appeals of Kentucky.) Where railroad collected 
from consignee of intrastate freight shipments amount less than 
required by its published tariffs, it could not recover deficiency 
from subsequent purchaser of consignee’s business, in absence 
of pleading that sale of business was in effect merely a merger 
of consignee with purchasing company so as to make purchaser 
a mere continuation of consignee, or that purchaser assumed to 
pay consignee’s debts.—Louisville & N. R. Co. vs. Perry Ice & 
Bottling Co., 10 S. W. Rep. (2d) 1091. 

That purchaser owed consignee, from whom carrier failed 
to collect published freight charges, $5,000 on the purchase price 
of business consignee sold purchaser, did not authorize carrier’s 
recovery against purchaser, where it had not attached or other- 
wise sought to subject that fund.—lIbid. 

To establish railroad’s intrastate freight tariffs, it is better 
practice to introduce in evidence certified copies of tariffs filed 
with Railroad Commission rather than to depend on oral testi- 
mony from tariffs on file with railroad.—Ibid. 

In absence of objection, railroad’s tariffs on intrastate freight 
shipments could properly be proved by oral testimony of rail- 
road’s rate clerk from tariffs in his possession, which were on 
file with the Railroad Commission.—Ibid. ; 
That railroad failed to post copies of intrastate freight 
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tariffs at local station to which intrastate shipments were 
signed, as required by law, held immaterial on question of 
right to recover from consignee, who acted on faith of ¢ 
charges paid by it in subsequently selling goods, deficiency py 
tween amount erroneously collected from consignee and amount 
prescribed by tariffs.—Ibid. 

That consignee of intrastate freight shipments hagq Daig 
freight charges demanded by carrier at time of delivery, and 
had sold goods thereafter on strength of freight rate go 
held not to estop railroad from recovering deficiency betwee, 
freight so collected and published tariffs.—Ibid. 





Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 


a by West grew = Bars St. Paul, Minn. 


opyright, 1928, by West Publishing Co.) 


(District Court, E. D., New York.) To be “seaworthy” o 
leaving port, vessel must be reasonably fit to carry its cargo 
Philippine Refining Corporation vs. United States. The Archer 
29 Fed. Rep. (2d) 134. 

Vessel carrying cargo of cocoanut oil in deep tank, hole jn 
which was not closed with a rivet, permitting contaminatio, 
by fuel oil stored near by, held not seaworthy on leaving port— 
Ibid. 

Agreement, made part of bill of lading, that report of gur. 
veyors at port of loading that vessel is seaworthy for carriage 
of cocoanut oil shall be conclusive proof that owner exercised 
due diligence to make it seaworthy, held invalid, as attempt 
indirectly to exempt owner from liability, in violation of Harter 
act, sec. 2 (46 USCA, sec. 191); exercise of due diligence being 
question of fact.—Ibid. 

Duty of carrier to use due diligence to make vessel sea. 
worthy is not satisfied by delegating that duty to a third person, 
—lIbid. 

Bills of lading are to be strictly construed against the car. 
rier.—Ibid. 

Report of surveyors at port of loading that vessel’s deep 
tank was in fit condition in their opinion to receive and carry 
cocoanut oil in bulk on voyage intended without running undue 
risk held not to satisfy requiremnets of bill of lading, containing 
agreement that their report that vessel is seaworthy for car. 
riage of such oil shall be conclusive proof that owner exercised 
due diligence to make it seaworthy.—Ibid. 

Government offering no testimony to explain existence of 
drilled hole, not in any line of rivets, nor connecting plate with 
any structure, in deep tank of vessel built by government and 
continuously under its control, held liable for shortage of and 
damage to shipments of cocoanut oil, whether hole was drilled 
during tests before loading, while installing additional heating 
coils, or even before vessel entered port of loading, where ship’s 
officers took all proper precautions to minimize damage; fact 
that hole existed showing negligence.—Ibid. 

Libelant for shortage of and damage to shipments of 
cocoanut oil on government steamship, operated by private cor- 
poration, as agent, was charged with knowledge of custom of 
latter’s ships going from Manila, where oil was loaded, through 
Suez Canal, to call at London and European ports, as far north 
as Hamburg.—Ibid. 

To make custom of certain line’s ships, going from Manila 
through Suez Canal, to call at European ports no farther north 
than Hamburg, binding on shippers of oil by government ship 
operated by such lines as agent, call need not have been made 
at same ports on each voyage, so long as made within limits 
stated.—Ibid. 

Clause in bill of lading that carrier, liable for loss of or 
damage to cargo, should have benefit of insurance thereon, 
and might deduct from any claim amount of loans by 
insurer to shipper or owner of cargo pending claim: for insur- 
ance, held invalid, so that owner of vessel was not entitled to 
deduction of such loans from amount of its liability, in view of 
provision in policy that insurance was to be null and void if 
bill of lading contained any such clause.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Where co. 
signee’s employe surrendered documents of title, and delivery 
clerk of carrier authorized employe to take cargo, and employe 
loaded cargo onto consignee’s truck, consignee had possession 
and dominion over cargo placed on truck and delivery was com 
plete, though driver was required to sign delivery book and pro- 
cure pass to surrender to man at gate thereafter, as regards 
liability for loss when truck was driven away by others and 
cargo stolen.—B. Priestley & Co., Inc., vs. Cunard Steamship Co. 
Ltd., 29 Fed. Rep. (2d) 39. 

After delivery of cargo to consignee’s employe was com- 
pleted by employe’s loading cargo into truck, carrier was undef 
no duty to watch cargo against theft while truck remained at 
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s and employe went to sign delivery book, though 
had watchman to watch delivery of cargo.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Using carbon 
‘oxide gas containing certain percentage of moisture as it came 
= utable manufacturer, without taking precaution to drain 
bee cure as is customary in trade, with result that port com- 
whoo rod neck bush broke and caused excess of moisture in 
Prigeratine machine, and a high temperature, with result that 
= of pears was damaged, was negligence.—Barr vs. Inter- 
pe oe Mercantile Marine Co., 29 Fed. Rep. (2d) 26. : 

Failure to detect slowing coming on freezing of moisture 
in refrigerating machine of ship and to cure stoppage, with 

sult that port compresser rod neck bush broke and caused 

. ess of moisture in refrigerating machine, which caused high 
emperature and damaged cargo of pears, was negligence.—Ibid. 

Where carrier was guilty of negligence in caring for re- 
frigerating plant on ship, with result that cargo of pears was 
damaged, Harter act, sec. 1 (46 USCA, sec. 190), became ap- 
plicable, and defense of exceptions of bill of lading as to “any 
jatent defect in hull, machinery, or appurtenances, or unsea- 
worthiness of the steamer, x = = provided the owners have 
exercised due diligence,” became inapplicable.—Ibid. 

Negligence relating to ventilating perishable cargo is a fault 
relating to cargo alone, as regards defense of exceptions in bill 
of lading relieving from liability for defects in steamer, etc.— 


Ibid. 
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TEN MILLION FOR BARGE LINE 


The Trafic World Washington Bureau 


An amendment to the War Department appropriation bill 
giving effect to President Coolidge’s recommendation for an 
appropriation of $10,000,000 for the purchase of the additional 
stock of the Inland Waterways Corporation was agreed to in 
the House. The amendment was offered by Representative 
Clague, of Minnesota. 

When Representative LaGuardia, of New York, reserved a 
point of order against the amendment and then withdrew it, 
Representative Schafer, of Wisconsin, said he renewed the point 
of order. Asked what it was, he said: 

“I think the point of order is that we should have a quorum 
here on a question that is putting the government into business 
to the tune of $10,000,000.” 

Nothing more was said about the point of order, Repre- 
sentative LaGuardia proceeding to state his view to the effect 
that he was opposed to the provisions in the barge line act 
under which the barge lines could be sold when they became 
profitable. 

“I am in favor of not only having the government initiate 
and pioneer this project, but keeping it and operating it after 
it is on a paying basis,” said he. “If the government can put 
it on a profit-producing basis, it should keep it.” 


Representative Abernethy, of North Carolina, announcing 
he was in favor of the appropriation, referred to the Boston-Gulf 
inland waterway that passed through his section of the country, 
and said: 

“I am supporting this appropriation heartily and doing all 
I can to help you.gentlemen. I hope that when we make the 
clarion call and the Macedonian cry, you will come down and 
help us.” 

Mr. Abernethy added he was very sorry that “the present 
leadership of the House is not going to give us a river and 
harbor bill this session.” 4 

Representative Cochran, of Missouri, speaking in support of 
the appropriation, said he hoped the day was not far distant 
when the government barge corporation would be taken over 
by private capital, but that when the corporation was sold he 
Wished to see an agreement signed providing a penalty of for- 
feiture in the event the purchaser did not operate the line on 
a schedule to be agreed upon before sale. 

Representative Newton, of Minnesota, spoke in support of 
the amendment. He dwelt on the necessity, as he saw it, for 
additional equipment to the end that the barge line might handle 
business offered. Referring to establishment of through routes, 
Joint rates and divisions, he said it appeared that the barge line 
and the railroads were going to reach an agreement. 

Explanation of the estimate of $10,000,000 for purchase of 
the additional capital stock of the Inland Waterways Corpora- 
tion was made by Major General T. Q. Ashburn, in testimony 
at a hearing before subcommittees of the House committee 
00 appropriations. The testimony, heard in executive session, 
has been published by the committee. 

General Ashburn submitted a list of proposed expenditures 
for equipment and facilities that aggregated $3,350,000. In addi- 
tion, he said $650,000 should be spent for two modern towboats 
on the lower Mississippi. 

Questioned by the committee members as to the need for 
appropriating the entire $10,000,000 at this time, General Ash- 
burn said it was intended that $3,000,000 of the total would be 
used to extend the barge service to the Missouri River, when 
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it was ready for navigation, and $3,000,000 for the proposed 
service on the Illinois River, when it was ready for navigation. 

The attention of General Ashburn was called to the fact 
that when he was before the committee recently he had stated 
he would not ask for all the $10,000,000 at this time, but he 
explained, in effect, that, with the provision being made that 
a substantial part of the appropriation would not become avail- 
able for use until 1931 and 1932, all the money was not being 
asked for at this time. 

“But there is nothing that would prevent you from using 
the money for something else than the purposes you have 
indicated, is there?” asked Representative Taber, of New York, 
referring to.the testimony that $6,000,000 would be spent on the 
Illinois and Missouri river services. 

General Ashburn said it would be possible to use the money 
for other branches of the service but that “we would not do it.” 

General Ashburn said it was his present intention to build 
for the Missouri River four towboats at $350,000 each, and forty- 
five 1,000-ton barges at $40,000 each; and for the Illinois River, 
four towboats at $400,000 each and thirty-five 1,000-ton barges 
at $40,000 each. 

Of the money to be expended immediately, General Ashburn 
said “we must purchase for the lower (Mississippi River) river 
either thirty 2,000-ton barges or fifty 1,000-ton barges, which 
would cost $2,500,000.” Terminal developments at various 
points accounted for most of the remainder of the total of 
$3,350,000. 

As to why the entire appropriation should be made at this 
time, with the proviso that so much should be used at a time, 
General Ashburn said that, under that plan, the corporation 
could go ahead with its program for establishment of service 
on the Missouri and Illinois rivers. He said service on the 
Missouri should be started about the early part of January, 1931. 

The War Department appropriation bill carrying $10,000,000 
for the Inland Waterways Corporation and $50,000,000 for river 
and harbor work was passed by the House and sent to the Senate 
this week. 

In discussion of the amendment to the bill carrying the 
money for the barge lines, Representative Clague, of Minnesota, 
said if increased transportation facilities were provided for the 
service, “it will be a great saving in freight rates to the people.” 
He reiterated statements made by General Ashburn and Seére- 
tary of War Davis as to such savings. 

“The adoption of this amendment,” said he, “providing for 
this increased appropriation, will, in my opinion, within the next 
five years place the corporation on a satisfactory financial basis, 
and I am of the further opinion that within five years this cor- 
poration will mean a saving of at least $5,000,000 a year in 
freight charges.” 

Mr. Clague submitted a letter from General Ashburn out- 
lining the use that would be made of the appropriation along 
the line of his testimony before the House committee on appro- 
priations on that subject. In part, General Ashburn said: 


It is the desire of the secretary of war and of the corporation to 
keep faith with Congress in this matter and to do what was contem- 
plated at the time of the passage of the act authorizing the appropria- 
tion of $10,000,000, i. e., carrying on existing facilities and inaugurate 
services upon the Missouri River and the Illinois River with a total 
of $10,000,000 appropriation. 

I especially invite your attention to the results for last year for 
the entire corporation. During the year there was transported 1,871,843 
tons at an average revenue of $3.71 per ton, on which the expense 
of operation aggregated $3.51 a ton, or a total net income per ton 
during the year of 20 cents per ton. 

The net operating income during the year was $375,608.97, and 
this after absorbing a loss of $233,361.66 on the upper Mississippi 
division, and a loss of $95,410.96 on the Warrior division, and setting 
aside $450,000 for depreciation. The total coming into the hands of 
the corporation, including depreciation, was $868,218.41, over and 
above money necessary to operate the fleet. 

The total funds coming into the hands of the corporation during 
the calendar year 1928 are $11,729,851.77. The total disbursements 
for the fiscal year 1928 were $11,345,804.58, leaving a balance on 
June 30, 1928, of $384,027.19. 


Especial attention is invited to the fact that the losses on the 
Warrior division during 1927 were $208,822.55, which were reduced 
during the year to $95,410.96, and there was an actual net operating 
income on the Warrior River, including the Warrior River Terminal 
Co., for November of approximately $6,000. The expense per ton of the 
consolidated waterway movement for 1927 was $3.83 per ton, which 
was, however, reduced to $3.51 per ton for 1928, or a reduction in the 
cost of operation of 32 cents per ton. The operations can be sum- 
marized as follows: 

The corporation carried more tonnage during the year 1928 than 
ever before in its existence at a less average revenue per ton, and at 
such a = reduced as expense per ton that the net op- 
erating income per ton increased 22 cents. 

The pressing and immediate necessities are the creation of more 
floating equipment upon the Mississippi and the Warrior Rivers and 
the development or improvement of terminal facilities which will en- 
able us to reduce the operating costs. The $2,500,000 to be made im- 
mediately available will probably all go into new floating equipment 
and the $1,500,000 to be made available the ist of July, 1929, will also 
go to making available new equipment for the three existing divisions, 
in addition to terminal developments which experience has proven to 
be necessary. 


SHIPPING CHARGES 
The board of engineers for rivers and harbors of the War 
Department, and the bureau of operations of the Shipping 
Board have issued a report on shipping charges at United 
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States and foreign ports. The report gives data pertaining to 
consular services and charges applicable to vessels, freight and 
passengers, with information respecting passports and foreign 
currency. In explanation of the report, the government de- 
partments said: 


There has arisen a demand for information with respect to consular 
services and charges affecting vessels, freight and passengers moving 
between the United States and foreign countries and this pamphlet 
has been compiled to meet this need. It is published as No. 2 of 
a miscellaneous series of reports to be issued from time to time 
which will present authentic data covering various subjects pertinent 
to the movements of American products in national and international 
trade. This report was made possible through the cordial cooperation 
of the State Department, which secured from the chiefs of foreign 
missions stationed at Washington, especially for use in this volume, 
the data regarding the consular fees to be collected by the officers 
of foreign governments at American ports. This information should 
be of much value to shippers, as it has not heretofore been available 
in published form. 

In addition to this information, the pamphlet contains data with 
respect to monetary systems und current exchange rates needed to 


reduce certain of the charges to their equivalents in United States 
currency, and also information respecting passports and passport 
visas. 


OVERSEAS FREIGHT RATES 


The Traffic World New York Bureau 


The market for full cargo vessels has continued strong 
though inactive during the week. A survey of charter market 
conditions shows a shortage of vessels for immediate loading 
and only a limited number of ships sailing for this side with 
full cargoes, with the result that shippers are being forced to 
meet the figures of shipowners despite the absence of any large 
volume of business. No surplus of tonnage is indicated for 
the next several weeks. Shippers generally do not seem to be 
inclined to pay the rates demanded by shipowners, but find 
themselves compelled to accept the prevailing quotations when 
it is necessary for them to cover their requirements. 

The grain trade has been dull, with only a few fixtures. 
The average of rates is 14-14%c from North Atlantic ports 
to Antwerp-Rotterdam, 18%-19c to the Mediterranean, with one 
cent additional from St. John and four cents additional from 
the Gulf. Inactivity has marked the week’s coal trade. Shippers 
are offering $3.85 a ton from Hampton Roads to the River 
Plate and $2.50 a ton to West Italy, but without attracting 
shipowners, who are holding their vessels for higher figures. 

The sugar trade has been firm, with several fixtures from 
Cuba to the United Kingdom at 20s 6d for medium size steamers, 
and 22s per ton for smaller ships from San Domingo. Strength 





in the Gulf lumber trade has been shown by the fixture of a . 


vessel to Bahia Blanka at $16.75 a 1,000 feet. The time charter 
market has also been strong, due more to the absence of avail- 
able vessels than to any increase in demand. 


The recent increased activity in commodity markets, par- 
ticularly corn and wheat, is generally regarded as an indication 
of renewed demand in the full cargo markets. 

Ocean cotton rates from Texas ports to Bremen and 
Hamburg have been reduced from 5lc to 46c per 100 pounds 
for first class steamers, the same rate as was effective prior 
to January 1. The cut came as the result of one cotton shipper 
booking a large quantity of cotton aboard a steamer which 
had not advanced its rate, but maintained the old rate of 46c. 
In announcing the 5c reduction, steamship agents declared 
that this would be effective through February 15, but it is 
understood that negotiations are now going on to extend the 
rate through June. So far no move has been made to reduce the 
rates to French and Mediterranean ports, which were raised 
at the same time the Bremen-Hamburg increase was ordered 
in effect. 

The rate on cotton from Gulf ports to Havre, Antwerp, 
Dunkirk and Ghent has been renewed on the basis of 50c per 
100 pounds on second class ships. 

The Consul General of El Salvador has advised the Mer- 
chants Association that, in accordance with a new regulation 
of the Salvadorean Ministry of Finance’ every person acting 
as traveling agent of foreign manufacturers and industrial or 
commercial concerns, wishing to have his capacity recognized 
by the Salvadorean customs authorities must present a certif- 
icate attesting his capacity, issued by competent public 
authority of the domicile of his principals and vised by the 
Consul of El Salvador. Samples without commercial value are 
exempted from customs and other customs house expense. 
Samples with commercial value will be exempted through the 
execution of a guarantee in the amount of duties plus 25 per 
cent. Such a guarantee is to assure the exportation of this 
merchandise within a maximum term of six months. Peddlers. 
and those who sell'direct to consumers will not be considered 
traveling agents and will be compelled to pay full duties on 
the merchandise they carry, plus 25 per cent. 

As a means of enforcing the recent order calling for pro- 
duction of missing bills of lading within a reasonable period 
after bond for later production has been given at time of enter- 
ing imports, Collector of Customs Philip Elting will hereafter 
refuse to accept future surety from those bonding companies 
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and individuals failing to furnish the documents. Thig TeVealed 
in notices sent from the custom house to delinquents, 

Under the collector's plan for better protecting himse 
against liability for releasing imports without bills of | 
notices will be sent to surety and principal on all bondg 
days after they are given. If the missing document ig 
supplied within another ten days further bonds wil] Dot be 
accepted from the offending persons until the one Outstanding 
is satisfied. It will be discretionary with customs officials 
whether a time extension is followed when there are exteny, 
ating circumstances. 

The new order is intended to bring about early Cancellation 
of the thousands of bonds given every year. In the past, it ig 
said, little effort has been made to furnish documents and 
questions as to ownership of released shipments have arisen 
after considerable time. Bonding companies and brokers ay 
reported to have accepted the plan following a conference of 
representatives with customs officials. 


MARINE CONFERENCE 


The national conference on the merchant marine that wij 
be held in Washington January 23 under the auspices of the 
Shipping Board, will be the second conference of the kind the 
first having been held in January, 1928. 

“The first national conference, held under Shipping Boar 
auspices just a year ago,” says the board, “resulted in such 
marked benefits to American shipping that a second meeting 
was determined upon some time ago in order to discuss 4 
number of maritime questions of major importance, several of 
which have arisen during the past few months. 

“It is expected that the conference will be attended by 
leading American shipowners, operators, ‘designers, builders 
ship material producers, representatives of trade associations, 
marine labor leaders, and by delegates from other national or. 
ganizations interested in ships and water-borne commerce.” 

Continuing, the board says: 


The conference agenda, approved by the Shipping Boar ti 
a large number of problems, old and new, whick a a on ie 
insistently for solution if the development of the merchant marine {s 
to follow the lines laid down by Congress. Among the matters which 
will engage the attention of the delegates is the difference between 
shipbuilding costs here and abroad; methods of securing more patron- 
age for American ships; the advisability of enacting an ‘“anti-poach- 
ing act’’ to prevent foreign —_— from encroaching on our direct trade 
with other nations; the possibility of securing lower rates through 
the Panama Canal; a discussion as to the advisability of extending 
the protective coastwise laws to the Philippine Islands; the wiping 
out of operating differentials which now handicap American cargo 
ships; disposition of 400 surplus vessels which the government still 
holds in its laid-up fleet; questions relating to safety of life at sea, 
in connection with the approaching international conference on this 
subject, to be held in London next April; the securing of more equit- 
able insurance rates for American ships, and the Americanization of 
crews on American merchantmen. 

Committees handling these various subjects will report the results 
of their deliberations to the conference, which is expected to remain 
in session for several days, Failure of any committee to reach defin- 
ite conclusions, or failure of the conference to adopt any committee's 
report, will be considered as unfinished business, to be taken up for 
further consideration at the next national conference. 

The outstanding subject of discussion will undoubtedly be the 
prevailing high costs of ship construction in American yards, com- 
pared with shipbuilding costs abroad. This is a problem which must 
be solved in some way if the merchant marine act of 1928, providing 
aids for American-built ships, is to prové effective in stimulating the 
growth and prosperity of privately-owned American shipping. Three 
basic elements are involved—the cost of labor, the cost of material, 
and the cost of overhead. The problem is to reduce these costs with- 
out lowering the American standard of living, or without seeking to 
have foreign materials admitted free of duty, to the detriment of 
American producers and manufacturers. The conference will probably 
investigate the possibility of reducing the differential by securing 
naval work for private yards; by having American yards specialize in 
particular types of ships; by the application, wherever possible, of 
mass-production methods; by standardization of procedure; and by 
such other reforms in business practice as may tend to simplify and 
expedite the work. 

The Shipping Board is of the opinion, as indicated in a recent 
resolution forwarded to the United States Senate, that contracts for 
the construction of naval vessels should property be made with private 
American shipyards, rather than to have the work assigned to yards 
operated by the government. With the increased business that sucli 
a policy would afford, the private American yards would be able to 
distribute their overhead costs between work for the Navy and work 
for the merchant marine, both of which are vital and inseparable 
parts of the nation’s first line of defense. 

The various items on the agenda will be discussed by some Of 
the leading shipping specialists of the country. Following is a com- 
plete list of the subjects to which consideration will be given: 

Reduction of differential between shipbuilding costs here and 
abroad; methods of increasing patronage for American ships; dis- 
criminating duties in indirect trade; extension of coastwise laws .to 
the Philippines; mail contracts; government aid to American cargo 
ships; Panama Canal tolls; marine insurance; disposition of the 
government’s laid-up fleet; establishment of foreign trade zones in 
ports of the United States; Americanization of crews; merchant 
marine naval reserve; safety of life at sea; load line legislation, and 
marine engineering progress and research. 


SHIPBUILDING SHOWS INCREASE 
The Trafic World New York Bureau 
The volume of merchant vessels under construction through- 


out the world on January 1, according to figures based on the 
quarter ended December 31, amounted to 2,616,001 gross tons, 
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‘ over previous quarter's 2,521,242 tons. The figures 

oe: Dede public by Lloyd’s Register of shipping. 
wae increase was due solely to a gain of 153,000 tons re- 
rted by Great Britain and Ireland, which had 1,242,794 tons 
2 work on hand at the first of the year, whereas the rest of 
~ world combined dropped from 1,367,010 tons at the end of 
september to 1,327,258 tons at the end of December. The 
United States now is constructing 2 per cent of the world’s 
output, having fallen from 64,572 tons in the September quarter 

to 47,949 tons at the end of December. : 

A year ago the total world shipbuilding was 3,118,000 gross 

tons, of which 1,580,000 were being constructed in Great Britain 
and Ireland, 97,000 tons in the United States, and 1,441,006 
in the other maritime countries combined. 
The volume of new tonnage of steamers and motor ships 
on which work was begun during the quarter ended December 
3] was nearly 200,000 gross tons greater than that started dur- 
ing the previous quarter. On the other hand, work being 
pushed toward completion through launchings showed a de- 
crease of more than 300,000 gross tons. And for the December 
quarter the contrast between launchings and new work begun 
showed replacements of 171,000 tons in excess of the shipping 
gent down the ways, whereas launchings aggregated 325,000 
tons more than new work during the September quarter. 

The reversal of conditions is shown by Lloyd’s in the fol- 
lowing tables of gross tonnage covering the last two quarters: 


tons 


Dec. Sept. 

Launchings a1, 192% 30, 1928 
Great Britain and Ireland........6.-seeeee cece eee 248,045 487,162 
Other DD scene 006 60C0ss 0d 00065 0ad 06s eee 424,334 
EE MOD hoes 6 cd 43.0 Gb. dba cee se+¥ esse 1c $11,496 
New Work Pan cas , 
Great Britain and Ireland............s...cececees 130,338 243,986 
EEE, swig Cass chadcocnbtcnndendresciceeuee 241,714 
SE ec acacsavaude te eeedoene sd eh wee 673,487 485,700 


With exception of Great Britain and Ireland, a decrease in 
the building of tankers is shown. A year ago, 744,568 gross 
tons of these types of vessels were under way throughout the 
world, as compared with 416,787 gross tons at the end of last 
September and only 361,972 tons at the end of 1928. The pres- 
ent total for the United States is only 1,800 tons. 





AMERICAN SHIP COMPETITION 


The Traffic World New York Burvan 


Prospective inroads for foreign steamship lines into trades 
which ordinarily are served by American steamship lines was 
the subject of discussion at a special meeting of the American 
Steamship Owners’ Association in New York last week. The 
shipowners are aroused and will seek legislation to give pro- 
tection to service of American flag ships. A plan for a definite 
recommendation for new legislation will be formulated by a 
committee of Atlantic and Pacific coast officials. This plan will 
be submitted to Congress at the present session. 

This step is an outgrowth of the Cunard Line’s entry into 
the New York-Havana service (see Traffic World, January 5, 
p. 40; January 12, p. 94). 

The seriousness with which the American Steamship Own- 
ers’ Association views the present situation can be seen from 
the names of those who have been appointed to the committee. 
It is headed by Franklin D. Mooney, president of the Atlantic 
Gulf and West Indies Steamship Company, operators of the Ward 
Line. The other men on the committee follow: Frank C. Mun- 
son, president of the Munson Steamship Line; Victor M. Cutter, 
president of the United Fruit Company; Charles H. Reach, vice- 
president of the Red “D” Line; Robert L. Hague, president of 
the Standard Shipping Company, agents for Standard Oil ves- 
sels; Stanley Dollar, of the Dollar Lines; Roger D. Lapham, 
president of the American Hawaiian Line; Ernest M. Bull, presi- 
dent of the Bull Line, and Emment J. McCormack, vice-president 
of Moore & McCormack; Gale H. Carter, president of the Grace 
Line; H. W. Warley, Bethlehem Steel Company offiical in charge 
of that company’s ships; H. B. Walker, president of the American 
Steamship Owners’ Association, and Ira A. Campbell, general 
counsel for the association. 

The American Steamship Owners also appointed a com- 
mittee to submit recommendations to the association in connec- 
tion with the second National Merchant Marine Convention, 
which will open in Washington, January 23. This convention 
will take up all problems confronting the American Merchant 
Marine to date, and it is certain that the question of foreign 
competition against established American lines will be one of the 
chief topics of discussion. 

In addition to those named on the above committee those 
on the convention committee include Edgar F. Luckenbach, 
President of the Luckenbach; J. D. Tomlinson, vice president 
of the American-Hawaiian; G. S. Hinkins, general manager of 
the Dollar Lines; Robert Hand, Standard Shipping Company; 
Clifford D. Mallory, president of C. D. Mallory, and M. C. 
O’Hearn, United Fruit Company. 
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Meanwhile, the Cunard Line is going ahead with its plans 
to sail the Caronia throughout the winter season as scheduled 
and shows no indications of reducing rates to meet the 35 per 
cent differential quoted by the Ward and United Fruit Lines. 

Harold P. Borer, passenger traffic manager of the Cunard 
Line expressed himself as delighted with the Cunard’s recep- 
tion in Cuba and said that high government officials urged 
him to consider running a line from Europe to Havana next 
year. They also expressed the hope that his company would 
place two vessels in the New York-Havana run next winter, 
he said. 

R. Stanley Dollar who is now in the east, has been dis- 
cussing with the Shipping Board and Post Office Department 
definite plans for the construction of two six hundred foot 
passenger and cargo liners in excess of 21 knots, a third vessel 
will be built later. No decision has yet been reached on the 
type of proportion. Mr. Dollar said that the President Johnson, 
formerly the Manchuria, is due in New York about January 
20th, after reconditioning at Newport News, to take her place 
in the Dollar Line schedule. The Mongolia is to be taken over 
later from the Panama Pacific Line. Contracts for recondition- 
ing the Mt. Clay have not yet been awarded, Mr. Dollar said. 

The possibility of the United States Shipping Board ex- 
tending its drive against foreign vessels to the United States- 
West African trade was seen as a result of the Trans-Atlantic 
West African Line’s entry into this run. The line was recently 
formed by Swedish interests to operate Swedish vessels in 
what is regarded by many as direct competition with the 
American West African service which the government recently 
sold to the Barber Line. 

The Australic, first of the new Swedish line’s fleet to enter 
service, is scheduled to sail on her first voyage from New York 
on January 26. She will be followed, it is understood, by fast 
Swedish motor ships, which will maintain monthly sailings. 
In connection with her departure from New York she will sail 
one day after the West Kedron of the American West African 
Line. 

Inasmuch as the Swedish service was only formed after 
the Shipping Board had sold its service to the Barber Line 
interests, several members of the board are said to regard their 
entry as being directed against the American vessels and de- 
clared as far back as last October that they would be ready to 
oppose the foreign lines. 

The Trans-Atlantic West African Line is a subsidiary of 
the Trans-Atlantic Steamship Company of Gothenburg, which 
owns a fleet of twenty steamships and eight motor-ships made 
up of passenger and cargo vessels operating services from 
Sweden, Norway and Denmark to South Africa, Australia, 
Sunda Islands, Persian Gulf, United States Atlantic and Pacific 
ports and the Philippines. 

Gunnar Carlsson, managing director of the Swedish com- 
pany, completed arrangements for the establishment of the 
West African Line last November and appointed A. L. Burbank 
as American agents for the line. Mr. Burbank is well known 
in the African trade, having formerly served as vice president 
of A. H. Bull & Co., when the latter operated the American 
West African Line for the Shipping Board. Following the sale 
of this service to the Barber Line interests, he resigned and 
opened his own offices. 

Permission to cancel the existing agreement between the 
McCormick Steamship Co. and members of the River Plate 
and Brazil conference has been given by the Shipping Board. 
The cancellation, the board’s statement said, is proposed because 
of competitive conditions in the trade from Pacific Coast ports 
to South America, which necessitate changing to rates without 
notice by the McCormick Steamship Company to meet com- 
petition of foreign flag vessels operating in the same trade. 


BIDS FOR TRANS-ATLANTIC SHIPS 


The Trafic World Washington Bureau 


Eight offers for purchase of the vessels operated in the 
trans-Atlantic passenger service and combination passenger- 
cargo service by the United States Lines and the American 
Merchant Lines were received by the Shipping Board January 15. 

“The Shipping Board,” said Chairman O’Connor, comment- 
ing on the offers, “has at all times and under all legislation been 
eager to get the government out of the business of operating 
ships as soon as possible, whenever that can be done on a basis 
that will secure a permanent merchant marine under the Ameri- 
can flag. In view of the provisions of the Jones-White act, 
private operators are deeeply interested in the purchase of our 
passenger ships and the board is greatly gratified to see this 
interest evidenced by the bids.” 

The highest bid was submitted by Joseph E. Sheedy, for- 
merly of the Fleet Corporation, on behalf of P. W. Chapman & 
Company, Inc., of New York. This offer is for purchase of all 
the vessels of the United States Lines and the American Mer- 
chant Lines for $16,082,000, plus $218,000 for leaseholds of the 
two lines. The bidder offers to construct ships to equip the 
United States Lines with modern vessels. 
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J. H. Winchester & Company, Inec., the managing operator of 

the American Merchant Lines, and Gibbs Brothers, Inc., of New 
York, offer to buy the present ships of the two lines, except 
the President Harding and the President. Roosevelt, for $10,- 
000,000. This offer includes $25,000 each for the Mount Vernon 
and the Monticello, with agreement to recondition the two ships. 
The offer also embraces plans for construction of new ships 
and the supplementing of the ocean liner service with ship-to- 
shore airplane service and with trans-Atlantic dirigibles. 

J. H. Winchester & Company, in an alternate proposal, 
offers to buy the five passenger-cargo vessels of the American 
Merchant Lines for $605,000 each, or a total of $3,025,000, for 
operation over the present route between New York and London. 

By P. A. S. Franklin, its president, the American Line 
Steamship Corporation offers $6,000,000 for the Leviathan, the 
George Washington, the America, the Republic, the President 
Harding and the President Roosevelt, all the vessels of the 
United States Lines, and contemplates the construction of two 
new vessels. 

On behalf of the American Line Steamship Company, Mr. 
Franklin offers $300,000 each for the ships of the American 
Merchant Lines. 

The Export Steamship Corporation, by Henry Herbermann, 
president, offers $812,000 each for the President Harding and 
the President Roosevelt, to be operated between New York and 
Mediterranean ports. 

Under the proposal for establishment of service between 
the west coast of the United States and European ports, the 
Dollar Steamship Company offers $505,000 each for the vessels 
of the American Merchant Lines, a total of $2;525,000. The com- 
pany makes the same offer for purchase of the same ships for 
operation from Atlantic ports. 

The Roosevelt Steamship Company offers $455,000 each for 
the vessels of the American Merchant Lines, a total of $2,275,000, 
the service of the lines to be continued over the present route. 

The offers contemplate the making of loans for the con- 
struction of new ships as provided in the Jones-White act, as 
well as the awarding of ocean mail contracts under that act. 
The board took the bids under consideration. 

Mr. Sheedy, who represents P. W. Chapman & Company, 
Inc., high bidder for the United States Lines and American 
Merchant Lines’ vessels, conferred with Senator Jones, chair- 
man of the Senate commerce committee, and Senator Fletcher, 
ranking Democratic member of the same committee, as well as 
Chairman White, of the House committee, on merchant marine 
and fisheries, for the purpose, it was understood, of explaining 
the offer of the Chapman company. There have been rumors 
that the Shipping Board may be called before one of the con- 
gressional committees in connection with the proposed sale of 
the lines but nothing definite as yet has developed. Senator 
Fletcher takes the position that the vessels should not be sold 
but that they should continue to be operated by the government. 


MONEY FOR SHIPPING BOARD 


The Traffic World Washington Bureau 


An appropriation of $11,494,000 for the Shipping Board and 
Merchant Fleet Corporation for the fiscal year ending June 30, 
1930, is recommended by the House committee on appropriations 
in the independent offices appropriation bill reported to the 
House January 16. This is $2,194,750 less than the appropria- 
tion for the current fiscal year, but $1,500,000 more than the 
estimate of the Bureau of the Budget for the fiscal year 1930. 
The $1,500,000 is for putting ships in the export coal trade. 

In that part of its report dealing with the Shipping Board, 
the committee referred to a requirement in the appropriation 
act of last year that salaries of Fleet Corporation employes on 
permanent detail to the Shipping Board be estimated for under 
the Shipping Board. The board brought to the attention of the 
committee, according to the report, that civil service require- 
ments that were applicable to employes of the board would 
cause wholesale dismissals of the class of employes in question 
and would disrupt the work of the board. Permission was 
asked for the board to make the changes necessary gradually 
over a term of years, and the committee recommended that 
that be granted, conditioned on the requirement that the trans- 
fer be accomplished in not more than five years. 

With respect to the Fleet Corporation, the committee said: 


Originally the board had 45 main cargo lines, 7 passenger lines, 
with 91 ng operators or charterers. The ship lines were after- 
wards reduc through consolidation or abandonment to 37 in num- 


ber. Up until 1924 only one of the board’s established lines had been 
sold to private interests. 
To date 17 lines have been sold, consisting of 134 vessels, and these 


lines are now in operation under private American ownership. The 
board has sold in addition, up to December 31, 1928, 1,045 individual 
vessels, totaling 5,112,743 tons, as well as 489 ships for scrapping, 
totaling 2,024,710 tons. The aggregate totals of ships sold amount 
IR a. peg in cargo ships agape oo dead-weight tons and 
282, oss tons for passenger vessels, with aggregate sales prices 
of $252,756,615.05. oe . 
The board now has 21 ship. lines, which involve about 250 active 
vessels. It has 405 ships in inactive status, including 9 vessels un- 
dergoing dieselization and 11 in “spot’’ status, with 385 in lay up. 
Five lines were sold during the fiscal year 1928, including the three 
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remaining cargo services on the Pacific, thus disposing into privat 
American hands all of the board's lines in trans-lacific trade, The 
board has since sold 12 vessels which were in lay up on the Pacifi 
coast, thereby closing out all remaining cargo vessels and takin the 
board out of active operation and ownership on the coast, individ 
vessels sold during the 1928 for operation 
total 20. 


Since July 1, 1928, the board has sold the American Palmetto Lin 
and also two vessels to operate in a newly established cargo refriger. 
ator service between South Atlantic and United Kingdom and conti. 
nental European ports. 

From July 1, 1928, up to December 31, 1928, 
84 vessels, divided into 18 for restricted operation, 
operation, and 61 for scrapping. 

A tabular statement of vessels sold for restricted operations ag of 
December 31, 1928, may be found on page 413 of the hearings, 

While the operating deficit for the fiscal year ending June 30, 1998 
exceeded the deficit for the preceding year, it is less than that re! 
ported for other preceding years. There has been a decline ty the 
operating deficit of the Merchant Fleet Corporation from approxi. 
mately $43,000,000 for the fiscal year 1923 to approximately $16,300. 
000 for the fiscal year 1928. 7 

During the year ending July 30, 1926, the Shipping Board oper. 
ated an average of 262 vessels, carrying 9,596,614 tons of freight 
at an operating deficit of $19,606,608. During the year ending June 
30, 1927, an average of 301 vessels was Operated, carring 11,245,963 
tons of freight at an operating deficit of $15,926,412. During ‘the 
year ending June 30, 1928, an average of 270 vessels was operated 
carrying 9,818,484 tons of freight at an operating deficit of $16,279,369, 

From these figures, it will be noted that operations in the fiscal] 
year 1928, while not as successful as in the preceding fiscal year 
were better than in the fiscal year 1926, about 220,000 more tons 9 
freight being carried with a reduction in operating deficit totaling 
approximately $3,300,000. 

The reduction in lay-up and other liquidation expenses which wag 
reported to this committee last year has been continued, and for this 
reason the request for appropriation for this purpose for the fiscal 
year 1930 amounts to but $2,100,000 compared with $2,225,000 appro- 
priated for the current fiscal year, and $3,000,000 appropriated for 
the fiscal year 1927. 

Liquidation expenses in the fiscal year 1927 were $2,902,000, and in 
the fiscal year 1928 were $2,211,000. Liquidation expense includes 
the cost of maintaining the laid-up fleet, a = of the general ad- 
ministrative expense of the Merchant Fleet Corporation, and certain 
items of revenue and expense incident to the liquidation of physica] 
properties. 

Vessel operation: A complete table of lines and vessels operated 
by the Fleet Corporation, showing costs of operation, cargoes carried, 
and profit or loss for each line may be found on page 437 of the 
hearings. 

Construction 


fiscal year unrestricted 


the board hag go 
15 for unrestricg 


Results of the .recent legislation by 
Congress which liberalized administration of the construction loan 
fund, increased mail subvention, and extended government marine 
insurance are very encouraging, not only in giving additional agsur- 
ance of permanency to the lines already sold but by way of stimu- 
lating future sales of government-owned lines. This legistation has 
already resulted in mail contracts which carry with them definite ob- 
ligations for the steamship owners to build within 10 years a minimum 
of 35 new vessels, or approximately 100,000 gross tons in American 
shipyards under the American flag, and most of this tonnage is to be 
constructed in the first five years. 


loan fund: 





As at November 30, 1928, the construction loan fund stood as 
follows: 
Ne er er $91,126,782.13 
"TOCR) LOGE TIRES cocecccccccccccesivevecenes $18,629,500.00 
REPAYMENIS ON IOANG cocccccccccccrcvescevscer 2,260,162.01 
OCutetanGineg WAIGMOS CF WARS .c.cccccccvccicccccvccccscsess 16,369,387.99 
AGVANCES CO GIGHOHEBACION TUNG .ccoccccvccevcccccccceseses 6,000,000.00 

i SE. ncn senadal Ra estane see maa eb aew oan $68,757,444.14 

Reconditioning vessels for carrying coal: The committee has added 


$1,500,000 to the Fleet Corporation appropriation to be used for re- 
conditioning and operating ships for carrying coal to foreign rts, 
and has reappopriated the unexpended balance of the appropriation 
of $1,000,000 for this purpose for 1929. Only two voyages in the 
coal-carrying trade had been begun at the time of the hearings, 
neither of which was complete. A statement of the estimated ex- 
penses and operating losses as presented to the committee follows: 

Estimate of Expenses to Be Incurred in Coal Trade for Fiscal Year 


Ending June 30, 1929 


Reconditioning expense: 
Wacosta 
Arizpa 

Bonnybrook 
. Delanson 
I caida gs 91k a: SE SAGA BRD ARMS REDW Re a6 we IRAE 
. Gateway City 


Total 
Loss in operation: 






CORREO EEE EEE HEHEHE HEE EEE HEHEHE EE HEH ED 


COOP Eeee HEHEHE HEHEHE EEE OHHH EEE EH EEE OED 


mane 


eeee renee 


nan tn tatn 
nin 


COCO eee EE HEHEHE EEE HEHEHE HEHEHE EHH EEE EH EES 


at $13,362.90, loss. .....cccccescccce $133,629.00 


10 voyages to Genoa 
4 voyages to Alexandria, at $17,627.24, loss............... 70,508.96 


OE ER aT Oe ON Rn ee rE SE RE $204,137.96 
Grand total estimated expenses..............ese.00, $603,136.84 


In testifying before the committee, General Dalton, vice- 
president and general manager of the Fleet Corporation, said 
that the total loss of the corporation’s freight ships in 1926 was 
$15,000,000; in 1927, $14,000,000; in 1928, $14,000,000; fiscal year 
1929, $12,000,000; and estimated loss for 1930, a little over 
$9,000,000. For the six passenger vessels of the United States 
Lines, he said the loss for the fiscal year 1926 was $1,496,795; 
for the fiscal year 1927, he said, there was a profit of $370,000; 
for the fiscal year 1928 a loss of $465,000; that for the fiscal 
year 1929 the budget showed a profit of $262,000, and that for 
the fiscal year 1930 the estimate was a profit of $570,000. 

Chairman O’Connor told the committee the board would 
not recondition the ex-German vessels, the Mount Vernon and 
the Monticello, because the cost would be too great. He said 
the board expected to sell them in their present condition. 
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2-7-8 A: This interesting summary showing the extent 
to which population, industry, and wealth are concen- 
trated in New England is presented in a survey by the 
Department of Commerce, just completed. The figures 
establish New England’s standing as a market for raw 
materials and the products of other sections; and as a pro- 
ducer of quality goods for the country and the world. 
The figures also show that of the country’s 24 leading 
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manufactures, New England, in the most recent 11 years 
covered by this survey, scored an advance in 7 lines greater 
than the advance in the country as a whole; and in18, New 
England industries more than doubled their production. 
Mr. Hoover once remarked that one could look with confidence on New 


England’s future; and New England and New Englanders can point 
to this record as justifying Mr. Hoover's belief. 


x * 


The Strength of New England 
in Diversification 
In all, New England has 217 different lines of industrial 
activity .. . In 11 lines of manufacture aggregating 
$1,000,000,000 per year, New England is producing 50% 
to 75% of the output in the country, and in 22 others 
amounting to approximately $2,000,000,000 per year, 
New England produces 25% to 50% of the country’s 
needs. 
x * 


Traffic in New England 
70,000,000 tons of freight are handled yearly in and out 
of New England, and almost 2,000,000 loaded cars are 
moved. Its railroads must be organized to the highest 
peak of efficiency to cope with the problems of short 
hauls to a concentrated population. New England’s rail- 
roads in recent years have been building up a record of 
speed and regularity in service; among these New Eng- 
land carriers the Boston and Maine, with a $55,000,000 
improvement program in the last three years, has been 
the leader. 
x & 


A Wew New England— 
A Wew Boston and Maine 


Today, a new New England is alert to increase its indus- 
trial contributions to the rest of the country, under the 
leadership of the New England Council . . . and a mew 
Boston and Maine Railroad — new almost from end to 
end—is alert to help its shippers and itself to get bet- 
ter results than ever before. 
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N the threshold of our 100th birthday, we Minute Man Service 


present a mew Boston and Maine Railroad. _ is a great, swift-clicking mechanism. Modern rail- 


Equipped for, and rendering, faster service and better road improvements have been made part of it— 


service— new in plant—new in spirit of service. hours and days have been cut from former freight 
Planned to meet problems of the future, it is estab- schedules to and from New England. It brings 


lishing new records in anticipating and solving the speed in service to meet the shippers’ present-day 
& pating e P Ppefs p 
problems of today. problems in merchandising and distribution. 
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Motor Truck Service 


; mies .| A letter from the General Traffic Manager 
has been made an integral part of Minute Man Service. 171 of a world-famous Company and President 
motor trucks, co-ordinating in schedule with fast freight of one of the country’s largest Traffic Clubs. 
trains, traveling in and out of Boston, Lawrence and six other December 14, 1928. 

ized New England points, are expediting the dail From the past year’s observation of the 
centralize 6 P ‘ P 8 y BOSTON & MAINE frain operation, we 
delivery of L. C. L. shipments by 24 to 48 hours. This service note a marked improvement in and short- 


ening of schedules, from a few hours to an 
entire day saving in transit time. In these 
and Maine organization. days of short inventories and hand to mouth 
buying, transit service is as important a 
factor as the measure of the rate. 


is extended to 189 stations in New England under the Boston 


ie We commend the BOSTON & MAINE 

RAILROAD and its executives on what they 

Two Big ‘‘Speed”’ Yards are doing for the New England shippers 

located on their Line. With the establish- 

at Boston and Mechanicville, N. Y., constitute still another ment of auxiliary truck service, and addi- 

, ' «; a ‘ , tional off-line cars, the Central West and 

new factor in our time-saving facilities. With their up-to-the- points beyond are brought one, two, and 
minute car retarder equipment they are marvels of prompt three days nearer to New England. 


ae ° Very trul > 
classification, speedy distribution, and of controlled handling en 





which minimizes damage to freight. 


~x~ *«* * 


Vew Boston and Maine— 
New Big Power Vew New England 


Establishes ‘‘On Time’’ Records . ; 
The zew Boston and Maine is going for- 


Twenty super locomotives purchased recently now pull 100) 1g band in hand with the new New 
cat freights on the “B & M” across Massachusetts and into 5, gland. The spirit that has modernized 
Maine and New Hampshire at almost express speed; cutting 


hours from former schedules and day after day arriving ahead 


this railroad is abroad in a// New 


England—it is at once a spirit of co- 


of time. Ten husky switching engines, also lately put into operation—a spirit of progress—a spirit 


service, and 308 other freight locomotives kept at new peaks ot nian 
of efficiency, establish new records in hastening freight to its 
destination 
~ * x * 
_—— * 


The Historic Hoosac Tunnel 





electrified for 15 years and now enlarged to accommodate the 
biggest freight cars, has further contributed to faster traffic 








movement. Built originally at a cost of $18,000,000, the 
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est grade, and on the shortest line across the Berkshires be- ce, | RaiLROAD 


“OMAINE 


tunnel is the key to New England’s western gateway at low- 


} BOSTON 
come 





tween the Hudson River and Boston. 
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Andrew Furuseth appealed to the committee to exclude from. 


the appropriation any money for the maintenance of the board’s 
sea service bureau. 


With respect to operation of the United States Lines, Gen- 
eral Dalton told the committee that while that passenger service, 
considering all things, was getting its full share of patronage, 
the difficulty was that “we have an ill-balanced fieet.” He said 
the average yearly mail compensation of the Leviathan was 
about $695,000 and that “if we had two vessels to sail with the 
Leviathan that could give us a weekly sailing from New York, 
each vessel would draw the same amount of mail as the Levia- 
than.” As it was, he continued, “we can not get certain classes 
of passengers; neither can we get the mail, because we can not 
maintain regular scheduled sailings.” 

General Dalton said that whether the United States Lines 
remained under government operation or whether they passed to 
private operation, they could never hold their place in the North 
Atlantic until new, suitable, modern and up-to-date ships that 
could compete with modern foreign ships were provided for. He 
said there should be laid down immediately the keels of two 
thirty-five to forty thousand ton 24-26 knot modern liners. 

“This program could well be undertaken by the United States 
government, even if intended to be operated. by the United States 
Shipping Board, as a national enterprise,” said he, adding that 
national defense considerations entered into the matter. 

“The solution is to build ships,” he continued. “If private 
owners will not build the ships, the government should under- 
take an extensive, far-visioned shipbuilding program that will put 
our shipyards on their feet, give employment to the thousands of 
men in every industry that go to build ships, and when they are 
completed sell them on reasonable terms to private owners and 
operators, with adequate protection to their investment you have 
now only partly given them. Do not attempt to operate them as 
government units, only in so far as might be necessary to sup- 
plement and develop the present lines for private operation.” 

General Dalton told the committee that, with “certain con- 
solidations of lines, the putting into effect of the new managing 
operators’ agreements, and probably the sale of some of the 
present lines,” the Fleet Corporation could get through with the 
proposed reduction in the appropriation for operating losses. 

“If not, it will simply mean coming to Congress next year 
for a deficiency appropriation,” said he. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved the following agreements 
filed with it under section 15 of the shipping act: . 

Agreements made by the Nippon Yusen Kaisha with the Bull 
Insular Line and the Mallory Steamship Line covering shipments on 
through bills of lading from Japan to Tampa, Fla., and Porto Rican 
ports. The agreement with the Bill Insular Line covers shipments 
of rice and beans on through bills of lading from Japan to Porto 
Rican ports via New York, the through rate being a combination of 
the Nippon conference rate from the Orient to New York together 
with actual cost of lighterage in New York, the Bull Lines local rate 
to the Porto Rican destination and the customs export entry in 
New York. The agreement with the Mallory Steamship Lines covers 
shipments, on through bills of lading, of rice from Hong Kong to 
Tampa, Fla., via New York. Through rate on these shipments will 
be a combination of the Nippon Conference rate from the Orient to 
New York together with the actual cost of lighterage in New York, 
the Mallory Line’s special import tariff rate to Tampa, Florida, and 
the customs export entry in New York. 


WATER LINES AND GUARANTY 


The House committee on interstate and foreign commerce 
ordered a favorable report, January 17, on a bill under which 
the Merchants & Miners Transportation Company may press 
a claim for payment of money from the government under sec- 
tion 209 of the transportation act, the guaranty section of that 
act covering the six months after the end of federal control. 
Enactment of such legislation has been sought for several years. 


HEARING ON SECTION 10 FINES 


The House committee on interstate and foreign commerce 
will hold a hearing Tuesday, January 22, on H. R. 15971, the 
bill introduced by Chairman Parker, of the committee, to give 
effect to the Commission’s recommendation in its annual report 
that section 10 of the interstate commerce act be amended to 
provide for minimum fines of $500 for violations of the provi- 
sions of the section. The law at present provides for a maxi- 
mum fine of $5,000, but no minimum. 


CONGRESS AND TRANSPORTATION 


Suggestion that the work of the special session of Congress 
that it is expected will be called after Herbert Hoover takes 
office as President March 4 be limited to farm relief and tariff 
legislation is opposed by Represéntative Newton, of Minnesota, 
who takes the position that inland waterway development 
should be on the legislative program as a part of the farm 
relief program. He says that Mr. Hoover included waterway 
development in the program for relief of the farmer and that 
there should be no restriction on the work of Congress in the 
special session: :-- - A am car ay 

As has been indicated heretofore, the outlook for action 
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by Congress at this session on railroad consolidation ang 
vehicle: regulation legislation is not favorable, but it ig believeg 
that these subjects may be considered in the specia] Session, 



























































BIG ROAD FIGURES 
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Large Class I steam railroads in the eleven months ended 
with November, 1928, had net railway operating income c 
$941,909,210, as compared with $888,881,164 for the correspond. 
ing period of 1927, according to the monthly statement o) 
operating revenues and operating expenses of roads with annual c 
opefating revenues above $25,000,000 prepared by the buregy of 
statistics of the Commission. For November, 1928, the net was ¢ 
$97,669,439, and for November, 1927, $78,230,284. 
Operating revenues, operating expenses, net railway Oper } 
ating income and operating ratio, of the individual lines, Were 
set forth as follows: I 
For November, 1928 and 1927 ( 
Net Oper. 
railway ating 
Operating Operating operating ratio t 
revenues expenses income % Cen } 
Total—Roads Reported— 
1928 $457,231,128 $322,941,504 $97,669,439 10.6 
1927 436,176,722 323,340,043 78,230,284 141 ¢ 
New England Region: ; 
Boston & Maine— 
1928 6,521,908 4,871,832 * 968,157 14.7 ( 
1927 6,217,241 5,696,585 *125,607 916 
New York, New Haven & Hartford— : 
1928 12,260,177 7,485,805 3,418,062 61.1 ( 
1927 11,997,827 8,259,872 2,448,301 68.8 
Great Lakes Region: f 
Delaware & Hudson— 1 
1928 3,689,785 2,794,136 571,295 75.7 
1927 3,528,569 3,002,342 445,998 851 
Delaware, Lackawanna & Western— ( 
1928 7,276,021 4,825,109 1,851,134 66.3 
1927 7,073,305 4,887,243 1,540,429 69 
Erie (including Chicago & Erie)— f 
1928 10,913,570 8,180,372 1,789,972 7.0 
1927 9,787,253 8,338,960 652,311 85.2 
Lehigh Valley— T 
1928 6,524,900 4,547,240 1,367,993 69.7 
1927 6,060,544 4,903,881 674,866 80.9 
Michigan Central— Sout 
1928 7,537,450 5,204,064 1,720,232 69.0 ( 
1927 6,787,944 4,761,996 1,470,429 70.2 
New York Central (including Boston & Albany)— 
1928 31,759,903 25,334,029 4,413,028 79.8 1 
1927 29,805,094 24,830,615 3,108,245 83.3 
New York, Chicago & St. Iouis— 
1928 4,488,166 3,160,340 870,869 70.4 1 
1927 4,173,741 3,020,561 744,423 724 
Pere Marquette— ‘ 
1928 3,973,462 2,521,923 1,023,108 63.5 f 
1927 3,524,336 2,757,471 455,211 78.2 
Pittsburgh & Lake FErie— , 
1928 2,775,279 2,299,250 725,246 82.8 : 
1927 2,294,087 2,094,195 488,661 91.3 
Wabash— 
1928 5,864,705 4,326,196 977,753 73.8 | 
1927 5,242,069 4,059,287 691,027 TTA 
Central Eastern Region: ‘ 
Baltimore & Ohio— 
1928 21,249,885 14,616,702 5,119,256 68.8 Tota 
1927 18,927,350 15,003,872 2,737,183. . 793 
Central of New Jersey— 
1928 5,032,939 5,655,784 845,263 72.6 New 
1927 4,757,303 3,518,514 741,111 74.0 5 j 
Chicago & Eastern Illinois— 
1928 2,191,082 1,580,994 326,445 72.2 
1927 2,123,989 1,735,662 188,072 81.7 1 
Cleveland, Cincinnati. Chicago & St. Louis— 
1928 7,504,570 5,751,641 1,401,350 76.6 
1927 7,143,396 5,632,052 986,621. 788 Gres 
Elgin, Joliet & Eastern— , 
1928 1,952,590 1,352,300 366,464 69.3 
1927 1,739,771 1,377,119 103,859 79.2 
Long Island— 
1928 3,194,283 2,299,200 545,197 72.0 
. 1927 3,182,436 2,468,901 374,064 j7.6 
Pennsylvania— 
1928 57,013,034 41,540,200 11,453,755 72.9 
sc 1927 52,622,554 40,245,808 8,245,679 76.5 
Reading— ‘ 
1928 8,198,380 6,090,843 1,876,980 74.3 
1927 7,651,805 5,672,714 1,664,358 74.1 
Pocahontas Region: 
Chesapeake & Ohio— 
1928 10,838,891 7,161,008 2,902,827 66.1 
1927 9,735,313 7,193,001 1,977,966 73.9 
Norfolk & Western— - 
1928 9,971,301 5,721,482 3,865,655 57.4 
1927 8,450,415 5,816,826 2,078,614 68.8 
Southern Region: 
Atlantic Coast Line— P 
1928 5,943,509 4,364,047 1,156,292 13.4 
1927 6,355,448 5,311,381 607,332 ° 83.6 
Central of Georgia— 
1928 2,149,364 1,563,778 481,829 728 
1927 2,118,664 1,643,523 370,879 77.6 
Illinois Central— 
1928 12,595,637 9,669,311 2,089,828 16.8 
1927 11,986,151 10,020,236 1,374,188 83.6 
Louisville & Nashville— 
1928 11,199,818 8,831,570 1,744,554 78.9 Cen 





1927 11,166,558 8,994,340 1,422,164 80.5 
Seaboard Air Line— 
1928 4,948,641 3,671,229 899,462 74.2 
1927 1,906,764 3,750,042 797,351 76.4 


"1928 12,255,830 8,198,081 3,160,529 - 66.9 
1927 12,186,141 8,235,400 2,916,583 67.8 
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THE TRAFFIC WORLD 





Net 
é railway 
Operating Operating operating 
revenues expenses income 
issippi Valley— 
yazoo & Mississippi, Valley 1,757,567 559,134 
1927 _2.555,898 2'065,581 337,093 
Region: 
Northwestern Western— 
Chicago & North yet 1,593,496 «9,615,049 963,348 
1927 11,676,716 gor 83876 1,079,531 
y , St. Paul & Pacific— 
Chicago, Milwauker, ot. 693,718 9,998,761 2,312,593 
1927 13,903,742 10,681,560 2'025,382 
ul, Minneapolis & Omaha— 
Chicago, St. Paul, ome p222,451 1,866,437 198,939 
1927 -2,128)252 1,808,052 118,015 
Great Northern— |. 13.358,965 ‘7,031,535 + —=—«5,004,070 
1927 12,224,036 | 6,688,303 4,454,103 
lis, St. Paul & Sault Ste. Marie— 
Minneapolis 1928 4,520,734 3,033,470 1,005,934 
1927 -4,334/093 3'022'250 787,613 
ific— 
Northern Pacifio~ 9. 9,241,296 5,469,149 3,230,235 
1927 9,225,518 5,224,995 3'375,533 
-Washington BR. R. & Navigation Co.— 
Oregon-Was 1928 2,492,492 1,792,790 248,966 
1927 2,681,848 1,733,420 598,542 
Central Western Region: k 
, Topeka & Santa Fe— 
Atchison, Topem@ 1928 17,884.377 11,295,017 _—«5, 735,282 
1927 18,592,239  10°842'968 6,075,871 
& Alton— 
Chicago 1928 2,277,280 ‘1,850,639 164,956 
1927 281,826 1'930,970 91,342 
, Burlington & Quincy— 
Culcago 1928 13,361,280 9,584,706 —«-2,407,613 
1927. 13,954,044 10,081,223 2) 450,842 
Rock Island & Pacific— 
Catenge, 1928 11,016,363 8,155,971 1,710,325 
crt! ogi.978,241 7'844.818 9°133°772 
& Rio Grande estern— 
eed 1928 3,044,957 —-2,001,086 816,351 
1927 3,130,577 2'149,092 747,360 
hort Line— 
Oregon 5 1928 3,517,083 2,054,855 —=«1,002,,416 
ae ct 3' 424,203 1/946,175 1'008,321 
hern Pacific Company— 
on 1928 18,804,652 13,418,383 3,523,243 
1927 17,911,339  13/118°010 3,408,336 
Pacific— 
amen 1928 10,722,334 6,377,563 3,108,543 
1927 10,158,552 6,187,141 2°656,045 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 
1928 2,718,147 1,525,288 904,644 
1927 3,080,881 1,870,832 900,669 
Missouri-Kansas-Texas Lines— 
1928 5,210,125 3,545,645 1,210,013 
1927 4,931,477 3,330,687 1,160,335 
Missouri Pacific— 
1928 11,357,620 8,397,120 1,865,089 
1927  10°771,050 8/224'588 1/794,149 
St. Louis-San Francisco— 
1928 6,893,871 4,798,583 1,698,229 
1927 6,794,493 4,710,522 1,799°139 
Texas & New Orleans— 
1928 6,280,156 4,652,824 1,059,156 
1927 6,228,009 4,568,676 1/137/772 
Texas & Pacific— 
1928 4,618,119 3,100,600 1,012,825 
1927 3,689,020 2'434,405 10,201 


For Eleven Months Ended With November, 1928 and 1927 


New England Region: 
Boston & Maine— 


Total—Roads Reported— 


1928 $4,872,866,884 $3,538,270,140 $941,909,210 
1927 4,920,275,818 3,641,649,549 888,881,164 


1928 70,336,843 52,650,926 11,893,954 

1927 71,595,109 55,238,567 10,346,946 
New York, New Haven & Hartford— 

928 126,007,382 86,625,747 26,435,408 

927 128,564,148 92,090,298 23,316,059. 

Great Lakes Region: 

Delaware & Hudson— 

1928 36,977,909 28,691,252 5,824,660 

1927 39,527,494 31,730,540 6,435,986 
Delaware, Lackawanna & Western— 

1928 74,345,028 53,235,543 15,383,909 

1927 78,237,246 55,389,839 16,193,746 
Erie (including Chicago & Erie)— 

1928 114,604,086 87,481,854 18,422,738 

1927 113,281,695 91,041,952 13,704,477 
Lehigh Valley— 

1928 66,306,944 49,410,321 11,602,082 

1927 69,055,270 54,814,564 9,277,477 
Michigan Central— 

1928 86,006,595 57,922,437 21,226,661 

1927 83,091,161 57,451,321 19,608,502 
New York Central (including Boston & Albany)— 

1928 350,269,316 266,336,317 57,873,078 

1927 354,221,572 270,240,426 57,665,841 
New York, Chicago & St. Louis— 

1928 48,715,042 35,084,746 8,596,360 

1927 49,471,617 35,763,415 8,776,066 
Pere Marquette— 

1928 42,394,629 28,640,676 9,988,461 

1927 41,677,564 29,293,532 8,819,088 
Pittsburgh & Lake Erie— 

1928 28,882,919 23,732,887 7,042,312 

1927 29,711,494 24,368,638 7,647,573 
Wabash— 

1928 64,858,528 48,442,931 10,324,153 

1927 62,029,429 47,378,453 8,807,180 

Central Eastern Region: 

Baltimore & Ohio— 

1928 218,004,498 159,091,591 45,695,035 

1927 228,208,234 170,843,904 43,640,717 
Central of New Jersey— 

1928 53,346,536 38,409,399 8,924,175 

1927 54,360,514 39,881,684 9,636,716 
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Operating Operating 
revenues expenses 
Chicago & Eastern Illinois— 
1928 22,759,967 17,901,510 
1927 24,608,248 19,867,786 
Cleveland, Cincinnati. Chicago & St. Louis— 
1928 82,473,408 62,800,562 
1927 84,547,479 64,802,414 
Elgin, Joliet & Eastern— 
1928 22,750,690 15,396,290 
1927 22,579,163 15,572,734 
Long Island— 
1928 37,404,155 26,027,072 
1927 37,778,268 27,732,211 
Pennsylvania— 
7 1928 597,676,660 438,796,961 
1927 616,887,527 468,402,243 
Reading— 
1928 82,082,228 63,799,993 
1927 85,613,873 65,870,154 
Pocahontas Region: 
Chesapeake & Ohio— 
1928 114,673,584 76,956,105 
1927 124,508,966 83,552,645 
Norfolk & Western— 
1928 97,638,443 61,064,313 
1927 103,146,721 64,774,770 
Southern Region: 
Atlantic Coast Line— 
1928 65,130,626 51,634,149 
1927 73,851,615 59,010,715 
Central of Georgia— 
1928 23,136,155 17,686,770 
1927 25,614,108 19,240,176 
Illinois Central— 
1928 139,798,758 107,078,991 
1927 143,528,624 109,035,842 
Louisville & Nashville— 
1928 124,763,076 97,817,149 
1927 133,853,619 103,760,516 
Seaboard Air Line— 
1928 52,130,919 39,200,621 
1927 56,816,580 42,855,895 
Southern— 
1928 132,254,826 93,926,782 
1927 136,217,915 95,842,827 
Yazoo & Mississippi Valley— 
1928 24,409,170 19,253,453 
1927 24,723,406 20,795,336 
Northwestern Region: 
Chicago & North Western— 
1928 140,622,504 106,418,097 
1927 139,345,236 107,158,077 
Chicago, Milwaukee, St. Paul & Pacific— 
1928 157,396,582 © 115,801,280 
1927 150,459,521 122,194,345 
Chicago, St. Paul, Minneapolis & Omaha— 
. 1928 24,881,257 20,814,593 
1927 24,664,630 19,880,156 
Great Northern— 
1928 117,913,957 76,274,955 
1927 110,126,719 72,166,363 


Minneapolis, St. Paul & Sault Ste. Marie— 


1928 46,641,704 33,697,253 

1927 45,590,477 32,792,050 
Northern Pacific— 

1928 93,704,907 65,575,942 

1927 88,042,464 62,334,556 

Oregon-Washington R. R. & Navigation Co.— 

1928 27,421,801 21,663,946 

1927 26,812,088 20,504,686 

Central Western Region: 

Atchison, Topeka & Santa Fe— 

1928 189,400,013 131,721,942 

1927 190,541,990 131,016,691 
Chicago & Alton— : 

1928 26,153,495 20,622,752 

1927 25,955,142 20,557,008 
Chicago, Burlington & Quincy— 

1928 149,834,943 104,316,935 

1927 142,851,994 100,169,695 
Chicago, Rock Island & Pacific— 

1928 123,331,484 90,886,097 

1927 122,610,591 91,207,331 
Denver & Rio Grande Western— 

1928 30,400,741 22,591,396 

1927 30,306,833 22,953,763 
Oregon Short Line— 

1928 35,698,472 23,634,813 

1927 33,091,124 22,601,150 


Southern Pacific Company— 
1928 212,535,651 
1927 209,816,991 
Union Pacific— 
1928 112,741,603 
1927 104,407,347 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 


1928 25,494,065 

1927 31,643,467 
Missouri-Kansas-Texas Lines— 

1928 51,639,617 

1927 51,806,399 
Missouri Pacific— 

1928 120,722,929 

1927 115,514,491 


St. Louis-San Francisco— 
1928 75,538,712 


1927 78,581,447 
Texas & New Orleans— 

1928 64,421,055 

1927 65,759,255 
Texas & Pacific— 

1928 46,232,472 

1927 35,038,953 





*Deficit. 


148,565,561 
147,792,081 


71,706,521 
67,318,379 


18,298,101 
23,075,436 


35,562,423 
36,172,968 


90,813,463 
90,827,521 


52,438,488 
54,527,700 


50,434,844 
53,673,680 


31,332,390 
26,082,516 


Net 
railway 
operating 

income 


1,891,804 
2,089,918 


13,180,532 
13,987,001 


4,278,164 
4,244,588 


7,139,259 
5,719,519 


110,703,831 
101,626,547 


15,372,658 
15,951,049 


32,669,496 
34,353,457 


30,919,421 
31,689,332 


9,047,901 
9,831,741 


27,879,967 
30,342,811 


2,454,535 
1,325,658 


23,175,667 
20,328,748 


26,902,218 
14,088,606 


2,065,056 
2,570,238 


30,347,522 
27,362,389 


8,447,235 
8,386,900 


23,208,129 
20,515,173 


1,899,813 
2,683,295 


20,494,945 
19,700,192 


43,140,148 
41,989,702 


11,105,317 
10,891,699 


19,788,492 
15,977,728 
18,804,613 
19,925,285 


8,301,157 
6,020,841 


9,560,250 
5,606,702 
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the United States as a whole, follow: 


Average number of miles operated....... 


Revenues: 
NE a Sark vnRiadh sacle b-eicweee-eeaeners é 
NE ob ciccee wanietatownsiee saeeorewieel 
ick the Wankel mee tee wmeees incom alen ‘ 
Express 
All other transportation........ ae 
ID i 05i5.6.0.6.64666.66-00-6.6.60:0:0 0000000 
POE TEP EE soc vc ccciecececevesvese 
JOE TACHIEV— DP occ cciccccccecccccceses 


Railway operating revenues....... 


Expenses: 
Maintenance of way and structures.. 
Maintenance of equipment............ 
TEMES 2cccccccccccccccece Se err 
Transportation ....cccccccccccsccccere 
Miscellaneous operations..... te ee 
General 
Transportation for investment—Cr.... 


See eee eee eee eee eer weet eeeeeeeee 


Railway operating expenses...... 
Net revenue from railway operations.... 
Railway tax accruals........ccccccccscese 
Railway operating income........ 


Equipment rents—Dr. balance............ 
Joint facility rent—Dr. balance........... 


Net railway operating income.... 


Ratio of expenses to revenues (per cent). 


Average number of miles operated....... 
Revenues: 
Ee ere eer er ee 
NEE i.0560:& 6:0 0.0.00 6.6.40 0606.06.08 6i0% 
eer ere ta 
TEXPTeSs ..cccccccccceccccsccccccccccccs 
All other transportation............+. 
OE errr re ore 
Joint facility—Cr.. ...cccccccccscccccces 
FOint TACHItY— DP... . cccscccccccccceces 
Railway operating revenues....... 
Expenses: 
Maintenance of way and structures... 
Maintenance of equipment............ 
- rere rr er erree ert 
TrANSMOFtation ...cccccccccccccecccere 
Miscellaneous operations.............-. 
eee ee 


Transportation for investment—Cr.... 
Railway operating expenses...... 

Net revenue from railway operations.... 
Raflway tax accruals......cccccccces patie 
Uncollectible railway revenues............ 


Railway operating income........ 





Equipment rents—*Dr. balance............ 
Joint facility rent—Dr. balance........... 





Net railway operating income.... 





Ratio of expenses to revenues (per cent). 





+Includes 
tIncludes 














stock, 
forest products, 





3,755 and 4,422; ore, 






177,806; 1920, 167,897; 1927, 209,424. 
Allegheny district: Grain and grain 
live stock, 2,065 and 2,135; coal, 37,959 










1929, 161,316; 1928, 151,760; 1927, 185,637. 











NOVEMBER 


1928 
240,669.23 


$ 415,123,685 
*65,156,438 
9,489,099 
12,972,577 
17,048,204 
10,623,494 
1,115,155 
310,071 


531,218,581 


68,497,189 
98,609,057 
10,331,697 
177,473,144 
4,498,582 
15,992,395 
1,248,540 


374,153,524 
157,065,057 
33,971,554 
132,869 
122,960,634 


7,378,376 
1,887,403 


113,694,855 
70.43 


ELEVEN MONTHS 


240,354.46 


$4,322,433,365 
$824,115,568 
92,322,453 
128,696,674 
191,176,995 
116,036,161 
12,238,511 
3,821,120 


5,683,198, 607 


784,567,371 
1,079,229,009 
114,668,705 
1,923,331,015 
51,588,344 
177,116,646 
14,096,631 


4,116,404,459 
1,566,794,148 
358,627,353 
1,194,289 
1,206,972,506 


84,755,057 
22,379,797 


1,099,837,652 
72.43 


*Includes $2,798,179 sleeping and parlor car surcharge. 
2,961,739 sleeping and parlor car surcharge. 
36,533,012 sleeping and parlor car surcharge. 
§Includes $37,014,333 sleeping and parlor car surcharge. 


products, 
and 38,160; 


L., 5,77 


THE TRAFFIC WORLD 
R. R. REVENUES AND EXPENSES 


The Trafic World Washington Bureau 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads for November and 
the eleven months ended with November, 1928, and 1927, for 


1927 
239,431.28 


$ 386,000,336 
$70,917,487 
7,926,270 
12,392,149 
16,282,984 
9,943,608 
1,202,432 
351,068 


504,314,198 


70,616,640 
100,493,717 
10,026,161 
177,501,313 
4,367,964 
15,892,396 
1,731,175 


377,167,016 


127,147,182 
31,113,159 
118,441 


95,915,582 


7,118,862 
2,088,320 


86,708,400 
74.79 


ts: 
239,295.33 


$4,315,781,866 
§894, 666,723 
86,058,495 
129,205,882 
190,721,522 
119,056,670 
12,811,022 
4,557,740 


5,743,744, 440 


809,727,908 
1,130,302,280 
110,505,303 
1,989,048,529 
51,609,061 
176,637,129 
15,603,068 


4,252,127,142 
1,491,617,298 
354,989,913 
1,349,310 
1,135,278,075 


81,692,605 
22,859,967 


1,030,725,503 
74.03 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 5 totaled 
798,723 cars, as compared with 754,247 and 933,890 cars in the 
corrresponding periods of 1928 and 1927, respectively, according 
to the car service division of’the American Railway Association. 
Loading the preceding week totaled 667,586 cars. 

Loading by districts the week ended January 5 and for the 
corresponding period of 1928 were reported as follows: 


Eastern district: Grain and grain products, 5,507 and 5,300: live 
2,760 and 3,076; coal, 38,279 and 38,515; coke, 2,680 and 2,185; 
1,106 and 1,097; merchandise, 
L. C. L., 55.501 and 52,919; miscellaneous, 68,218 and 60,353; total, 1929, 


_—_ and 2,711; 
coke, 
4,738; forest products, 2,450 and 2,008; ore, 2,196 and 1,070; merchan- 
dise, L. C. L., 42,409 and 42,218; miscellaneous, 66,184 and 58,720; total, 


5,356 and 


Pocahontas district: Grain and grain products, 185 and 176; live 
stock, 73 and 96; coal, 37,024 and 34,157; coke, 370 and 398; forest 
ucts, 1,044 and 1,162; ore, 169 and 90; merchandise, L. C. 


rod- 
and 


eo 
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6,050; miscellaneous, 4,574 and 4,246; total, 1929, 49,212; 1998 46,375: 
1927, 68,515. » M0806; 
Southern district: Grain and grain products, 3,601 and 3,184; }j 
stock, 1,957 and 2,066; coal, 25,563 and 27,987; coke, 559 and 617. to ve 
products, 15,824 and 13,818; ore, 892 and 905; merchandise, Lc i" 
32,582 and 33,086; miscellaneous, 42,796 and 39,153; total, 1929 123.774: 
1928, 120,816; 1927, 149,734. ie 
Northwestern district: Grain and grain products, 10,642 and 19 299: 
live stock, 8,675 and 9,308; coal, 7,831 and 10,806; coke, 1,313 ana 1,465, 
forest products, 9,600 and 12,157; ore, 478 and 420; merchandise = c 
L., 24,053 and 24,447; miscellaneous, 30,672 and 23,660; total’ 1929 
93,264; 1928, 92,562; 1927, 110,750. : ’ 
Central western district: Grain and grain products, 13,356 and 10 
485; live stock, 9,222 and 10,089; coal, 18,049 and 18,038; coke, 284 and 
404; forest products, 5,716 and 5,025; ore, 3,799 and 3,446; merchandise 
L. C. L., 27,548 and 27,230; miscellaneous, 45,100 and 39,197; total 1929 
123,074; 1928, 113,914; 1927, 140,486. 
Southwestern district: Grain and grain products, 5,810 ang 4,560: 
live stock, 2,162 and 2,288; coal, 6,918 and 7,314; coke, 164 and 999: 
forest products, 6,820 and 6,050; ore, 349 and 351; merchandise, L, ¢ : 
13,208 and 13,786; miscellaneous, 34,846 and 26,346; total, 1929, 70,97! 
1928, 60,923; 1927, 79,344. ve 
otal, all roads: Grain and grain products, 41,798 and 36,715: live 
stock, 26,914 and 29,058; coal, 171,623 and 174,977; coke, 10,726 and 
10,035; forest products, 45,209 and_ 44,642; ore, 8,989 and 7,379: mer. 
chandise, L. C. L., 201,074 and 199,766; miscellaneous, 292,390 ang 
251,675; total, 1929, 798,723; 1928, 754,247; 1927, 933,890. 


MOVEMENT OF TRAFFIC 


“Freight shipments are being moved by the railroads of 
this country with the greatest promptness ever achieved,” gay; 
the Bureau of Railway Economics in a statement, continuing 
as follows: 





For the first eleven months in 1928, according to reports just 
filed by the rail carriers with the Bureau of Railway Economics, the 
daily average movement per freight car was 31.4 miles, the highest 
for any corresponding period on record and an increase of approxi. 
mately 2.6 per cent over the corrosponding period in 1927. The aver. 
age for the eleven months’ period in 1928 also was an increase of 
eight-tenths of one mile over that for the same period in 1927 and 
an increase of nine-tenths of a mile over that for the correspond- 
ing period in 1926. 

The daily average movement per freight car in November was 
33.3 miles, the highest for any November on record, and an increase 
of 3.1 miles over that for November, 1927. It also was an increase 
of 1.2 miles over that for November, 1926. 

In computing the average movement per day, account is taken of 
all freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting repairs 
and also cars on side tracks for which no load is immediately available, 

The average load per car in November was 27.5 tons, includ- 
ing less than carload lot freight as well as carload lot freight. This 
was an increase of seven-tenths of one ton over the average for 
November, 1927. For the first eleven months in 1928, the average 
load per car was 26.7 tons, compared with 27.2 tons for the same 
period in 1927, or a decrease of one-half of a ton. 


VOLUME OF TRAFFIC 


The volume of freight traffic handled by the Class I rail. 
roads in November, 1928, amounted to 41,964,905,000 net ton- 
miles, according to the Bureau of Railway Economics, which 
says: 


This was an increase of 4,714,583,000 net ton-miles or 12.7 per 
cent over November, 1927, but a decrease of 1,395,232,000 net ton- 
miles or 3.2 per cent under the same month in 1926. 

In the eastern district, there was an increase in the volume of 
freight handled of eighteen per cent in November, 1928, compared 
with the same month in 1927, while the southern district reported an 
increase of 6 per cent. The western district reported an increase 
of 8.3 per cent. 

For the first eleven months in 1928, the volume of freight handled 
by the Class I railroads amounted to 439,349,242,000 net ton miles. 
This was a decrease of 753,818,000 net ton-miles or two-tenths of 
one per cent below the corresponding period in 1927 and a decrease 
= —-_ net ton-miles or 2.1 per cent below the same period 
n 5 

Railroads in the eastern district for the eleven months’ period 
in 1928 reported a decrease of 2.5 per cent in the volume of traffic 
compared with the same period in 1927, while the southern district 
reported a decrease of 6.3 per cent. The western district reported an 
increase of 5.4 per cent. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period De 
cember 23-31, inclusive, was 386,132 cars, as compared with 298, 
004 cars in the preceding period, according to the car service 
division of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: 


Box, 158,276; ventilated box, 706; auto and furniture, 25,695; total 
box, 184,677; flat, 10,064; gondola, 79,478; hopper, 69,891; total coal, 
149,369; coke, 858; S. D. stock, 23,798; D. D. stock, 3,295; refrigerator, 
12,491; tank, 249; miscellaneous, 1,331. 

Canadian roads reported a surplus of 17,405 cars, made up 
of 15,000 box, 600 auto and furniture, 700 flat, 900 S. D. stock, 
200 refrigerator and 5 miscellaneous cars. 


—_—-. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
December 15, was 69, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
61.6; refrigerator, 70.1; coal and coke, 73.3; stock, 86.3; flat, 
79.2; tanks and others, 93.8. By districts the percentages for 
all classes of equipment were as follows: Eastern, 62.3; Alle 
gheny, 75.4; Pocahontas, 61.7; southern, 69.8; western, 70.5. 

The semi-monthly bulletin of percentages of freight cars 
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line to ownership, Class I roads, as of December 15, showed 
~~ following: Eastern district, 99.1 as against 98.6 a year ago; 
- neny, 99.4 as against 100.4 a year ago; Pocahontas, 76.1 as 
~ inst 92.4 a year ago; Southern, 95.6 as against 95.5 a year 
pee Western, 97.3 as against 97.8 a year ago; all districts, 96.9 
ag‘against 97.5 a year ago; Canadian roads, 103 as against 100.1 


a year ago. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended January 12 totaled 16,822 cars, as compared with 15,092 
cars (revised) the preceding week and 17,672 cars in the cor- 
responding period of 1928, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. Shipments 


were reported as follows: 


Apples, 1,681 cars; imports, 1 car; carrots, 273 cars; cabbage, 224 
cars; cauliflower, 415 cars; celery, 11 cars; cucumbers, 3 cars; grape- 
fruit, 686 cars; imports, 12 cars; grapes, 6 cars; green peas, 9 cars; 
imports, 102 cars; lemons, 400 cars; lettuce, 1,086 cars; mixed citrus 
fruit, 448 cars; mixed vegetables, 826 cars; imports, 9 cars; oranges, 
2760 cars; imports, 3 cars; pears, 39 cars; peppers, 6 cars; imports, 
30 cars; onions, 704 cars; spinach, 542 cars; strawberries, 4 cars; string 
heans, 14 cars; imports, 4 cars; sweet potatoes, 408 cars; tomatoes, 
83 cars; imports, 274 cars; potatoes, 4,622 cars; imports, 19 cars. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended January 5 was 
estimated at 9,876,000 net tons by the Bureau of Mines of the 
Department of Commerce, an increase of 2,986,000 tons as 
compared with the output in Christmas week. Anthracite 
production was ‘estimated at 1,178,000 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended January 5 totaled 370,888 net tons, of which 
231,080 tons were for New England delivery. At Charleston, 
s. C., 1,113 tons were dumped. 

Cars of coal forwarded over the Hudson to eastern New 
York Gnd New England the week ended December 15 were re- 
ported as follows: Bituminous, 3,342; anthracite, 3,122. 


LUMBER SHIPMENTS 


Sixteen fewer softwood mills showed almost 20 per cent 
increase in new business over the first week of the year, while 
18 fewer hardwood mills reported a slight increase over the 
previous week’s demand, according to reports for the week 
ended January 12 from 784 hardwood and softwood mills to 
the National Lumber Manufacturers’ Association. 

There was some increase in shipments in the week and a 
marked increase in production. Many of the mills were shut 
down through a large part of the holiday period, and stocks 
have been unusually low. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two 
hardwood regional associations, for the two weeks indicated; 
000’s omitted: 


Preceding 
Past Week Week, 1929 (Revised) 
Softwood Hardwood Softwood Hardwood 
Mills (or units*) ...... 506 320 5 338 
rere 291,109 49,356 227,394 37,679 
0 re: 269,160 41,708 246,938 38,184 
Orders (new bus.)...... 291,924 38,558 245,699 37,800 


*\ unit is 35,000 feet of daily production capacity. 


INTERCOASTAL LUMBER RATES 


The Trafic World New York Bure iu 


Appointment of a special rate committee representing mem- 
bers of the United States Intercoastal Lumber Conference, 
lumber mill owners and manufacturers of the Pacific coast, and 
wholesalers and distributors of lumber, is one of the principal 
results thus far of a series of conferences between steamship 
operators and lumbermen held in Seattle. 

This committee has been named to make a general survey 
of the rate situation in the intercoastal lumber trade: with a 
view toward formulating a plan for the mutual benefit of the 
lumber producer, wholesaler, carrier and consumer. 

As the primary object of these conference meetings in 
Seattle is to put an end to the rate-cutting and resultant de- 
moralization of the lumber market on the east coast, it is hoped 
by those attending the meetings that the work of the committee 
will result in an agreement by which the object will be attained. 

The meetings are the result of recent action of members 
of the Intercoastal Lumber Conference in inviting the mill own- 
ers and executives to meet with them for a general discussion 
of the various problems facing the intercoastal lumber trade. 

While no definite action toward the betterment of conditions 
in the trade has yet been taken at the Seattle conferences, it 
is felt that mutual benefit will be derived from a complete 
understanding between the groups involved. The advisability 
of maintaining a set rate on lumber cargoes throughout the year, 
a8 against fluctuating rates according to the condition of the 
Market, is one of the principal problems under consideration. 
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The operating heads of the intercoastal steamship com- 
panies and representatives of most of the principal lumber pro- 
ducing and marketing concerns of the Pacific northwest have 
been attending, and all see the need for an early settlement of 
the difficulties which, during the last year, caused a general 
upheaval in the trade. 

Several individual meetings of the three groups representing 
the producers, jobbers and carriers, have been held. 


MONEY FOR MEDIATION BOARD 


An appropriation of $302,270 for the Board of Mediation 
for the fiscal year ending June 30, 1930, is recommended by the 
House committee on appropriations in the independent offices 
appropriation bill reported to the House. In addition it is rec- 
ommended that $46,000 of the unexpended balance of the ap- 
propriation for rent be reappropriated, which brings the total 
up to the estimate of the Bureau of the Budget of $348,270. 

The testimony before the committee revealed that the 
emergency board appointed by President Coolidge to report in 
the wage case of the conductors and trainmen on the western 
railroads cost $17,862.27, of which $13,300 was for the salaries 
of the five members of the board. 

Samuel E. Winslow, chairman of the Mediation Board, told 
the committee that the railway labor act might be improved in 
some respects, although he did not go into detail as to that. 
He said, considering all things, the law had been satisfactory. 

Provision was made for the employment of an additional 
mediator in the field service. 


SUPREME COURT ACTION 


The Supreme Court of the United States, January 14, in No. 
133, Chesapeake & Ohio vs. Tobe Stapleton, a personal injury 
case, restored the case to the docket and granted the petition 
for a writ of certiorari to the Court of Appeals of Kentucky. 

A petition for a writ of certiorari to the Circuit Court of 
Appeals, Eighth Circuit, was granted in No. 595, O. E. Sutter 
et al., petitioners, vs. Midland Valley Railroad Co., in which the 
railroad sought and obtained an injunction preventing petitioners 
from drilling for oil on land over which the carrier claimed 
a right-of-way near Oxford, Kan. 


NICARAGUA CANAL DISCUSSION 

When Senator Edge, of New Jersey, again called for action 
in the Senate on his resolution providing for an investigation 
and survey for a Nicaraguan Canal, Senator McMaster, of South 
Dakota, said that the Panama Canal had imposed serious bur- 
dens, on the interior of the country, and asked that a vote be 
delayed until other senators from the interior were present. 

“A manufacturer in Columbus,” said he, “told me not long 
ago that he absolutely had to move his factory from the city of 
Columbus so that he could get out on the waterways in order 
to compete with his rivals: and in the interior there are many 
industries that have been curtailed and their markets have 
been partially destroyed because of the advantages their com- 
petitors have had. 

“We have no objection to that, provided this policy of 
developing the interior waterways of the country shall be car- 
ried forward to completion. The incoming administration 
promises that there will be a great forward movement along 
this line; but certainly the people from the middle west ought 
strenuously to object to any further enlargement of the Panama 
Canal, or to the building of another canal down there, until 
the waterway program of the middle .west keeps pace with 
your southern program.” 

Senator Swanson, of Virginia, contributed the thought that 
if the railroads were charging the industries of the middle 
west such rates that they could not get to a port, and ship out 
to the markets of the world, “then it is your duty to go before 
the Interstate Commerce Commission and get reasonable rates.” 

“But you can not get rates that will confiscate a railroad 
property,” said Senator McMaster. 

Senator Swanson said he did not say “confiscate,” while 
Senator McMaster said the question of interior rates was an 
— subject that he did not propose to go into at that 
time. 





CONSOLIDATION OF RAILROADS 


In a statement discussing subjects to which organized busi- 
ness would address itself in the immediate future, William 
Butterworth, president of the Chamber of Commerce of the 
United States, said obstacles to business progress might exist 
by reason of governmental inaction as well as by threatened 
governmental action, and added: 


An example can be found in the legislative situation of the rail- 
roads. The place of railroad transportation as a great field of busi- 
ness enterprise and in its effect upon other fields of enterprise needs 
no emphasis in a transportation-minded country like the United 
States. Yet the remedial legislation necessary to permit the achieve- 
ment of the policies already adopted toward the railroads makes 
slow progress and the time is proportionately 
=> be expected from consolidation of railroads can accrue to 
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Forty-ninth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Transcontinental Rates—Part II 


Rates from each of the eastern groups, zones A to M, in- 
clusive, omitting I, are blanketed to the California terminals or 
south Pacific terminals. The class rates are based on the rates 
applicable from group A to the Pacific coast terminals, which 
include a large number of the most important cities and towns 
on or adjacent to the terminals. The class rates from group K 


Table No. 1 


TRANS-CONTINENTAL CLASS RATES, WESTBOUND, 
GOVERNED BY THE WESTERN CLASSIFICATION 


Rates in Oents Per One Hundred Pounds 
To California Terminals Taking Rate Basis 918, Including 


From 
Groups as 
Shown Below 
een nent ee meena ne 
2 2 3 4 5 A B Cc D E 
San Francisco— 
A, A-1, A-2, 
K or K-1.]555 |480 [898 [338 |285 [288 |228 |180 [173 
Oakland— 
B, Lor L-1.|540 [465 |390 |330 |277.5|281 |222 |176 |168 
Sacramento— 
,C-1 or M.|525 f 378 |822.5|270 |273 |218 |173 |165 
Bakersfield— 
D |367.5|311 |165 |148 


158 |144 


267 .5|225 117 {110 


are the same as the group A scale. Class rates from groups 
B and & are differentially lower than the group A or K rates, 
while the rates from C and M groups are differentially lower 
than the group B and L rates. In like manner, the rates from 
group D are lower than the group C rates, E group class rates 
are lower than those in effect from group D, group F rates 
are below the level of group E rates, G and H group rates are 
lower than group F rates, and group J points take lower rates 
than points in groups G or H. The class rates between the 
blanketed groups east of the Rocky Mountains are “stepped 
down” gradually from the east to the west. The spreads be- 
tween blankets are slight, as shown in Table No. 1. 

The rates shown in this table can be compared by listing 
a few typical points in each origin rate group and a few Cali- 


Table No. 2 


CLASS RATES SCALES, FROM EASTERN OREGON GROUPS 
TO NEVADA POINTS, TAKING SAME RATES AS WINNE- 
MUCCA, NEV. RATE BASIS ITEM 988, GOVERNED BY 
THE WESTERN CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 


From Groups 


a wee ee ee en 
A Cc D 


286.5 oe ie 196.5|167 [147 


177 .5|149 


fornia terminal points. Representative cities in their respective 
origin groups for transcontinental rate construction include: 


‘ — A—Boston, New York, Philadelphia, Baltimore and Nor- 
fs) 

Group B—Buffalo, Pittsburgh and Columbus. 

Group C—Grand Rapids, Toledo, Ft. Wayne, Cincinnati and In- 
dianapolis. 

Group D—Chicago, Milwaukee, Peoria and Madison. 

Group E—St. Louis, Des Moines, Little Rock and New Orleans. 

Group F—Omaha, Kansas City, Houston and Galveston. 

Group G—Lincoin, Wichita and Topeka. 

Group H—Oklahoma City, Dallas, Ft. Worth and San Antonio, 

Group J—Cheyenne, Denver, Santa Fe and Roswell. 

Group K—Raleigh, Wilmington, Charlotte, Columbia, Charleston; 
Savann Jacksonville and Miam 

Group L—Knoxville, Atlanta a Tallahassee. 

Group M—Nashville, Chattanooga, Birmingham, Mobile and Jack- 
son, 


Representative south Pacific terminal points include: 


San Francisco, Oakland, Sacramento, Redwood City, Trinidad, 
Redding, Bakersfield, Mojave, Santa Barbara, Pasadena, Los Angeles, 
Barstow, Needles, San Diego, Araz and El Centro, Calif. 


Nevada Rates 


Class rates to representative interior points, such as Wip. 
nemucca, Elko, Kampos, and Battle Mountains, Nevada, are 
lower than the rates to the terminal points. Class rates from 
the groups east of the Rocky Mountains to selected Nevada 


Table No. 3 


CLASS. RATE scu.. mt EASTERN GROUPS SHOWN 
BELOW, TO GOL ELD, NEV., AND POINTS TAKING 
RATE BASIS TEM PTD, GOVERNED BY THE WESTERN 
CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 


From Groups 


LSS CS 
2 3 4 5 A B Cc D E 


-[690 j596 (501 [410 |358.5|371 245 |216 [195 
-/645 |558 j471 |391 |344 5 
-}622.5)538.5)456 [382 d : y 225 
520.5)440.5)373 |: 219 
507 |431.5|367 [322. 215 
402 |347 |: 202. 
379 [328 | | 192 


444 |379 |328 233 |19 
400 |343.5]297 |265.5|265.5|212 |176.5|153.5|139.5 


points with lower rates than those applied to traffic to the ter- 
minals are shown in Table No. 2. 

Rates to certain interior points in Nevada other than the 
intermediate main line points, which enjoy rates the same as 
or lower rates than the terminal basis, are differentially higher 
than those in force to the terminals because of high costs of 
railroad operation and light traffic. A typical point of this class 
is Goldfield, Nevada, on the Tonopah and Goldfield Railroad. 
Class rates to this point from the eastern groups are shown in 
Table No. 3. . 
Class Rates to Points in Arizona 


Class rates from the groups in the eastern section to points 
in Arizona in transcontinental territory are sometimes the same 
as.to the Pacific coast terminals. In other cases the Arizona 


Table No. 4 


WESTBOUND CLASS RATES TO ARIZONA POINTS TAKING 
RATE BASIS ITEM NO. 1098, INCLUDNG PHOENIX, 
NOGALES AND TUCSON, GOVERNED BY THE WESTERN 
CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 
From Groups 
2 3 4 


441.5|370 |300 (250.5|263 
414 |344 |281 


376. 
363 
326 
300 
300 8 |183 |183 |144 |114 
177.5|142 |153.5]118.5]104 
L. Ry. (See Below): 


st. 
-- [525 [452 |374 |300 |250.5/263 |207 |167 [155 |140 


points are on a lower basis than the terminal class rates, while 
to certain points the rates are made by adding arbitraries to 
the terminal or Arizona junction rates. 


In general, the most important points, including the railroad 
junctions and commercial centers, are on lower bases than the 
terminals, while less important points on the main lines of the 
railroads take rates slightly higher than the major junctions and 
commercial centers, though equal to or lower than the coast 
rates. Points on branch lines often take rates constructed by 
adding arbitraries to the junction rates. 

Such points as Phoenix, Nogales and Tucson have class rates 
under the coast rates, while Yuma and Flagstaff have rates 
slightly higher than those in effect to Phoenix, Nogales and 
Tucson, though still lower than the rates to the Pacific coast 
terminals. 

Class rates from the eastern transcontinental groups to 
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Phoenix and other Arizona points taking rate basis item No. 
1098 are shown in Table No. 4. 


Class Rates'to New Mexico 


A number of points in New Mexico, like similar cities and 
towns in Arizona and Nevada, are included in South Pacific 
Transcontinental Interior or Intermediate Territory. The rates 
to typical New Mexico junction points and commercial centers 
are lower, as a rule, than the rates to Arizona points or to Pa- 
cific coast terminals. Intermediate main line points often take 
the same or higher rates than the New Mexico junctions and 
commercial centers, while branch line points often have still 


Table No. 5 





NEW MEXICO POINTS 


WESTBOUND CLASS RATES T 
TAKING SAME RATE BASIS AT DEMING, GOVERNED BY 
THE WESTERN CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 


From Groups 


re 
1 2 3 4 5 A B Cc D E 


*, A-l, ’ 

K or K-1/462 |384 |313.5|270 |213 [225 [191 |156 |131 {117 
B, Lor L-1./417 |347 |284 |250.5/198 |205.5)176 |144 |120 |106.5 
C, C-1 or M.J394.5/327 = |268.5)/241.5)191 |196.5)168 |137 |114 {102 





D.ccscvcces 375 |318 |263 {241.5]187 |195 {167 {137 |114 |102 
ae 845 |293 |243 |227 {174 {180 {155 |126 /105 95 
(C—O 300 {268.5240 [214.5]173 [178.5|155 [124.5/105 95 
G. ccccscee 300 [(268.5/240 |214.5|173 |178.5|144 |114 {105 95 
|: eo 300 |268.5/240 |214.5]/173 |178.5/144 |114 |105 95 
J sccccccece 240 |203.5]170 |144.5/115.5)124.5) 96 83.5] 71.5] 61 





higher bases of rates. Important New Mexico rate points in- 
clude Belen, Santa Fe, Albuquerque, Rincon and Deming. 

The present scale of transcontinental class rates from the 
east end groups to Deming, New Mexico, and other points taking 
the same basis of rates is shown in Table No. 5. 


Class Rates to Utah 


Certain points in Utah are included in Transcontinental Ter- 
ritory and take the transcontinental basis of class rates. Points 
in this category include: Abbott, Allen, Asphaltum, Avon, Bag- 
ley, Balfour, Beppo, Cedar City, Clive, Delta, Dolomite, Dyer, 
Greenwood, Halivah, Hinckley, Jackson, Jericho, Jerome, Kelton, 
Lago, Lampo, Latimer, Low, Mack, Milford, Modena, Monu- 
ment, Nada, New House, Oasis, Olney, Opal, Parkview, Peplin, 
Promontory, Reese, Saline, Spray, Surbon, Terrace, Upton, 
Uvada, Wendover, Wilson, Yale, Zane, and Zenda. 

Many of these points take the same rates, or nearly the 
same basis, as the Pacific coast terminals, while others take a 
lower basis of class rates. A typical set of scales applied to 
Lago, Utah, and other points taking the same basis of rates, 
which are lower than the Pacific coast terminal rates, is shown 
in Table No. 6. 

It should be noted that the Lago scales are the same as, or 
somewhat lower than, the Winnemucca, Nevada, scales shown 


Table No. 6 


WESTBOUND CLASS RATES TO UTAH POINTS, INCLUDING 
LAGO, UTAH, AND POINTS TAKING SAME RATE BASIS, 
GOVERNED BY THE WESTERN CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 


From Groups 
a i 






1 2 3 4 5 A B Cc D E 
A, A-1, A-2, : 

K or K-1[510 |428 |365 [286.5|230 |237 |187.5|167 [135 [120 
B, Lor L-1./461 |385 |330 |263 |213 |221 |174 |151 |131 1/117 
C,C-lorM.[/444 (371 [312 [249 [209 /214.5]169.5/144 |126.5)114 
eS 412.5/349.5/291 (2387 |196.5/196.5/159 |133.5/106.5| 90 

ee eeecees 398 |335 |277.5/230 |191 |192 |152.5/129 99 84 
_ eee 330 (282 (246 |207 [171 |171 [132 |119 88.5] 75 
es -++-(829 [282 [240 |207 |171 |171 |182 [108 88.5) 75 
. ee 329 |282 |240 |207 |171 |171 |132 |108 88.5) 75 
Maa enesean 259 [221 {193 [162 [134.5]134.5/103 | 92.5] 66.5] 56 


an 


in Table No. 2; lower than the Phoenix, Arizona, scales shown 
in Table No. 4, and higher than the Deming, New Mexico, scales 
represented in Table No. 5. 


Rates to Mexican Points 


A few points in Mexico have rates on the transcontinental 
basis. Cananea, in the state of Sonora, Mexico, is a typical 
Point in this category. 


Bases for Westbound Transcontinental Commodity Rates 


The same eastern group divisions are used for westbound 
commodity rates as for class rates. There is less tendency, 
Owever, to grade the rates down from east to west than is 
manifest in the westbound class rate structure and, in many 
tg several groups are blanketed in constructing commodity 
Ps The points in Transcontinental Territory are divided into 
' Tee commodity rate basis groups, 1, 2, and 3. Group 3 points 
clude the Pacific coast terminals and railroad junctions and 
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important centers on the same rate basis as the coast points. 
San Francisco, Sacramento, Oakland, Bakersfield, Los Angeles 
and San Diego, California, for example, take commodity rate 
basis 3. Such important interior points as Reno and Winnemucca, 
Nevada; Phoenix, Nogales and Tucson, Arizona; Deming, New 
Mexico; Lago, Utah; and Cananea, Sonora, Mexico, take com- 
modity rate basis 2. A large number of other points principally 
in California at a distance from the coast take commodity rate 
basis 1. 

A few typical general commodity rates are shown in Table 
No. 7. 

It should be noted that there is a tendency to spread the 
commodity rates to apply to the three commodity destination 
groups and to blanket the commodity rates over several eastern 
groups. This tendency is not universal, however. Specific point 
to point or group to group commodity rates are also numerous 
in westbound transcontinental traffic. 

In addition to the through commodity rates, there are numer- 
ous bases for rates or proportional rates available for construct- 
ing cOmbination rates by combining commodity rates to and 
from the gateways, such as Chicago, New Orleans, Memphis, 


Table No. 7 





WESTBOUND TRANS-CONTINENTAL GENERAL COMMODITY 
RATES, FROM EASTERN GROUPS TO TRANS-CONTIN- 
ENTAL a GROUPS. 


Min. To —From Groups— 
Commodity in Lbs. Groups A A-1 A-2 B 
Aqua ammonia 1 203 203 173 187.5 180 
(in iron 736,000 203 203 173 187.5 180 


drums).... 
Cereal beverages 
(in glass or 
OS a 


Dairy products..... 24,000 


30,000 


Cro Lo Whe tet ton 
w 
So 
o 


Darning cotton) 353 322.5 322.5 338 330 
(in cases, } 24,000 330 322.5 300 315 308 
boxed)....... 353 322.5 322.5 338 330 

Brass, bronze or 222 222 185 204 194 
copper strand } 30,000 222 222 185 204 194 
Weed 2<cccees 222 222 185 204 194 

—From Groups— 
C-1 D E F G 

Aqua ammonia 1 180 173 165 150 150 
(in iron +36,000 2 180 173 165 150 150 
drums).... 3 180 173 165 150 150 

Cereal beverages 1 129 121 115 109 109 
(in glass or 730,000 2 129 121 115 109 109 
DOGS) 0:00.00000 3 129 121 115 109 109 

1 300 300 300 300 300 

Dairy products..... 24,000 2 300 300 300 300 300 

3 300 300 300 300 300 

Darning cotton) 1 330 322.5 315 300 300 
(in cases, } 24,000 2 308 300 293 277.5 277.5 
BOSE) ...6060 | | 3 330 322.5 315 300 300 

Brass, bronze or 1 194 185 176 167 167 
copper strand ; 30,000 2 194 185 176 167 167 
rey 3 194 185 176 167 167 

—From Groups— 
H J c L M 

Aqua ammonia 1 150 112 203 187.5 180 
(in iron 736,000 2 150 112 203 187.5 180 
drums).... 3 150 112 203 187.5 180 

Cereal beverages 1 109 95 165 149.5 142 
(in glass or }? 30,000 2 109 5 165 149.5 142 
BOWE) oo ccccce 3 109 95 165 149.5 142 

1 300 264.5 300 300 300 

Dairy products..... 24,000 2 300 264.5 300 300 300 

3 300 264.5 300 300 300 

Darning cotton 1 300 211 353 338 330 
(in cases, } 24,000 2 277.5 211 330 315 308 
boxed)...-... 3 300 211 353 338 330 

Brass, bronze or 1 167 167 167 167 167 
copper strand ; 30,000 2 167 167 167 167 167 
eet eee 3 167 167 167 167 167 





Lincoln, Danville, Cincinnati, Cairo, Kansas City, Omaha, St. 
Louis, East St. Louis, Helena, Galveston, Sioux Falls, Tulsa, 
Buffalo and Denver. 


Rates from the Dakotas and Minnesota 


Stations in Minnesota, North Dakota, and South Dakota are 
divided into nine lettered groups for purposes of constructing 
transcontinental rates. Thirty-two scales of class rates are 
provided between these originating groups and the destinations 
in Transcontinental Territory. 


NEW LACKAWANNA PIER 


A new pier, to be known as No. 10, will be erected at Ho- 
boken-Jersey City by the Lackawanna Railroad. It is to be 
1,200 feet long, 40 feet wide, of low-water grillage and reinforced 
concrete type of construction, the grillage to be supported on 
fir piles up to 100 feet in length, which will be shipped from 
the Pacific northwest. It will provide 1,200 feet of berthing 
space for ships and carry two tracks spaced sufficiently wide 
to permit the use of a revolving crane to facilitate the handling 
of heavy and bulky freight between cars and boats. According 
to the announcement, the pier is a part of the Lackawanna’s © 
plans for the enlargement and rearrangement of its freight- 
handling plant on the Jersey shore, in connection with its new 
terminal warehouse. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
(No anonymous letters or communications bearing fictitious signatures will be published.) 


OCEAN SHIPPING REGULATION 


Editor The Traffic World: 

I have noted the article under the caption “Ocean Shipping 
Regulations” on page No. 11 of the January 5 Traffic World, 
dealing with the case of the Cunard Steamship Company placing 
in the New York-Havana service at this season of the year the 
steamship “Coronia” and the placement of the American flag 
steamship “President Roosevelt” in the same service, by charter 
to the Ward Line. I am somewhat afraid the real issue has 
not been rightly, or, may I say clearly, presented. Having no 
interest in or connection with the steamship lines serving the 
Cuban trade throughout the year, but having an interest in 
Cuban traffic both to and from, and locally on the island, and 
a practical knowledge of the conditions in that trade, I would 
like to take this opportunity to state just what the present 
controversy is about. 

From New York, Philadelphia, Baltimore and New Orleans 
we have a number of steamship lines maintaining an estab- 
lished freight and passenger service to Havana and outports in 
Cuba throughout the year. Express passenger service is main- 
tained throughout the year from New York to Havana, Cuba, 
by the New York and Cuban Mail Steamship Company, known 
as the Ward Line. This company has maintained such service 
since prior to the Spanish-American War. The line has main- 
tained American flag service to Cuba and Mexico through many 
lean years and has been one of the developers in the remark- 
able growth of Cuba since the war of thirty years ago. 

The Cuban trade, especially the passenger traffic, has its 
very light season and its boom or tourist season. Notwithstand- 
ing the uneven trend of passenger travel, the Ward Line holds 
to its standard fixed schedule throughout the year. It has im- 
proved its service from time to time by building in American 
shipyards new, larger, and faster ships. The record shows it 
has never diverted its vessels to more profitable trade routes 
when occasion presented itself. 

The Cunard Steamship Company, without any established 
service throughout the year to Cuba, without the fixed expense 
of Cuban terminals, agencies, etc., and in no wise a factor in 
the development of Cuban traffic, has taken the “Caronia” off 
its trans-Atlantic run (which is light at this time) and placed 
it in direct competition with the Ward Line for the New York- 
Havana tourist traffic. At this season of the year the Ward 
Line has its only opportunity to make a profit, or at least 
break even for the expense of its established service throughout 
the year, all of which it maintains by American flag ships, offi- 
cers, and crew, with higher operating costs. 

One of fair mind can only view the Cunard Line’s “Caronia” 
as coming into the trade for a few trips at the peak of the 
travel season to gather the cream thereof. A lot has been said 
about “fighting ship,’ etc. The American flag steamship “Presi- 
dent Roosevelt” has no status but that of a chartered ship in 
the service of the Ward Line to assist that line to meet the 
competition of the “Caronia.” The>truth of the matter is that, 
in so far as the “fighting ship” phase is involved, the “Caronia” 
is the ship attacking and the “Roosevelt” is simply on the 
defensive. 

Paragraph (b) of section 19 of the merchant marine act 
states the Shipping Board is authorized and directed: 


To make rules and regulations affecting shipping in the foreign 
trade not in conflict with law in order to adjust or meet general or 


special conditions unfavorable to shipping in the foreign trade, 
whether in any particular trade or upon any particular route or in 
commerce generally and which arise out of or result from the foreign 
laws, rules or regulations or from competitive methods or practices 
employed by owners, operators, agents, or masters of vessels of a 
foreign country. 


In placing the “President Roosevelt” under charter in the 
Ward Line service, at the latter’s request, it does seem as if the 
board was “attending to its own knitting” if you read the law 
correctly. I hold no brief for the board, but, to be impartial, it 
must be granted that the board in this situation instead of 
being criticized is to be commended. 

It is interesting to note that at Washington this week testi- 
mony is being taken by the tariff commission in regard to import 
duties, and we read of the requests of commercial interests for 
increase in the duties on their respective products to enable 
them to meet foreign competition and preserve their home 
market. If it is ethical for commercial interests to seek gov- 
ernmental aid against foreign competition, it must follow that, 


in this particular Havana controversy, the board is the proper 
agency to which the Ward Line can look to to assist it to meet 
its recently arisen foreign competition. In taking the “President 
Roosevelt” off its trans-Atlantic trade and chartering her to the 
Ward Line, the board has not only acted in a businesslike map. 
ner, but it has done its duty as required by law. Every dollar 
spent in the Havana winter tourist trade comes out of American 
pockets, so in the board helping to see that the proper share 
of the dollars flows back in to American ship pockets, it is doing 
a patriotic duty and it is to be commended for having backbone 
enough to meet the challenge and to “fight” with the speedy 
“Roosevelt,” a ship and crew holding high honors on the open 
sea. 

The board may have its faults, but such, if any, should not 
be injected into this particular issue. Propaganda has some. 
what distorted what the board really did in this case. Our 
American flag ships carry only a small per cent of our fore 
trade and travel. As a maritime nation we are at least entitled 
to hold to the few American ships we have our trade to adjacent 
foreign countries such as Cuba. There is no law against the 
“Caronia” entering the New York-Havana run. The entrance, 
however, is viewed as unethical and selfish on the part of the 
Cunard Line and is only done to cap the cream of the trade 
away from the American ships that run all year around, while 
the present trans-Atlantic trade is light. 

Chas. W. Braden, Traffic Manager, 
Kentucky Alcohol Corp. 
New York, N. Y., Jan. 10, 1929. 


RAILROADS AND TRAFFIC BUREAUS 


Editor The Traffic World: 

The writer was much interested in your editorial, ‘Railroads 
and Traffic Bureaus,” in the issue of December 22, due to the 
fact that it coincided so nicely with action just taken by the 
Chamber of Commerce of Camden, N. J., of the traffic com- 
mittee of which the writer is chairman. 

I can quite understand the feeling that impelled the Atlantic 
Coast Line to raise the question as to “why railroads should 
support chambers of commerce with traffic bureaus that seek 
to reduce freight rates and assist their members in presenting 
claims against the railroads,’ though I think the wording of 
the question does not reflect the real grievance. I think it should 
have been worded in this manner: “As to why raliroads should 
support chambers of commerce with traffic bureaus that seem 
to consider the carriers their natural enemies, are continually 
at warfare with those carriers, and in their dealings with the 
railroads, permit prejudice, selfishness, and general antagonism 
to control their actions.” 

Your editorial is of timely interest to the writer, since he 
was a member of the nominating committee of the Camden 
Chamber of Commerce charged with the responsibility of nom- 
inating several members for the board of directors to serve for 
the next three years. At the meeting of this committee the 
name of the division freight agent of one of the carriers serving 
Camden was considered for nomination. This opened the door 
for a general discussion as to the desirability of having a repre 
sentative of a railroad on the board of directors and I am happy 
to say that it was the unanimous opinion of the committee that 
a permanent place on the board of directors of the chamber 
should be created for a representative of each rail carrier serv- 
ing the city of Camden. 

In my opinion, action of this kind on the part of chambers 
of commerce generally would do much to eliminate the condi- 
tions of which the Coast Line complains. Certainly, the rail- 
roads serving a given community are one of the most vital 
commercial factors in that community and should, without 4 
doubt, be ably represented on and active in the affairs of the 
local chamber of commerce. This does not necessarily meal 
that the traffic bureau of that chamber should be less diligent 
in looking after the transportation interests of its members and 
the community in general, but rather, it should contribute to 
a better understanding of such local problems as may exist, by 
both the carriers and the shippers or receivers of freight, 
would very likely result in the amicable settlement of problems 
that may have been of long standing and a source of general 
dissatisfaction, due to the mistrust of one side or the other. 
Such a condition existed in Camden not so very long ago a0 
it took considerable time and effort to remedy the condition 
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and to erase the ill-effects thereof. It has, however, been well 
worth the effort and, now that we are in the clear, we members 
of the Camden Chamber of Commerce are looking forward to 
pleasant and profitable relations with the railroads serving us. 

Naturally, there will be problems arise to be settled and 
differences of opinion will exist from time to time. However, 
these conditions are not confined exclusively to the relations 
between shipper and carrier, but are the natural outgrowth 
of healthy, commercial activity and are just as capable of being 
handled in a businesslike manner between the shipper and 
carrier as they are handled between industrial concerns in 
settling their everyday problems. 

Victor Talking Machine Co., 
Norman H. Lawton, Traffic Manager. 
Camden, N. J., Dec. 28, 1928. 


MEN IN TRANSPORTATION 


The chairman of the legislative committee of the Interstate 
Commerce Commission usually is the authorized spokesman for 
the Commission before committees of Congress dealing with 
proposed legislation affecting subjects under the Commission’s 
jurisdiction. At times, other members of the. Commission may 


FRANK McMANAMY 


appear as witnesses before the congressional committees, but 
when the opinion of the Commission is asked as to proposed 
legislation the chairman of the legislative committee generally 
is the spokesman. 


The present chairman of the committee is Commissioner 
Frank McManamy, who succeeded the former chairman, John J. 
Esch. The other members of the legislative committee are 
Commissioners Claude R. Porter and Patrick J. Farrell. The 
chairman has been a member of the committee for more than 
three years. He is also a member of division 2, that deals with 
rates, and division 6, the division of operation that has super- 
vision of the Bureau of Service, safety and train control, and 
locomotive inspection. He is a member of the Commission’s 
finance committee that prepares estimates as to the money needs 
of the regulating body, and the committee on organization of 
the Commission’s forces. 

Mr. McManamy was originally appointed as a member of the 
Commission in 1923, by President Harding, for the unexpired 
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term of former Commissioner Winthrop M. Daniels. He wag 
reappointed by President Coolidge for the term beginning Jap. 
uary 1, 1924, and ending December 31, 1930. 

The commissioner has been identified with transportation 
activities, in one form or another, since boyhood. He was bory 
near Altoona, Pa., September 3, 1870, and after being educateg 
in the common schools, obtained employment as a water boy 
at the age of fifteen years in the construction department of the 
Pennsylvania Railroad. Later he attended a teachers’ norma] 
school and studied law for several years. After his service ag 
a water boy, he became a member of a section gang. In 199 
he obtained employment in the shops of the Chicago and West 
Michigan Railroad at Muskegon, Mich., and in 1891 became q 
locomotive fireman. Six years later he was a locomotive engi- 
neer. In 1899 he became air-brake instructor for the Interna. 
tional Correspondence Schools of Scranton, Pa. In the period 
of his connection with that institution he was assistant menage; 
of the railway department and engineer of tests in charge of 
one of the dynamometer cars used for making tonnage and fue] 
tests. 

In February, 1908, Mr. McManamy entered the service of the 
Commission as inspector of safety appliances, and three years 
later, President Taft appointed him assistant chief inspector of 
locomotive boilers. He became chief inspector of locomotives 
by appointment of President Wilson in October, 1913. When the 
government took over the railroads in the war period, the Com. 
mission, at the request of the Director-General of Railroads, 
assigned him to take charge of equipment matters for the Rail- 
road Administration. He resigned as chief inspector of loco. 
motives in July, 1918, and became assistant director of operation 
in charge of mechanical details for the Railroad Administration, 
At the close of his service with the Railroad Administration he 
was manager of the department of equipment in the division 
of liquidation of claims.—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Houston held its thirteenth annual ban- 
quet the evening of January 17 at the Rice Hotel, with nearly 
700 members and guests, including the ladies, present. The 
principal address was made by Henry A. Palmer, editor and 
manager of The Traffic World. Remarks were also made by 
the newly elected president, H. L. Browne, assistant general 
freight and passenger agent, M. K. & T. Railroad, and C. P. 
Drake, the retiring president. Judge Ewing Boyd acted as toast- 
master, and the invocation was by Dr. Harry G. Knowles. There 
was an elaborate musical program in the course of the dinner 
and dancing afterward. Mr. Palmer devoted the first part of 
his address to the growing importance of the industrial traffic 
man, the efforts that are being made to convince business of the 
value of traffic departments and traffic men, and the necessity, 
on the other hand, for traffic men to fit themselves in the high- 
est sense to discharge their task with efficiency. He com- 
mended the work the Associated Traffic Clubs of America is 
doing along this line through its educational committee and 
bespoke a higher degree of cooperation by traffic clubs in this 
movement. He said it seemed to him that the outstanding situa- 
tion demanding intelligent and unbiased consideration from those 
engaged in the business of transportation on either the carrier 
or shipper side was the present menace to the revenues of the 
rail carriers, on which the country must always depend for the 
bulk of its transportation service, and which could not give the 
service desired or needed unless they were prosperous. He 
said that, contrary to the general impression, the carriers were 
not in an enviable financial condition, as shown by the fact that, 
in no year since the transportation act was passed, had they, 
as a whole, earned the net return that the Commission itself 
had found to be adequate, on the basis of a valuation fixed by 
itself. The present menace to railroad revenue, he said, was 
fourfold, coming from a gradual increase in wage scales, from 
the encroachment of politics on the making of rates, from the 
unwillingness of the Commission to meet the situation by put- 
ting rates where they would have to be to produce an adequate 
return, and from government policies that result in unfair and 
subsidized competition with the railroads. The Hoch-Smith 
resolution, the defeat by the Senate of the appointment of former 
Commissioner Esch, and the effort to repeal by law the Pullman 
surcharge, he mentioned as examples of political interference. 
Unregulated motor vehicle competition, unregulated intercoastal 
steamship business, and the policy of inland waterway develop 
ment, with particular reference to the barge line on the Mis 
sissippi and Warrior rivers, were cited as illustrations of unfair 
competition. 


The Traffic Club of Montreal will hold a meeting at the 
Windsor Hotel January 21. Major General J. H. MacBrien, It 
ternational Airways of Canada, Ltd., will be the speaker. 


The Motor City Traffic Club will hold its third annual dinner 
at the Book-Cadillac Hotel January 21. It was erroneously 
stated in The Traffic World of January 12 that the annual dit 
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The South Shore Line is logically sit- 
uated to render reliable service on carload 
traffic moving by way of the Chicago gate- 


way to and from its physical connection * 


with the N. Y. C. & St. L. (L. E. & W. 
Dist.) at Michigan City, Ind., and the 
Wabash Ry. at Gary. 


Rates apply via principal railroads, and 
quick interchange of through traffic from 
and to other lines entering Chicago is as- 
sured by direct connections with the largest 
belt switching lines. Team track facilities 
of the various belt lines in the Chicago dis- 
trict are open to the South Shore Line. 
Chicago industries are accessible through 
switching absorption arrangements. 
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CHICAGO—79 West Monroe Street 
Phone Randolph 8200 
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Phone 2-5764 


sOeNe ORE 





The Symbol of Service 


end 


THE TRAFFIC WORLD 167 


Another page 


added to 
Ohe 


Port of Houston’s 
Book of Progress 


zxwkekk 










Another vast industry locates on 
Houston’s Deepwater Ship Channel 









The Shell Petroleum Corporation 


FTER weighing the ADVANTAGES 
A of locating their new refinery at 
the Port of Houston, against ad- 
vantages of locating elsewhere, The 
Shell Petroleum Corporation decided to 
erect here a tremendous refinery, the 
cost of which will run into the millions. 









Here they will gather crude for refin- 
ing to be shipped inland as well as for 
shipment to foreign ports. 






The wonderful rail facilities —a deep 
water inland harbor offering safety to 
their shipping; the closeness to oil 
fields ; climate, labor—factors which un- 
doubtedly helped them decide on Hous- 
ton as the logical location for their new 
plant. 












zxawekek k 







For interesting data . ‘ ‘ in- 
formation which should be in the hands 
of every shipper, send for copy of the 


PORT BOOK 


IT IS FREE 









ef 22 @ 






Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 
HOUSTON - - #£=TEXAS 
| SERS 01S, 2 SE A ELTON OLE ER EEE EE ACR, 








168 THE TRAFFIC WORLD 


ner had been held January 1. Charles Barham, vice-president 
and traffic manager, N. C. & St. L., will be the principal speaker. 
William C. Cowling, director of traffic, Ford Motor Company, 
will be toastmaster. 

The Traffic Club of St. Louis will hold a meeting at the 
Jefferson Hotel January 21. Ed Fisher, of the American Loco- 
motive Company, will speak on “A Year in Brazil,” which will 
be illustrated with motion pictures. 


The Grand Rapids Transportation Club held a meeting at 
the Association of Commerce January 17. The freight claim 
agents of the local lines were present and discussed experiences 
in connection with handling loss and damage claims. Dinner 
was served. 


The Traffic Club of New York will hold a bridge party for 
members and ladies the evening of January 24. A forum meet- 
ing on the subject, ‘“‘The Underlying Principles of Merchandise 
Container Car Service,” was held January 15. Walter Bock- 
stahler, vice-president, Universal Carloading and Distributing 
Company, was the principal speaker. 

The Traffic Club of Brooklyn will hold its annual dinner and 
dance at the Half Moon Hotel, Coney Island, January 19. L. 
Harber, traffic manager, U. S. Printing and Lithograph Company, 
president of the club, will preside. E. J. Giblin is chairman 
of the entertainment committee. Entertainment will include 
an elaborate program of music and vaudeville. 

The Traffic Club of Kansas City held a luncheon at the Balti- 
more Hotel January 14. John Wallenstrom, city passenger agent, 
Santa Fe, who recently returned from a trip to Sweden, Norway 
and Denmark, spoke on “The Old and the New.” 

The Traffic Club of Cleveland will hold its fifteenth annual 
Dinner February 7 at the Hotel Cleveland. The speaker of the 
evening will be Maurice Hindus. 


“Whether the Commission is to be allowed to retain its high 
position and be given opportunity to regulate the railways 
without political dictation has become one of the most important 
and pressing questions before the American people,” said Sam- 
uel O. Dunn, editor of the Railway Age, at the annual dinner 
of the Traffic Club of Milwaukee January 15. The address of 
Commissioner Meyer on the Hoch-Smith resolution delivered at 
the dinner is reported elsewhere in this issue. Mr. Dunn dis- 
cussed the increasing work required of the regulatory body and 
various attempts to influence it, declaring that it should be made 
as free from political interference as the Supreme Court. “There 
has recently been a rapidly increasing tendency for sections and 
classes of people who do not get just what they want to appeal 
for action by Congress,” he said, “and for Congress, in response 
to these appeals, to pass legislation plainly intended to impose 
its judgment on the Commission, rather than allow the Com- 
mission to follow its own judgment. This tendency, if not ar- 
rested, will destroy all that is good in our present system of 
regulation. It is not to be expected that everybody will 
be satisfied with the Commission’s decisions or policies. No- 
body, however, will seriously question that it is far better fitted to 
regulate than Congress.” 

The San Antonio Traffic Club held a meeting at the Y. M. 
C. A. January 14. Henry R. McKeen spoke on “The Forward 
San Antonio Movement” and there was a program of music. 


The Traffic Club of Wichita held a “Missouri Pacific’ lunch- 
eon at the Wichita Club January 17. F. E. Walling, district 
freight agent of that line, was in charge of the program. 

The Junior Traffic Club of St. Louis will hold its annual 
election at the Warwick Hotel January 22. Dinner will be 
served. 

The Traffic and Transportation Association of Pittsburgh 
will hold its fifteenth annual dinner at the William Penn Hotel 
January 24. William B. Stout, head of the Ford Motor Airplane 
Division, will be the main speaker, his subject being “Keeping 
in Step with Aviation.” Dr. John L. Davis, New York, humor- 
ist and philosopher, will also speak. The Jubilee Singers, of 
the Missouri Pacific, will entertain. 


F. C. Cheney, assistant general freight agent, Seaboard Air 
Line, was elected president of the Traffic Club of Atlanta at the 
annual meeting of the club at the Atlanta Athletic Club January 
11. He defeated Paul A. Wright, of the Southern Railway, by 
a majority of five votes. Other officers elected were as follows: 
First vice-president, H. A. Manning; second vice-president, W. J. 
Keller; secretary-treasurer, F. B. Porter; directors, T. B. Curtis, 
M. M. Emmert, J. M. Born and J. H. Jentzen. Clark Howell, 
editor, Atlanta Constitution, was the principal speaker at the 
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dinner and W. H. Howell, retiring second vice-president; way 
toastmaster. There was an elaborate program of entertainment, 
including an impromptu buck and wing dance contest between 
Neil Skillman and Jim Bruce. The film “The Fair of the Irop 
Horse” was shown at the Chamber of Commerce January 4 
under the auspices of the Traffic Study Club of Atlanta. 


| Personal Notes 
 ————— 

Howard C. Spalding died at his home in Guilford, Conn, 
January 1. He resigned as chief rate clerk of the N. Y. N. g, 
& H., at New Haven, in June, 1923. ; 

George B. Farrow has been appointed general agent, freight 
department, Rock Island, at Philadelphia. C. Cromwell hag 
been appointed traveling freight agent, and Lincoln Burgher hag 
been appointed district passenger agent. 

The appointment of E. Frank Reed, of Malden, as industria} 
agent of the Boston and Maine has been announced by assistant 
vice-president T. F. Joyce. He will be attached to the indus. 
trial and agricultural development bureau, under the direction of 
Col. A. N. Payne. 

George F. LeDuc, of Winchester, now commercial agent at 
Boston, has been appointed New England freight agent, and 
William A. Knipe, of Roslindale, now traveling freight agent, 
has been appointed chief clerk to the vice-president in charge 
of traffic. To succeed Mr. LeDuc, Daniel F. Sullivan, Jr., of 
Waltham, now traffic representative, has been appointed conm- 
mercial agent, and S. J. Power, of East Lynn, divisions clerk, 
becomes traveling freight agent succeeding Mr. Knipe. E. J, 
Markham, of Dorchester, traffic representative in the office of the 
general agent at Boston, becomes traffic representative in the 
foreign freight office, Boston, in place of Mr. Sullivan. 

J. S. Woodruff, who had charge of revision of navigation 
laws for the Shipping Board, died in Washington January 13, 

E. P. Rodgers has been appointed commercial agent, Atlantic 
Coast Line, at Memphis. 

J. R. Barse has been elected general counsel of the Chicago 
and Western Indiana and the Belt Railway of Chicago. 

W. N. Agnew has been appointed assistant to the president, 
Worthington Pump and Machinery Corporation, New York, in 
addition to his duties as general traffic manager. 

W. MeN. Knapp has been appointed assistant freight traffic 
manager, Central of Georgia, with headquarters at Savannah, Ga. 

Elliott E. Edwards has been appointel traveling ‘freight and 
passenger agent, Merchants’ and Miners’ Transportation Com- 
pany, Savannah, Ga., succeeding E. E. Laffiteau, who died. 

H. E. Wiggin has been appointed traffic manager National 
Biscuit Company, New York, succeeding E. J. Perkins, retired. 

Vv. H. Bradford has been appointed commercial agent, 
Western Maryland Railway, at Cleveland, succeeding J. E. 
Hutchinson, who died. 

The first item in this column in The Traffic World of 
January 12 was an announcement of election of officers by the 
Passenger Club of St. Louis. The first line of that item was 
inadvertently dropped. The statement preceding the names of 
the officers elected should have been to the effect that the 
club had been inactive since the World War, and had recently 
held a meeting for the purpose of reorganization. 

W. F. Goodnight, commercial agent, Northern Pacific, at 
Chicago, has been appointed general agent at Cincinnati, suc- 
ceeding W. C. Hartnett, who died. R. H. McCurdy, who has 
been district passenger agent at Des Moines, has been appointed 
general agent of the passenger department at Cincinnati, and 
Neil Baird succeeds Mr. McCurdy at Des Moines. He was 
traveling passenger agent at Milwaukee. He is succeeded there 
by A. L. Placke. 

A. M. Glassmeyer, general agent, C. & O., at Cincinnati, 
has been appointed general traveling agent at Cincinnati, suc 
ceeding J. D. Jackson, resigned. P. R. Weidman, traveling 
freight agent at Cincinnati, has been appointed general agent 
there, succeeding Mr. Glassmeyer. D. H. McCalla, traveling 
freight agent at Cincinnati, general office, has been appointed 
traveling freight agent, general agent’s office, succeeding Mr. 
Weidman. 

M. N. Freese has been appointed division freight agent, 
B. & O., at Newark, O., succeeding W. F. Bollman, promoted. 

Daniel F. Brady, traffic manager, Merck and Company, died 
at his home January 7. Funeral services were held at Savannah, 
Ga., January 10. 

E. P. Becker has been appointed general agent, St. Louls 
Southwestern, at Cleveland. 

Organization of a traffic division of the Manufacturers’ 
Association of Washington was completed this week. ; 
Hodge, with 18 years’ experience in rate and traffic problems 
and for the last year traffic manager for the Gypsum Products 
Corporation, in Seattle, was placed in charge. 
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THE TRAFFIC WORLD 


MEYER ON HOCH-SMITH 


Addressing the Traffic Club of Milwaukee, on January 15, 
Commissioner B. H. Meyer said that the Hoch-Smith resolution 
had a “revolutionary effect” in that it not only authorized but 
directed the Commission to take into consideration, in its rate 
work, commercial conditions which theretofore it had avoided 
as being not within the scope of its authority. 

Mr. Meyer said it appeared to him that the underlying 
theory expressed in the resolution was that “it attempts to 
make the railroads in the United States the shock absorber 
and balance wheel for the entlire economic life of the country 
to the extent to which this may be accomplished through the 
instrumentality of railroad rates.” 

As a background for his observations he read from notes, 
made in 1896, about pioneer transportation work in and around 
Milwaukee in the middle years of the last century, contrasting 
that with the transformation of transportation. along Indian 
trails to the airplane all within a single lifetime. Notwith- 
standing the development of the automobile and the airplane 
he said he thought automobiles and airplanes would not super- 
sede the railroad for many decades to’ come, if ever. His 
thought was that all before him would be interested in railroads 
for an indefinite period in the future and therefore in the ques- 
tions about the relations between the railroads and those who 
used them. 

Just twenty years before, he observed, he had addressed 
traffic men in Milwaukee on the question of uniformity in 
classifications of which there were about 150 when the act to 
regulate commerce was passed in 1887, the first having been 
made in 1856 covering 33 commodities. Progress toward uni- 
formity, he said, had been substantial and steady but he asked 


for greater cooperation among all those interested in the settle-| 


ment of questions, which in spite of everybody’s good inten- 
tions seemed to arise in the ratio of two new ones for every 
old one settled. He was impressed, he said, by the productive 
capacity of this country by way of contrast with the gloom of 
the economists beginning about 1800 and rising to the theories 
of Robert Malthus who doubted the ability of the world to 


— its budget between population and the means to sustain 
ife. 


In discussing the Hoch-Smith resolution, he said: 


You are all familiar with what is known as the Hoch-Smith 
resolution. This is a joint resolution of both houses of Congress, 
signed by the President, and passed in January, 1925. While in form 
it is a resolution, in essence it is an amendment to the interstate 
commerce act and has all the force and effect of law. I would like 
to bring to your attention certain considerations which that resolution 
pushes into the foreground in the consideration of rate matters. 

From the time of its creation to the passage of the Hoch-Smith 
resolution, the Interstate Commerce Commission has’ said hundreds, 
and probably thousands, of times in its official reports that its duty 
under the law was to deal with transportation conditions and not 
with commercial conditions. The dividing line between transportation 
conditions and commercial conditions is often difficult to draw and 
overlapping of the two domains is common. In a certain sense, the 
Commission had always given consideration to commercial conditions, 
but this was rather in an incidential and indirect way by giving 
weight to such well known factors as value, risk, competitive articles, 
and other considerations known to every experienced traffic man. 
From the standpoint of mere carriage by railroad the difference be- 
tween valuable and cheap articles may not be great; yet the valuable 
article is classed first-class or double first-class, while the cheaper 
article may fall into Class 5 or one of the lower lettered classes. 
The ability to bear a certain charge is partly at least a commercial 
consideration. Freight clasifications rest to some extent on commer- 
cial considerations. Commercial considerations of this character had 
always been taken into view by the Commission. However, when 
we were asked to establish rates on the ground that they would 
permit the applicant to increase his output, to extend his territory, 
to increase his profits, to strengthen his competition, to fortify his 
location, and similar matters, generally speaking, we said in one 
form or another that these were commercial conditions which we 
were not permitted to.give weight in establishing just and reasonable 
rates under the law. We said that the law restricted us to trans- 
portation conditions. Such was our unbroken line of decisions. 

The Hoch-Smith resolution changed all this. It not only author- 
izes but it directs us to take into consideration commercial conditions. 
This in a word is what may be termed the revolutionary effect of 
that piece of legislation. The very opening paragraph reads as 
follows: 

“That it is hereby declared to be the true policy in rate making 
to be pursued by the Interstate Commerce Commission in adjustin 
freight rates, that the conditions which at any given time prevail 
in our several industries should be considered in so far as it is 
legally possible to do so, to the end that commodities may freely 
move.”’ 

Please this 


note that two great considerations 
language are that we shall weigh the conditions which at any given 
time prevail in our several industries and further that we shall do 
whatever it may be possible for us to do to promote the free move- 


pointed out in 


ment of commodities. Here we have a general legislative mandate 
which is not confined to a limited group of commodities but it em- 
braces all commodities. It does not even make reference to agricul- 
tural products as such. It embraces everything which the railroads 
carry, everything contained in our classifications with. their more 
than 10,000 items. 

The second paragraph of the resolution is long and contains 
provisions of the highest significance. It authorizes and directs 
the Commission to make a thorough investigation of the rate struc- 
ture of common carriers subject to the interstate commerce act. 
We are to study the character of all of these rates and subject them 
to the tests laid down in the law. We are to measure the burdens 
which existing rates impose upon different commodities, to study 
the advantages and disadvantages of various localities and parts of 
the country, to apply the tests of the law to all classes of traffic 
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and to all kinds of commodities; and then having done ay 
things we are to make changes, adjustments, and redistributions 

the burden of transportation wherever our investigations Suge 
such changes should be made. In making these changes, adjustmenr 
and redistributions of the transportation burden we are to i 
in view three leading factors: (1) the general and comparative leva. 
in market value of the different classes and kinds of commoditi: 
through a period of years; (2) a natural and proper development « 
the country as a whole; and (3) the maintenance of an adequat 
system of transportation. Please reflect upon the scope and mean, 
of these instructions from Congress. The men present in this 
are nearly all engaged in industry and commerce. Will you 

tell me whether the manner in which you are conducting You 

industry and the places in which you have located them indicat, 
that you are contributing your share to a natural and proper devel, 
opment of the country as a whole? I assume that you are but how 
can we know? What tests are to be applied in order to determin 

whether national development is proceeding along sound lines 
along lines that should be diverted or obliterated? What is a nati 4 
and proper development of the country? These are mighty questions 
of the- highest importance and the Commission must answer them, 

What I have said thus far about the mandates of the Hoch-Smith 
resolution is sufficient to indicate that the tasks imposed upon the 
Commission by, its provisions are Herculean. In fact, litera) and 
complete execution of all its provisions is probably beyond the Dower 
of any body of men. However, Congress does not intend to ask the 
impossible. It had deliberated many months and finally passeq this 
resolution. After Congress has told us what it wants done We 
proceed to do it. That is what the Commission was created fo 
We ask no questions but roll up our sleeves and go to work in 
accordance with our instructions. We are conducting a long Series 
of investigations started by this résolution. We are trying to th 
best of our ability to work out every possible beneficial result whic 
can be effected under it. 

I fear many of those who have concerned themselves with the 
resolution have no proper appreciation of the practical work involyea 
in a reconstruction of the rate structure of the country. In a geng 
reconstruction of the rate structure has been in progress from the 
time railroads first began to carry freight for hire. Every rat 
prescribed by a state commission or by the Interstate Commere 
Commission represents to a greater or less extent a reconstruction 
of the rate structure. However, having in view perhaps in the initial 
stages of the discussions leading to the passage of the resolution, 
measures which might assist in the restoration of_ agriculture. 
Congress apparently concluded that the processes of modification ang 
reconstruction of rates as effected through a long succession of ppo. 
ceedings were not expeditious enough and that the Commission should 
be given authority and that it should be required to accelerate the 
process of perfecting the rate structure in the light of the new and 
additional standards prescribed in the resolution. We are now and 
have been for many months in the midst of this work. 

Responsive to the direction contained in the third paragraph of 
the Hoch-Smith resolution to the effect that the Commission shall 
with the least practicable delay prescribe the lowest lawful rates 
on the products of agriculture which are affected by depression 
compatible with the maintenance of adequate transportation service, 
we have issued a number of reports in which such rate changes have 
been made, based in part or entirely upon the third paragraph of 
the resolution. One of these orders has been taken into court by 
the carriers and before very long we hope to have the benefit of 
the views of the Supreme Court of the United States with referene 
to the proper interpretation of the Hoch-Smith resolution. 

This third paragraph of the resolution is the one that has been 
most widely discussed and concerning which many more people 
seem to be informed than the first two paragraphs. Nevertheless, 
the first two paragraphs are not only just as important, but they 
are more far-reaching. In some respects they are even more impor- 
tant for the reason that they direct the Commission to apply the 
principle underlying the last paragraph not only to agriculture, but 
to all other products and commodities which move by railroad. In 
order to apply fully the ideas of the resolution we should be informed 
at any given period of time with respect to the degree of prosperity 
or the lack of it of every single enterprise in this great country in 
order that we may intelligently lift burdens off those shoulders which 
are less able to bear them and place them on the shoulders of those 
that are more able to bear them in so far as these burdens are 
affected by charges for transportation. I have said that I could keep 
a hundred Solomons busy on this program for a hundred years. 
I might summarize what appears to me to be the underlying theory 
expressed in the resolution by saying that it attempts to make the 
railroads in the United States the shock absorber and balance wheel 
for the entire economic life of the country to the extent to which 
this may be accomplished through the instrumentality of railroad 
rates. While, as previously suggested, complete compliance with 
such requirements clearly exceeds the ability of any set of men, we 
are endeavoring to execute this program to the fullest extent of our 
ability. And in this, as in all other matters, we need the advice and 
active cooperation not only of all the railroads, but of all the indus- 
tries in the country. 


MERCHANDISE CONTAINERS 


The forum of the Traffic Club of New York, at the Park 
Central Hotel, January 15, was featured by a discussion of 
“Merchandise Container Car Service.” The principal speaker 
was Walter Bockstahler, vice-president of the United States 
Freight Company and a vice-president of the Traffic Club. Mr. 
-Bockstahler opened his address with a brief recital of the delays 
attendant upon the old manner of handling freight in less-that- 
carload lots, pointing out how awkward and costly were the 
multiple handlings of small consignments within the great space 
of the freight car. He then described the newly perfected me 
chandise container which has proved its value by expediting 
shipments and reducing the freight rate on consignments sent 
in this manner. Apart from the saving in freight rates, Mr. 
Bockstahler indicated a further saving by reasoon of less strict 
packing requirements than under the old system of small unit 
packages. 

In the six years of experiment on the merchandise container, 
Mr. Bockstahler said, a means has also been found of making 
this new service available to the small shipper whose consist 
ment may be of considerably less volume than the standa 
container, which holds 4,000 pounds. Within the last few years 
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a number of local transport companies have developed a service 
whereby packages are picked up from a succession of small ship- 
pers and brought directly to the freight terminal. 

Following Mr. Bockstahler’s address, the subject was dis- 
cussed by the numerous members present, who offered sugges- 
tions for the further improvement of the merchandise container 
service. 


DRY GOODS TRAFFIC MEN TO MEET 


W. J. L. Banham, general traffic manager, Otis Elevator 
Company, New York, and chairman of the Atlantic States Ship- 
pers’ Advisory Board, will be the principal speaker at the after- 
noon session February 6 of the traffic, receiving and marking 
group of the National Retail Dry Goods Association, on the 
occasion of its eighteenth annual convention, to be Held at the 
Hotel Pennsylvania, New York, February 4 to 8, inclusive. His 
subject will be “Consumer’s Demand of Merchant—Economy in 
Transportation Expense.” Frank Rich, of J. C. Penney Com- 
pany, New York, will speak on “Operation of a Chain Store 
Traffic Department.” The principal speaker at the afternoon 
session February 7, which is to be a joint session between the 
traffic, receiving and marking group with the controllers’ con- 
gress and store managers’ division, will be Percy S. Straus, vice- 
president, R. H. Macy and Company, New York, whose subject 
will be “Economical Shipping Containers Affect Net Portfis.” 
For the past three years the traffic group has been making an 
intensive survey of lighter shipping containers in unit packing. 


ATLANTIC STATES BOARD 


The business of the basic industries in the Atlantic states 
territory in the first quarter of this year will approximate 805,703 
carloads, as compared with 764,794 carloads actually shipped in 
the corresponding period last year, according to reports sub- 
mitted to the annual meeting of the Atlantic States Shippers’ 
Advisory Board, at New York, January 18. 

The gathering brought together approximately eight hundred 
representatives, railroad, industrial and financial, from through- 
out the east. Almost without exception the commodity reports 
pictured an improvement in business conditions. Taking all 
lines as a whole, the increase over the first three months of 1927 
will average a little over five per cent. 

The meeting was presided over by W. J. L. Banham, general 
traffic manager of the Otis Elevator Company, as general chair- 
man, and spokesmen for virtually every line of business activity 
participated in the deliberations. 

At luncheon, the members were addressed by Charles M. 
Schwab, chairman of the Bethlehem Steel Corporation, and 
Major General Hanson E. Ely, commander, Second Corps Area, 


U.S. A. 
A digest of the commodity committee reports follows: 


Automotive parts and accessories: The outlook for the first quar- 
ter is most promising, anticipate shipments will amount to 5,800 cars, 
as compared to 4,863 cars for the first quarter of 1928, an increase 
of about 20 per cent. Practically all industries are working to maxi- 
mum capacity, and, as far as we can see, this condition will prevail 
for the next several months. 

Brick: The prevailing opinion is that the shipments should be 
at least as good as for the first quarter of 1928. There seems to be 
a feeling that general business conditions will improve. 

Canned foods: Some of the commodities will show an increase, 
but the canned goods, a heavy decrease. Therefore, we estimate the 
total decrease at 10 per cent. 

Castings, machinery and boilers: Conditions are expected to con- 
tinue good, resulting in an increase in car requirements of about 
10 per cent over the same period of 1928. 

Chemicals: The industry is facing the new year with prospects 
of business increase over the first quarter of 1928. Shipments will 
approach something more than 5 per cent in excess of a year ago. 

Cement: It is estimated shipments will equal those of 1928, when 
32,495 cars were shipped. 

Clay and clay products: Car requirements will be approximately 
40 per cent greater the first quarter, 1929, than in the same period 
last year. Hollow tile, terra cotta and similar clay products, car 
requirements will be approximately 10 per cent greater than for 
the same period in the previous year. 

Coal, coke and ore: Should conditions be about the same as the 
first quarter of 1928, we will ship in anthracite approximately 17,000,- 
000 net tons, which will require 325,000 cars. On the other hand, should 
we have one of those old-fashioned winters, it is estimated that we 
will do about 20,000,000 tons, and require approximately 400,000 cars 
Bituminous tonnage is holding up fairly well, and it would appear 
that we will ship about 3 per cent more than in the same period of 
1928. The coke tonnage will be approximately the same as in the 
same period of 1928. 

Cordage: [Estimate the requirements for inbound raw materials 
at 1,600 cars; outbound cars, 1,510. This represents about the same 
—— as the last quarter of 1928 for inbound and outbound ma- 
terials. 

Crushed stone, sand and gravel: 
period of last year by 41 per cent. 

Confectionery: Approximate volume of business (carloads), Janu- 
ary, February and March, 1929, 515 cars; shipments (carload), Janu- 
ary, February and March, 1928, 412 cars; percentage of increase, 25. 

Dairy and poultry products: Anticipate approximately a 4 per 
cent increase in requirements for the next three months. 

Electrical machinery and appliances: Car requirements will amount 
to 6,179; in the same three months last year, 5,139 cars were required. 

Fresh fruits and vegetables: Potatoes, about 10 per cent increase; 
other vegetables, about same as last year. ‘ 

Fertilizer and fertilizer materials: Car requirements are expected 
to be 12 per cent greater than for the same period a year ago. 

Glass container: Cars required for outbound shipments, 2,300, an 


Requirements will exceed same 
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increase of 15 per cent over the fourth quarter of 1928, part o¢ | 
increase being due to heavier seasonal shipments; represents an 
crease of 10 per cent over the first quarter of 1928. an in. 

Hides, leather and tanning materials: Reports indicate 
creased movement for the next three months, as compared with te. 
quarter in 1928, of about 22 per cent. Same 

Iron and steel: The improvement in shipments noted in previ 
report has continued into the last quarter of 1928; expectations Ous 
that there will be a continuation of good business for the first oy” 
ter of 1929. In particular lines of product the increase for th 
quarter of 1929 as compared with the same period in 1928, jg 
as high as 25 per cent. These, however, will not greatly affect mt 
output of the whole industry and we think an average increage . 
10 per cent is as much as we can look for. of 

_ Lime and gypsum: Reports from lime manufacturers indi 
shipments will show an increase of about 4 per cent over the a 
period in 1928. Indications are that the tonnage of plaster wi} . 
proximate an increase of 3 per cent over the same period in 1998 af 

Paints, oils and varnishes: Reports show an increase of approxi 
mately 1% per cent. Never in the history of the paint, varnish ao 
lacquer business have we faced a situation so replete with op . 
tunities which promise greater accomplishments than at the une 
time. - 

Pulp and paper: Car requirements indicate an 11 per cent increas 
over same period a year ago. - 

Petroleum and petroleum products: Tonnage of petroleum to be 
handled will show an increase of 12 per cent. 

Prepared roofing and roofing materials: The volume of busines 
(carloads) is expected to be about the same as in the corresponding 
period of 1928. 

Slate: Demand is keeping up to 1928, and anticipated require. 
— carloads, will run about the same as in the first quarter of 

Salt: Box car requirements_indicate a decrease of 3% per cent 
oe Cars required, 11,675; cars shipped first quarter, 199 

, v. 
: ae Car requirements about the same as for the same months 
in ’ 

Warehouse and storage: Volume of business should show some ip- 
erease over preceding three months, and generally heavier than jp 
the first three months of 1928. 

Textile: Conditions in industry for the 
with October, November and December, 1928: 
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N.C.—No charge. * Decrease. 


' Less-than-carload shipments for Philadelphia and New York dis- 
tricts in next quarter will vary, some showing sharp increases while 
others will have small decline. 


LINE HAUL AND LIGHTERAGE 


The Traffic World New York Bureau 


In an address at a meeting of the Jersey Marine Club this 
week, Norman F. Titus, formerly chief of the transportation 
division of the Department of Commerce and now general man- 
ager of the New York-New Jersey Business Associates, advo- 
cated abandonment by the railroads of the practice of absorbing 
lighterage costs. He urged the charging of these costs to the 
shipper or consignee who get the benefit of the _ lighterage 
service. In the opinion of Mr. Titus elimination of free lighter- 
age is the most important step toward putting New York on 
an equal basis with the other ports of the United States. 

It was pointed out by Mr, Titus that the lighterage issue 
is the basis of most of the charges made by rival ports against 
New York in the efforts to divert traffic, claiming that terminal 
charges here constitute an excess and undue burden on shippers 
and consignees. He said that while car floatage is similar in 
some respects to the line-haul operation of -the railroads, light- 
erage differs from floating and switching. 

Free lighterage, he said, could be traced to the rebates 
granted to the Brooklyn and Jersey City sugar refineries prior 
to the creation of the Interstate Commerce Commission in 188i. 
Following the passage of the law creating the Commission, the 
railroads adopted new tariffs extending lighterage service to 
cover transfers of freight from rail terminals to private docks, 
steamship piers and also included split deliveries. In view of 
the fact that competition with the New York Central is 00 
longer a factor in view of the shifting of the export traffic of 
the line to the West Shore, which also handles about 75 pe 
cent of the domestic freight traffic of the Central, there is now 
no legitimate justification for cargo lighterage on this account, 
Mr. Titus said. 

Figures of the Interstate Commerce Commission for 192, 
he added, showed an average cost of $2.75 a ton for lighterage, 
while private figures for 1924 showed an average cost of $2.6 
a ton, but these figures covered only the marine operations of 
the railroads and did not take into account the cost of loadiné 
and unloading, insurance, depreciation, taxes, maintenance of te™ 
minals or administration. While railroad estimates of the cost of 
lighterage here was about $25,000,000 a year, he said, he believed 
the cost would be nearer $50,000,000, continuing: 


The cost of lighterage can be shown to be out of all proportion 
to the service rendered and is liable to successful attack by enemies 
of the port. The Pennsylvania Railroad puts the average cost 0 
its lighterage and floatage services at $3.31 a ton, but in some cases 
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A N 
ENGINEERING 
PROCLAMATION 


We are living in a shipping age unparalleled in our his- 
tory. More tonnage is being handled through American 
Ports and Terminals than ever before in the history of 
this country. Obviously then dock construction has 
risen to become an engineering study of paramount 
importance in America. 


THE DOCK AND TERMINAL ENGINEERING 
COMPANY has been ever cognizant of the need of 
better, speedier and more economical movement of raw 
materials and finished merchandise from land to water 
and back to land. 


Always maintaining leadership, THE DOCK AND 
TERMINAL ENGINEERING COMPANY has fos- 
tered, developed and extended the use of the rein- 
forced concrete dock. The Ferguson Patent No. 
1,089,405 covering the basic principle of reinforced 
concrete dock construction is in the exclusive owner- 
ship of this company. This patent is of wide scope 
and covers the greatest development in dock construc- 
tion in all shipping history. The Federal Courts have 
repeatedly confirmed its validity and good standing. 


Many shipping companies and municipalities are 
already enjoying the advantages of this type of dock. 
Some of the docks now in use have been built by 
licensees, some under our own direction as engineers, 
and unfortunately some have been built without our 
consultation or reference to the Ferguson Patent. 


Ever mindful of the advanced ideas embodied in this 
modern, economical, patented construction, THE 
DOCK AND TERMINAL ENGINEERING COM- 
PANY welcomes negotiations with shipping companies 
and municipalities whose present dock construction or 
planned development comes within! the scope of the 
Ferguson Patent. 


THE DOCK AND TERMINAL 
ENGINEERING COMPANY 


1248 Walnut Avenue 
Cleveland, Ohio 
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the costs will certainly range from $5 to $10 a ton. The free lighterage 
limits have been extended to eighteen miles in some cases. 

I think it is fair to assume that Classes 4, 5 and 6_comprise the 
bulk of the Pennsylvania's traffic. The Class 5 rate from Pittsburgh 
to New York is $6.60 a ton. Subtracting the lighterage and floatage 
charge of $3.31 from this we have a balance of $3.49 for line haul. 
Lighterage is the only operation in the Port of New York which does 
not bear its proportion of the through charge of transportation. 

The only solution is to charge the cost of lighterage to those who 
get the benefit of the service, leaving car floatage and switching 
services as part of the legitimate line haul service. If shippers had to 
bear the cost of lighterage they would begin to discriminate between 
ships and eliminate those loading at outside docks. Shipping would 
then develop on the west side of the Hudson. The new Jersey City 
ship terminal would be used as would the Newark terminal because 
of the direct connection between railroads and ships. 

The move recently made by the Pennsylvania Railroad for the 
development of a ship terminal in Jersey City is an effort to get 
away from antiquated methods of handling freight. It will bring 
about coordination of railroad and ship operation by affording direct 
connection between the two, thus eliminating expensive lighterage. 
Philadelphia, Baltimore and other ports have such coordination and 
are seeking to make the most of it. 

When the car seal is broken that is the end of the line haul. 
Anything beyond that is trade practice and not a transportation 
practice. The transfer of goods from railroad car to lighter marks 
the beginning of an additional service, the cost of which should be 
charged to those who get the benefit of it. 


DIVERSION OF COMMERCE 


Commenting in the Senate on the subject of diversion of 
commerce from ports of the United States, Senator Walsh, of 
Massachusetts, said he had received a communication from 
F. S. Davis, manager of the Maritime Association of the Boston 
Chamber of Commerce, “which very directly indicates the ag- 
gressive attitude of the Canadian government in increasing 
business at its ports to the increasing injury of American port 
business by preferential customs or tariff regulations.” 

The senator said that, in the last session of the present 
Congress, there was much discussion in the Senate with refer- 
ence to “the serious extent to which American ports were losing 
export business because in the difference in the methods of 
inspecting grain for export here and in Canada, the difference 
in rail and ocean freight rates, and because of the preferential 
custom regulations being imposed by the Canadian govern- 
ment.” Under a Senate resolution, a report is soon to be made 
on this subjejct by several government departments. 

The letter from Mr. Davis follows: 


For your information, the Canadian Dominion. government has 
recently imposed a duty of 50 cents per bunch on bananas imported 
to Canada through United States ports. No such duty is imposed 
if the bananas are imported through Canadian ports. 

This will cause the diversion to Canadian ports of a substantial 
volume of business that has previously been handled through the 
port of Boston by the United Fruit Co. 

The port record for the year 1928 indicates that 100,000 bunches 
were handled through Boston destined to points in Canada. 

This is another instance of preferential customs regulations im- 
posed by Canada to force traffic through the ports of that country. 


CASCADE TUNNEL CEREMONIES 


“Perhaps only engineers can appreciate the technical skill, 
the labor, the courage required for such an undertaking,” said 
President-elect Hoover, speaking from Washington in connection 
with the nation-wide broadcast of ceremonies marking the open- 
ing of the Great Northern’s new Cascade tunnel (see Traffic 
World, January 12, page 70) January 12. 

In part, he continued as follows: 


But the opening of a great transportation tunnel is more than an 
engineering accomplishment. It is a contribution for all time to quick- 
ened and cheapened transportation. Through these savings it adds 
something to the productivity and prosperity of far-flung communities 
which it serves. In the end it means a mite of contribution to better 
living of many hundreds of thousands of people. 

Never have we witnessed a more perfect co-ordination of the forces 
of American industry than in this great job. The miners who have 
operated the drills, who cleared the rock and built the new tracks dur- 
a — three years have established a record in construction for 
their skill. 

This accomplishment is of more moment than the improvement of 
the Great Northern Railway. It gives every American the satisfaction 
of confidence in the vitality of our civilization. 


“As a member of the Interstate Commerce Commission, I 
view with deep interest this latest evidence of the unceasing 
effort to improve the operating performance of our national rail- 
road system,” said Commissioner Campbell, who was also one of 
the speakers in connection with the ceremonies. 

“The management of the Great Northern, in putting through 
such a stupendous engineering work, has carried on the policy of 
that pioneer builder to whom the tunnel is dedicated, James J. 
Hill,” he continued. “It was my privilege to know him person- 
ally. If he were here today he would observe with approval this 
supplementary execution of an order which he gave to his chief 
engineer in the summer of 1890 when the Great Northern was 
being projected across the Rocky Mountains. He then said: 
‘What we want is the best possible line, shortest distance, lowest 
grades, and least curvature that we can build between the points 
to be covered.’ 

“The construction of this tunnel and the accompanying pro- 
gram of electrification will serve to refute the notion that our 
railroads are becoming obsolete. The iron horse may be a little 
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lame from competitive conflict with the automobile, but wit 
appropriate adjustments he will long continue to be as he ig bie 
the main factor in our transportation system. The total volyp, 
of business is bound to grow, although not as rapidly ag whe 
the nation was younger. Year by year since the great war in 
provements in the economy of railroad operation haye taken 
place and the cumulative effect is striking. We find that ns 
result of simultaneously increasing the size of trains and of = 
ing them faster, the efficiency of freight train operation jp the 
eight-year period, 1920-1928, has increased nearly 59 per cent.” 

President Ralph Budd, of the Great Northern, who addresseg 
the radio audience from the western portal of the tunnel, gg 
clared that it “symbolizes the main idea behind the railroad 
career of James J. Hill, namely, the importance of economy ajj 
efficiency in railroad operation.” In 1914, when Mr. Hill mag 
his last trip over the line, according to Mr. Budd, he said to those 
oo ae “Some of you will live to see this mountain line elinj. 
nated.” 

Another feature of the ceremonies in connection with th 
opening was a banquet at Scenic Camp, in the Cascades, at Which 
the following spoke: Governor Roland H. Hartley, of Washing. 
ton; John Dower, president, Tacoma Chamber of Commerce: 
James L. Stone, president, Spokane Chamber of Commerce; 7 
H. Hatch, president, Seattle Chamber of Commerce; J, ¢. Bar. 
ter, vice-president, A. Guthrie & Company, the tunnel contractors 
and J. J. Donovan, Washington State Chamber of Commerce, |, 
C. Gilman, vice-president, Great Northern, was toastmaster, 


DETROIT JOINT CONFERENCE 


Another conference between the Detroit-Toledo termina 
committee of the American Railway Association Freight Claim 
Division and the claim and claim prevention committee of the 
Detroit District Shippers’ Conference was held at Detroit Jany. 
ary 10. Consideration was given to a plan of distributing “meth. 
ods of packing” circulars prepared by the freight claim division 
and the container bureau in order to have them become of 
greater value to shippers. They are now being distributed jp 
a general manner by the individual carriers, and also through 
the Central Inspection and Weighing Bureau, but it is believed 
that, if they were presented to shippers on recommendation 
of a shippers’ organization, greater consideration would be given 
them. The carriers, therefore, agreed to consider the possibility 
of putting into operation a plan whereby copies of all circulars 
will be furnished to the shippers’ committee for study and de. 
termination whether they have a general value and for any 
comments with respect to the material contained therein, the 
chambers of commerce then to be furnished with a sufficient 
number free of cost to be mailed to shippers on their regular 
mailing lists. 

Uniformity in procedure of carriers in inspection of ship 
ments after delivery to consignee was also considered. Repre 
sentations were made by the shippers’ committee to the effect 
that the present lack of uniformity fails to produce the results 
that such inspections should toward analzying the cause for the 
loss and damage for which the inspection is made, and steps 
were taken to correct the deficiency. It is thought that, if in 
spections were made by a neutral bureau, there would be better 
results and a report on such procedure will be made at the next 
meeting. 

The shippers submitted their report on the question of the 
possibilities of utilizing arbitration proceedings in settling dis 
puted claim items in reply to a report made by the carriers 
at a previous joint conference. It was concluded that, because 
of the many complications that arise in connection with this 
subject, it was not possible to pursue the matter in the extent 
that it might make progress in conferences of the entire com 
mittee, and the subject was referred to a joint committee to 
consist of five representatives of shippers’ organizations and 
five representatives of carriers to submit their opiniong and 
recommendations at the next joint conference. 

Considerable discussion took place on the matter of the 
carriers reporting to the shippers’ committee instances of im 
proper packing, marking, illegible bills of lading, etc. It de 
veloped that the Central Inspection and Weighing Bureau was 
checking and finding many discrepancies in shipments along 
these lines, reports of which were not reaching the claim pre 
vention channels of the carriers for attention, but it was decided 
to continue the subject in order to permit the carriers to give 
further consideration to a plan whereby the shippers’ organized 
committees might cooperate with the carriers’ agencies in al 
effort to correct the practices of shippers who are responsible 
for some of these situations resulting in claim for loss, damage 
or overcharge. 

The carriers submitted an urgent request to shippers 
assist in devising some plan to permit better study of claim 
conditions and causes in connéction with carload movements 
where shippers load and consignees unload. It is the belief 
that, if some plan could be developed whereby the shipper would 
be immediately informed on the observation of the consignee 
with respect to the condition of lading at destination when 1088 
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To the 


: Gulf Coast Country 
Go One Way via Mobile 


L Return portions of round trip tickets from 
Chicago, St. Louis and many other points in 
the North to Biloxi, Edgewater Park, Gulfport, 


- Pass Christian and New Orleans may be 
. exchanged for use over the Mobile and Ohio 
, R.R., from Mobile, without extra charge. 


: Return portions of round trip tickets, from 
; Chicago, St. Louis and many other points in 
i the North, to Mobile, may be exchanged for 
‘ use from Biloxi, Edgewater Park, Gulfport, 
at Pass Christian and New Orleans, on payment 
of a small additional charge. 


“‘Gulf Coast Special’ 


Fine, fast service to Mobile from 
St. Louis via Mobile & Ohio 
R.R., and from Chicago via 
Illinois Central R.R. and Cairo. 

’Thru drawing-room sleeping 
cars. Dining car service for all 
meals. 






Any ticket agent will make reserva- 
tions and sell tickets over the Mobile 
& Ohio R.R. Write Stanton Curtis, 
General Passenger Agent, Mobile & 
Ohio R.R., St. Louis, for particulars 
of diverse routes and for Mobile 
booklet. 
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or damages occur, it would afford considerable aid. It devel- 
oped that a number of concerns followed such practice for move- 
ments between their own plants where they control the require- 
ments for making a report of the lading at destination, aud the 
subject was left with an understanding that the shippers com- 
mittee would develop the extent to which this practice was 
‘being followed by shippers, the success that attended it, and 
‘the possibilities of getting it universally adopted. 

Other subjects taken up related to claim for loss or damage 
on import shipments, cooperation through publicity of the car- 
riers in having shipping information include the name or number 
of departments on shipments consigned to big establishments, 
and carriers making more frequent inventories of freight houses 
in large centers, so that freight that is “over,” through negli- 
gence or error, might not be delayed to the extent that instances 
have arisen in the past. 

R. G. Brown, manager of the receiving department of J. L. 
Hudson Company and recently appointed chairman of the claim 
and claim prevention committee of the Detroit District Shippers’ 
Conference, presided at the meeting, with G. F. Wheeler, freight 
claim agent, Michigan Central, chairman of the carriers’ com- 
mittee, as vice-chairman, in accordance with the plan of rotating 
the presiding officers at the joint conferences between the car- 
riers and shippers. 


MOTOR BUS LEGISLATION 


In his report on behalf of the Commission on H. R. 15621, 
the motor bus regulation bill introduced by Chairman Parker, of 
the House committee on interstate and foreign commerce, and 
which embodies the agreement on such legislation reached by 
representatives of the steam and electric railways, the state 
commissions, bus operators and bus manufacturers, Commis- 
sioner McManamy, chairman of the legislative committee of the 
Commission, said to Chairman Parker: 


Pursuant to your request of December 22, 1928, the Commission 
has given careful consideration to H. R. 15621, introduced by your- 
self, entitled “A bill to regulate interstate commerce by motor 
vehicles operating as common carriers of persons on the public high- 
ways,” and I have been authorized to submit the following report. 

This bill differs materially from H. R. 12380, which you intro- 
duced in the last session of the present Congress, and on which the 
Commission submitted a report to you dated April 18, 1928. That 
bill followed H. R. 8266, which you introduced in the last Congress, 
and on which a report was forwarded to you under date of May 13, 
1926. 

The new bill, like the last bill, is confined to passenger vehicles 
thereby eliminating motor trucks from the proposed regulation. It 
Iso excludes taxicabs and school and hotel busses. Its operation 
is confined to commerce between the states or between the states 
and the District of Columbia, whereas the last bill included the terri- 
tories and possessions of the United States. 

Considering the bill by sections, we respectfully submit the fol- 
lowing suggestions: 

Section 2. This section, which makes it the duty of the Com- 
mission and of the joint boards to administer the provisions of the 
act, when read together with section 9(a), which requires that rates 
be just and reasonable, might possibly be interpreted as_contemplat- 
ing proceedings wherein the reasonableness of rates would be passed 
upon. It is probable that no such proceedings are intended, but we 
suggest that language be incorporated that would remove any possible 
doubt. In this connection, we direct attention to recommendation or 
conclusion 16 of our report in No. 18300, Motor Bus and Truck Op- 
eration, which was as follows: 

“Provision should be made for the filing of complaints against 
fares, charges, practices or service of motor bus lines operating as 
common carriers in interstate commerce on the public highway. Such 
complaints should be filed with, and hearings thereon had _ before, 
the koard or the Commission which granted the certificate of public 
convenience and necessity to the motor carrier against which com- 
plaint is made.’’ 

Section 2(d). We suggest that this paragraph be clarified in re- 
spect of the question as to whether the time limitation for issuing 
certificates and that for noting appeals date from the time notice is 
actually received by a party or whether, in cases where notice is 
mailed, as provided for in section 11, such limitations would date from 
time of mailing. 

Section 2(e). It is not stated whether unanimous vote upon a 
decision is required or whether majority vote is enough. It may be 
that this matter is intended to be cared for in the rules to be pro- 
mulgated by the Commission pursuant to section 2(a), but it is an 
important matter which we feel shiuld be called to your attention. 

Section 5(b). The question as to whether public convenience and 
necessity require the operation of a motor passenger line between 
points already adequately served, in so far as steam railroads or 
street or interurban electric railways are fitted to render adequate 
service, involves what are to us entirely new principles. In view of 
the direction that reasonable consideration shall be given to existing 
available transportation agencies and service, a construction could 
be adopted which would exclude motor competition in a field already 
enjoying good railroad or electric railway service. On the other hand, 
although motor busses ordinarily have fixed stations in towns or 
cities, they stop to pick up passengers at almost any point along 
their route. Because of the dissimilarity between this service and 
railroad service and the comparatively small investment entailed 
in the operation of bus lines, the adoption of applicable basic prin- 
ciples will involve the exercise of a very broad discretion. It is 
highly desirable that Congress should give the most specific direc- 
tion which it can as to the manner in which the discretion is to 
be exercised. 

Section 10. Intervention in proceedings before joint boards is 
not provided for, and therefore the parties to the record who can 
take an appeal to the Commission would be limited apparently to 
the applicants. 

Section 12(b). As noted above, section 9(a) requires that rates 
be just and reasonable and, apparently, the bill does not intend to 
provide for proceedings before the joint boards or the Commission 
to pass on the question of reasonableness of rates. Accordingly, if 
a bill were to be brought in court to enjoin a motor carrier from 
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charging rates alleged to be in violation of section 9(a), it 
seem to develop upon the court to determine as an origina] would 
where or_ not the rates charged were reasonable. This shoulqet” 


considered in connection with what was said abov Uld be 
tion 2. Ove FOEArAINE sep. 

Section 13. The duty of administering the contingent fun, ; 
somewhat outside the Commission’s regular duties and would nnd is 
a special accounting force. It would seem that this work mj rar 
more economically handled if the administering were done Rat be 


by the accounting forces of the treasury department or of the rectly 
troller general. In any event the bases for aan ae state offen 


for their services and the state for the federal use of its pro 
should be prescribed by Congress as definitely as may be practi 
and particularly the basis for compensating representatives desj cable, 
to act on the joint boards. Bnated 
In addition to the foregoing suggestions, we direct attentio 
the recommendations concerning motor wehicle regulation contaii to 
in our report in No. 18300, Motor Bus and Truck Operation, a — 
of which is attached hereto. » & COpy 


A summary of H. R. 15621 appeared in The Traffic World 
of December 22, p. 1430. 


Chairman Parker, of the House Committee on Interstate 
and Foreign Commerce, has called a conference for next 
Wednesday, January 23, of the representatives of the Various 
groups interested in motor bus legislation. The Chairman gay, 
he intends to push the proposed legislation. By holding the 
conference it is hoped to avoid the holding of formal hearings 


REFERENDUM ON HIGHWAYS 


The Chamber of Commerce of the United States is taking 
a referendum on the report of a special committee on highways 
and motor transport respecting state and local road administra. 
tion. One of the recommendations to be voted on is that pr. 
grams for “construction and maintenance of highways of genera] 
motor use should be financed as far as possible by highway 
users, and that revenues derived from other sources should be 
limited by the general benefits resulting from the improvements 
and by the ability to pay. 

The committee, of which Frederick J. Haynes, of Detroit, 
is chairman, points out that annual highway expenditures for 
construction and maintenance, exclusive of city streets, are now 
nearly one and a half billion dollars. It says that while the 
motor vehicle in 1927 directly contributed toward the cost of 
government $301,061,132 in registration and license fees, $25, 
838,813 in gasoline taxes, $60,473,708 in excise taxes and an 
amount estimated at $125,000,000 in personal property taxes, 
besides large amounts contributed indirectly through the taxes 
on garages, filling stations and the like, “the general taxpayer 
is also called upon for large sums for highway purposes.” 


INTRASTATE BUS DECISION 


“Since the United States Supreme Court held that state 
authorities are without power to restrain the operation of motor 
vehicles in interstate commerce over the highways, there have 
been many common carrier operations by motor vehicle in dif 
ferent parts of the country to which operators have sought to 
give an interstate appearance by laying out routes so as to take 
the vehicles across state lines, often for very trivial distances, 
and obviously for no purpose of convenience in operation,” says 
John E. Benton, general solicitor of the National Association 
of Railroad and Utilities Commissioners, in a bulletin to mem- 
bers. 





It has, of course, been frequently held by the United States 
Supreme Court that transportation, though originating and ending 
in the same state, is interstate in character, if it passes out of the 
state en route. That this is the law when the passage from one state 
through another is made in good faith, and not for the purpose of 
defeating state law, which would be otherwise applicable, would seem 
not open to question; but it has been seriously questioned whether 
a carrier can impart an interstate character to traffic by passing 
through a portion of an adjoining state for the mere purpose of 
escaping state regulation of what would otherwise be purely intra- 
state commerce. 

The United States district court for the eastern district of Mis- 
souri, in Pickwick Greyhound Lines v. American Motor Stages, in an 
opinion by Judge Faris, has held that state law can not be so defeated. 

The plaintiff was represented by former Commissioner Ivan Bowen 
of Minneapolis. The facts of the case were these: The plaintiff had 
obtained a certificate authorizing operation of passenger busses be- 
tween St. Louis and Kansas City, both in Missouri. The defendant 
had sought and failed to obtain such a certificate. Pretending (0 
operate interstate, it then made a practice of soliciting passengers 
to be transported between the two cities mentioned, in the course 
of their transportation taking them across the Mississippi into Illinois, 
and back into Missouri again. The plaintiff sought an injunction, 
and the court granted it in broad form, enjoining the defendant “from 
carrying or soliciting passengers for transportation * * * from any 
point in Missouri to some other point in Missouri, and from trans 
porting such passengers to East St. Louis, Illinois, and thence” into 
Missouri again. 


PACKING FOR BOLIVIA 


“The La Paz Association of Commerce has called attentiol 
to the form in which parcel-post packages are being sent from 
the United States,” says Trade Commissioner Spencer B. Greel: 
in a report made public by the Department of Commerce, “and 
has recommended that, inasmuch as most of the shipments 
arrive badly packed and with the contents damaged, Americal 
exporters adopt the plan of shipping parcel-post packages to 
South America—particularly those destined to Bolivia—wrapped 
and sewed in burlap.” 
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THE STOUT IMPACT RECORDER 


New Model ———_ Gear Dr riven 
INDISPENSABLE TO RAILROAD AND SHIPPER ALIKE 


Favorably commented upon and accepted by the 
most prominent traffic officials and already in use by 


OVER 50 RAILROADS AND MANY SHIPPERS 


Weight 131% lbs. complete. 


Equipped with hinges for side wall 
anchorage if desired. 

















Recording tape sufficient for ten- 
day period. 


Seth Thomas clock motor, eight 
days without rewinding. 


All metal frame die cast 
in one piece and entire 
instrument made 
sturdy and strong 
to stand severe 
abuse. 


THE STOUT IMPACT RECORDER 


This instrument eliminates the costly uncertainty of determining the 
responsibility for damage to merchandise or equipment in transit. It 
proves conclusively whether or not rough handling caused damage—and 
then automatically and positively reveals the exact moment it occurred as 
well as the severity of the shock. 


DISTRIBUTED EXCLUSIVELY BY 


ARGYLE RAILWAY SUPPLY CO. 


327 S. LA SALLE ST., CHICAGO, ILL. 
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EXPRESS RATE COMPLAINT 


In No. 21811, the Merchants’ Association of New York, the 
Boston Chamber of Commerce, the National Industrial Traffic 
League, the New England Traffic League, and the Shippers’ Con- 
ference of Greater New York have filed a complaint with the 
Commission against the American Railway Express Co. and 
the Southeastern Express Co., alleging that complainants’ mem- 
bers have been and are being subjected to the payment of rates 
for transportation by express that have been and are unjust 
and unreasonable to the extent they violate the formula pre- 
scribed and used by the Commission for the construction of 
express rates throughout the United States. 

Reference is made to various reports of the Commission 
with respect to express rates and the adoption of a formula 
therein for the construction of rates, the last being that of May 
17, 1924, in 89 I. C. C. 297. 

“As a result of these reports and the order issued in con- 
nection therewith,” say complainants, “certain changes were 
directed in the rates of the above named express companies, 
but not in the sub-block formula upon which such rates were 
constructed. The order, which was dated May 17, 1924, was 
definite with respect to the rule to be observed for the con- 
struction of sub-block express rates. 

“That in the construction of sub-block rates a rule dissimilar 
from any adopted by the Commission was used by the express 
companies for the purpose of determining the volume of the 
rate between points in what is generally known as sub-block 
territory. 

“That the rule used by defendants has never received the 
approval of the Commission and is directly contrary to the spe- 
cific order of the Commission and its application established 
rates higher than the maximum rates prescribed by the Com- 
mission.” 

The complainants review the negotiations between object- 
ing shippers and the Commission with a view to having the 
latter require the express companies to correct departures from 
the straight-line or right-angle formula and then declare that 
notwithstanding direction from the Commission to that effect 
the American Railway Express Company has refused to correct 
its rates and now insists that any circuity, irrespective of its 
character, resulting from the line of rails over which it operates, 
traversing anything but a straight line through the sub-blocks 
intervening between the sub-block of shipment and sub-block 
of destination, should be treated as one of the circumstances 
justifying departure from the formula. 

It is asserted that, in the revision of the joint Directory of 
Express Stations, I. C. C. A-3, the defendants have arbitrarily 
and without authority shifted stations from geographical sub- 
block in which located to other sub-blocks for the purpose of 
obtaining rates in excess of the maxima prescribed by the Com- 
mission. 

The prayer is for an order requiring the express companies 
to cease and desist from the alleged violations of the act and 
the order of the Commission and to establish and apply in the 
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future the sub-block express rates prescribed by the Commission : 


in its order of May 17, 1924, and that they be ordered not to 
deviate from the formula without the specific authority of the 
Commission. 


A resolution adopted by the National Industrial Traffic 
League at its recent annual meeting in New York, called for 
the filing of such a complaint unless the American Railway 
Express Company corrected its rates. The moving spirit in 
having the League adopt the resolution was W. H. Chandler, 
manager of the traffic bureau of the Merchants’ Association of 
New York. 


LISBON COAL EXTENSION 


The Traffic World Washington Bureau 


A dovetailed plan whereby the Pennsylvania and the New 
York Central would provide a rail-and-water route for coal and 
steel and possibly other traffic between Youngstown and the 
Ohio River as a substitute for the one proposed by the Pitts- 
burgh, Lisbon & Western, was presented to the Commission by 
those carriers at the resumed hearing in finance No. 6754, con- 
struction of branches by Pittsburgh, Lisbon & Western, held by 
Assistant Director C. V. Burnside, of the Commission’s bureau 
of finance. This further hearing was in» accordance with the 
arrangement made by the Commission when it conditionally 
denied the application of the Lisbon road. The Commission 
said authority to construct the branches proposed by the Lisbon 
would not be granted “until we are fully satisfied that a use 
of the existing rail routes between the Ohio River and the 
Youngstown district which will produce the results proposed 
by the applicant will be impracticable.” (See Traffic World, 
December 22, p. 1411.) 

Albert Ward, attorney for the Pennsylvania, and Clyde 
Brown, for the Pittsburgh & Lake Erie, a part of the New York 
Central system, when the hearing was begun, said those trunk 
lines had worked out plans whereby one or the other would 
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provide facilities for the transfer to and from the Ohio, there}; 
creating a rail-and-water route, and that they were prepareg . 
grant trackage rights necessary to enable each other ang the 
Baltimore & Ohio, the third trunk line serving Youngstowp bo 
not reaching the Ohio River near the proposed point of transien 
to participate in the rail-and-water-route transportation a 
Brown doubted whether they could offer rates that would Satish, 
the shippers. y 

The Pennsylvania plan calls for the construction of facilitie 
at Conway, Pa., where that company has a big yard, at a cont 
of approximately $750,000, having a coal transfer Capacity of 
1,000,000 tons a year. Only one coal transfer unit was Dro- 
posed. It was estimated that that would cost $377,000. One 
unit for the transfer of iron and steel, also provided for in the 
plan, was estimated to cost $291,000. The necessary connectin 
tracks, it was estimated, would cost $39,000 and the probable 
dredging in front of the bulkheads at the transfer point, fron 
$25,000 to $50,000. The company owns the necessary land. 

The Pittsburgh & Lake Erie plan submitted called for only 
one unit for coal handling, at an estimated cost of $250,099 
The company does not own land needed for the purpose but 
last week took an option, at $6,000 an acre, on 77 acres of land 
near Colona, Pa., the land adjoining that of the Colonial Steg 
Company, which abuts land of the Jones & Laughlin Steg 
Corporation. 

Each of the engineer witnesses for the two trunk lines 
quoted the same engineering filia in Pittsburgh as having fy. 
nished the estimate as to the cost of the coal-handling unit 
needed to transfer 1,000,000 tons of coal a year. 

Daniel Willard, Jr., speaking for the Baltimore & Ohio, said 
that that road had nothing to offer, at least not until after the 
other trunk lines, the railroads of which reached the Ohio River 
in the vicinity of the point where the Lisbon road proposed to 
install the rail-and-water line, had presented theirs. The Balti. 
more & Ohio connects with the Pittsburgh & Lake Erie at Crab 
Creek, practically in Youngstown, at a point where, it was 
brought out on cross-examination, there was great congestion. 

It was brought out that the Colonial Steel Company hoisted 
river coal from the Ohio near the point where the Pittsburgh 
& Lake Erie proposed to establish its transfer. It was also 
brought out that it would be exceptionally difficult, if not im. 
possible, for an industry. to have its own transfer point near 
the proposed transfer points of the two trunk lines. At Smith's 
Ferry, the proposed “Lisbon transfer point, there is land that 
might be used by the Youngstown or other steel makers. The 
Commission, in its report, however, indicated that it did not 
want transfer facilities to be under the control of either a 
shipper-owned railroad or a shipper, as proposed in the Lisbon 
application. 


William L. R. Haines, assistant chief engineer, presented 
the testimony in behalf of the Pennsylvania, the route of which 
would be 43.8 miles long, while that of the Pittsburgh & Lake 
Erie, presented by F. J. Nannah, engineer of construction, would 
be somewhat shorter. 

A. G. Gutheim and Don Rose, for the Lisbon interests, 
L. A. Manchester, for the Youngstown Chamber of Commerce, 
and Richard Jones, for Youngstown steel interests, brought out, 
on cross-examination, that for the trunk line given the privilege 
of constructing the transfer to give trackage rights to the other, 
it would be necessary to use an industry track owned by the 
Pennsylvania that had heavy grades and passed, at grade, 
through and over the streets of Beaver Falls, Pa. They also 
pointed out that Youngstown used about 8,000,000 tons of coal 
a year and asked whether the witnesses thought one transfer 
unit would be enough to accommodate the traffic. Mr. Haines 
said that other units could be built, enough, he suggested, to 
handle 10,000,000 tons, although he expressed the belief that it 
would not be wise to undertake to handle such a large volume 
of traffic through one point. Mr. Nannah said that there was 
no practical limit on the number of transfer units that could 
be built, although land extending more than 5,000 feet along 
the river on each side of the tract on which the Pittsburgh & 
Lake Erie’ had taken an option, he admitted, could not be 
obtained. 

W. R. Triem, superintendent of freight transportation for 
the central region of the Pennsylvania, testified as to the physical 
characteristics of the proposed transfer to and from the Ohio 
River and the transportation to Youngstown. While the Pent: 
sylvania proposed an iron and steel transfer unit, the discussion 
centered on the transfer of coal. 

After F. G. Minnick, general manager of the Pittsburgh & 
Lake Erie, had given facts concerning that road similar to 
those given by Mr. Triem for the Pennsylvania, James T. Car 
bine, assistant general traffic manager of the Pennsylvania, and 
T. R. Fitzgerald, general coal freight agent of the Pittsburgh 
& Lake Erie, brought laughter from the Youngstown interests 
by announcing that if the roads for which they were speakiné 
were allowed to establish the route they would pubish a line 
haul rate of $1.02 per net ton from the Ohio River to Younes 
town. Mr. Carbine announced the rate and Mr. Fitzgerald 
concurred in it. They said that the proposed line-haul rate 
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Confidence 


HE Southern’s confi- 

dence in the South’s 
future is evidenced in its 
policy of building up its 
transportation facilities 
ahead of present needs. 


A sustained program of 
ploughing back earnings 
year after year, the in- 
vestment of many millions 
of dollars of new capital, 
the loyalty of its 60,000 
employees, have built up 
one of the most efficient 
transportation systems in 
the world—with a capaci- 
ty in excess of the traffic 
now furnished by the 
territory it serves. 


This assurance of am- 
ple transportation facili- 


Since 1920 the Southern 
has spent (largely in the 
South) $160,000,000 for 
new equipment and other 
improvements. 


Address inquiries regarding 
Southern Railway Service to 
E. R. OLIVER 


Vice-President in Charge of Traffic 
Washington, D. C. 


THE SOUTHERN SERVES. THE SOUTH 
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ties is of itself bringing 
new industries and capi- 
tal to develop the re- 
sources of the South the 
Southern serves. 


e + F 


And the Southern today 
is planning to keep its 
transportation machine 
ahead of the requirements 
of the South of tomorrow, 
that the products of South- 
ern farms and factories 
may continue to move 
promptly over its rails 
through its Northern and 
Western Gateways and 
Gulf and Ocean Ports to 
take their place in the 
markets of the world. 
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would apply on all deliveries in the Youngstown district, the 
delivering lines absorbing, where necessary, switching charges 
ranging from $2.70 per car to 19 cents per ton. The Penn- 
sylvania would have to absorb 19 cents per ton on deliveries 
to the Briar Hill plant of the Youngstown Sheet & Tube Co. 

Mr. Carbine, in supporting and justifying the }.roposed 
line-haul rate, pointed out the fact that the Holmes & Hallowell 
seale prescribed by the Commission provided a rate of $1.62 for 
a like haul on ex-lake coal from Duluth, Superior and other 
upper lake ports into the interior of the near nothwest. Many 
local rates published by the two roads for like distances were 
also put into the record. 

On cross examination attorneys for the Lisbon Pittsburgh 
Coal Co. and Youngstown interests challenged them to show 
any similarity, as to volume of movement, on any of the rates 
submitted in support of the $1.02 rate either from the New 
England ports into the interior of New England or in Ohio and 
Pennsylvania, the parts of the country, other than the near 
northwest, in which the comparative rates were in use. Mr. 
Carbine pointed out several rates on which the movement was 
from 800,000 to 1,000,000 tons a year. 

When the railroads had finished their testimony Don Rose, 
attorney for the Pittsburgh Coal Co., notified the carriers that 
what the trunk lines had proposed would be of no value to it 
at all because they were proposing merely a place to transfer 
the coal from the river to the railroads. 

“We must have a place at which to prepare the coal for 
the market,” said Mr. Rose,” after it has been brought from 
the mines, in a run-of-mine condition, and there is no place 
near either proposed transfer point, Conway or Colona, where 
the company can get land for that purpose. We have such 
land at Smith’s Ferry, O. The Lisbon road proposes not only 
to serve the plant we have in view there but also to establish 
a transfer plant open to the public for the transfer of coal! 
from the river to the rails. All these trunk lines are offering 
is a transfer facility. The Pittsburgh Coal Co. can not afford 
to send its coal in its own barges to a place where the barges 
might be compelled to wait their turn for unloading. We must 
keep the coal moving. Competition is too intense to permit us 
to undertake to do business under such conditions as would 
prevail at either of the transfer points.” 

Mr. Rose specifically asked the attorneys whether they or 
any responsible officials of their roads were prepared to say 
that they would furnish land, either in fee or upon reasonable 
terms, where the Pittsburgh Coal Co. could carry on the opera- 
tions indicated. 

Messrs. Brown and Ward said they had no authority to 
make any promises of the sort nor had they any information 
that any other representatives of the railroads could give as- 
surances such as were being sought. Mr. Ward said that as he 
understood the record in the application of the Pittsburgh, 
Lisbon & Western for authority to construct branches, the 
Pittsburgh Coal Co. said that it would store coal in barges so 
= to have it ready for transfer when there should be a demand 
or it. 

Mr. Burnside allowed 15 days for the preparation of state- 
ments on that point and a discussion of the issues. He said 
there would be no proposed report. 


GRAIN INSPECTION FREE TIME 


That the demurrage rules, with respect to the allowance 
of free time after inspection, applicable to grain traffic should 
be of such a nature at each market as to allow the trade to 
conduct its transactions with a minimum of uncertainty and in 
a businesslike way, was, in substance, the basis on which the 
Chicago witnesses grounded their applications for changes in 
the existing practices, as presented in the testimony taken 
January 17, the opening day in the hearing in docket 21529, 
Board of Trade of the City of Chicago against the A. T. & S. F. 
and others, before Examiner Disque at Chicago. Illinois com- 
mission docket 18657 was joined with the interstate case for 
hearing. Harry M. Slater, of the state commission, sat with Mr. 
Disque. 

Three things are sought in the case, according to the testi- 
mony of J. S. Brown, director of the transportation department 
of the complainant. As explained by him, under the present 
rules, shipments, graded and reported by 11 a. m. are allowed 
free time in the holding yards until 6 p. m. of the same day. 
If disposition is not given in that period, a disposition or re- 
consignment charge of $2.70 a car is assessed and demurrage 
accrues at the rate of two dollars a day for the first four days 
and five dollars a day for each day thereafter. The rules further 
stipulate that no free time will be allowed for reinspection or 
appeal from the original inspection. The first and most im- 
portant of the changes sought, it was said, is that the free time 
not begin until completion of the final inspection. In a certain 
per cent of the cases it is necessary to have a second inspection, 
it was explained, which cannot be accomplished under the pres- 
ent rules without incurring the disposition charge and a de- 
murrage charge. The second change asked was that the dis- 
position charge be entirely eliminated. Lastly, the free time 
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should begin at 9:30 a. m. and end at 4:30 p. m., ACCOrding ty 
the witnesses. 

One of the effects of the present practice, which Places , 
penalty on the shipment in case of a request for reinspectio 
at the hands of the state inspectors or of an “appeal” inspection 
by the federal inspectors, is to cause a loss of 2PProximately 
half a cent a bushel to the original shipper, it was said. That 
is a result of the practice of the receivers in the market of frp. 
quently giving disposition on such a shipment before the final 
grade of the grain has been determined under the last ingp¢. 
tion; such shipments being sold at something less than the 
market price. It was said that there would in no instance be 
any incentive for abuse of the more liberal free time allowance 
on the part of the dealers by holding cars longer than wa 
necessary. All of the witnesses, when questioned on that Point 
were very emphatic to the effect that it was to the dealer; 
advantage to dispose of the car as soon as practicable, Ap. 
proximately 97-per cent of the cars are disposed of in the fre 
time at present, it was testified. 

While the complaint attacks the existing rules ag (ig. 
criminatory and unduly prejudicial of the Chicago market, x 
well as unreasonable, the testimony stressed only the unre. 
sonableness. It was pointed out that there were certain varia. 
tions as between the rules in operation at other markets an 
those under attack, but that was spoken of as essential t 
meet varying conditions at the different markets. Each market 
should have the set of rules necessary to its successful operation, 
according to Mr. Brown. The fact that the Chicago district js 
so extensive geographically was given as one of the reasons 
the present rules with respect to free time are unsatisfactory, 
It was pointed out that the yards in which the Cars are heli 
are, in some instances, as much as 22 and 23 miles from the 
Union Depot. One of the witnesses testified that it was physi. 
cally impossible to get a second inspection in less than twenty 
hours. 

In addition to other testimony, Mr. Brown presented the 
history of the demurrage practices at Chicago, calling attention 
to the fact that, before the war, the free time did not begin 
until after the final inspection. The present rules were char. 
acterized as a heritage of the abnormal war period. Other wit 
nesses testified as to the practical operations of the commission 
merchant and the details of operation and function of the i 
spection bureaus. They were as follows: William H. McDon- 
ald, of Rosenbaum Brothers, formerly in charge of the Chicago 
office of the federal inspection department; Fred G. Smith, of 
the federal inspection department; E. A. Doern, commission 
merchant, and John S. Brennan, commission merchant. 


DAIRY PRODUCTS AND POULTRY 


At a joint hearing in docket 21158, Swift & Company and 
others against the A. T. & S. F. and others, and docket 214% 
and Sub. 1, North American Provision Company against the 
M. & N. A. and others, at Chicago, January 15, before Examiner 
Disque, complainant witnesses based their claims for reparation 
on shipments of butter and eggs and dressed poultry, from 
various Kansas origin points and from Excelsior Springs, Ark, 
to eastern destinations, on the fact that lower rates than the 
ones charged had been prescribed by the Commission on trafic 
from Texas and Oklahoma to Official territory. 

It was explained that in I. and S. 1769 the Commission had 
prescribed a mileage scale for application between the south: 
west and Official territory which was materially lower than the 
basis then applicable from the Kansas points involved. That 
scale went into effect July 9, 1925. The carriers voluntarily 
established rates from the Kansas points, effective September 
15, 1927, applying as a maximum the rates applicable from the 
adjacent Oklahoma points. No rates are asked for the future, 
but reparation to the basis now in effect is sought on the ship- 
ments that moved between the effective date of the 1769 scale 
from southwestern territory and the date on which the lowe 
basis was applied from the points complained of. It was said 
that the difference amounted to about 15 or 16 cents a hundred 
pounds. ; 

George Talley, of Swift & Company, and W. W. Manker, 0 
Armour & Company, represented the complainants. In general, 
it was their contention that, if the 1769 scale was a reasonable 
maximum scale for application from Oklahoma and Texas, the 
rates charged from the Kansas points were more than reasol: 
able to the extent they exceeded that. Reparation had ~ 
ously been awarded on shipments from Wichita, Hutchinson, all 
other Kansas points which, as the carriers interpreted the 
tariffs, were clearly intermediate between Oklahoma origil 
points and the destination territory, it was said. While some 
question was raised as to fourth section violations in connectios 
with the origin points involved in this hearing, the question ° 
reasonableness was the point stressed. The complainant + 
nesses expressed themselves as of the opinion that they = 
properly ask something less than the application of the 0 
homa rates as a maximum at the Kansas points, but that, # 
that was the basis on which adjustment had been made = 
other Kansas points, as a “compromise,” nothing lower wai 













































































































Jal 








january 19, 1929 THE TRAFFIC WORLD 


CALIFORNIA | 4 Steamship Lines | . 


es 
AL ARE SERVING THE— 


pec. ; ‘ N 










Ss 
~~ 
AN 








C4, 










IKE > MICH, 
Zu 


<iAK 


A cnet 


















nd 
423 


‘| UNION PACIFIC PORT OF 


ner 
~ Every day, from the main gateways to the West— 
, Chicago, St. Louis, Kansas City, Omaha—eight 
he 


strictly modern Union Pacific trains depart for 


ft the land of eternal springtime. . 
ad These trains, purposely planned to meet every re- $10,000,000.00 Ocean Terminals 
th- quirement of accommodations, convenience of 
“ departure and arrival, speed and luxury, compose COMPOSED OF 
ily the greatest fleet of trains to California. Concrete Wharves 
* Whether you choose an extra fare, extra fine, all-Pullman Enclosed Fireproof Transit Sheds 
, train, a non-extra fare all-Pullman train or a non-extra : ‘ 
“ fare train on which tourist sleepers are provided, you are Extensive Shipside Fireproof Warehouses 
4 always assured complete satisfaction via Union Pacific. Cotton Compress and Warehouses ’ 
4 There are no finer, no faster trains than these Automatic Sprinklers All Buildings 
‘4 —— re Dims — oo “erie $10 —- — Electric Derrick, 75-ton Capacity 
s Angeles Limited: ours from Chicago to Southern : : 
af California. Leaves 8:10 p. m. Coal and Material Handling Plant 
al, San Francisco Overland Limited: Only 63 hours. Leaves Industrial Sites for Lease 
P i _ _— - a on Canal and Harbor Front 
eath Valley—See its magnificent, mysterious grandeur by . P : 
; comfortable rail, motor-bus tours. Interesting; inexpensive. Connecting with All Railroads 
4 Ask for our California and Death Valley booklets and 
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sought. The fact that higher rates than the scale had been 
charged from Excelsior Springs, Ark., was said to have been 
in violation of the Commission’s order, as it was in the territory 
embraced by I. and S. 1769 and originated carload shipments 
of the commodities. “There is no claim from any source that 
rates from Kansas should be higher than from Oklahoma and 
Texas,” said Mr. Manker. 

The carriers were represented by Charles Frankinberger, 
of the Union Pacific, and R. E. Brandt, 6f the Santa Fe. They 
presented numerous exhibits comparing the rates on dairy prod- 
ucts with those applicable to other classes of traffic, the earnings 
rsulting, and other similar matters in support of the reasonable- 
ness of the rates charged. In particular, Mr. Frankinberger 
made numerous comparisons between the dairy products’ rates 
applicable from the Kansas points from which the shipments 
had moved with the rates from Nebraska points, for similar 
distances. It was his contention that the Kansas points gen- 
erally had very favorable rates. He also stressed the fact that, 
if the 1769 scale had been applied to the short-haul traffic from 
the Kansas points the carriers would have received increases 
in earnings. He declared that it would not be fair to give the 
shippers reparation to the basis of the lower long-haul rates, 
applicable under that scale, when the carriers were not allowed 
the benefit of the higher short-haul rates from the points in 
question. Mr. Brandt pointed out that the Kansas rates were 
before the Commission in various other cases and held that, in 
view of that, the 1769 scale should not serve as a basis for de- 
termining the reasonableness of rates charged on shipments that 
had moved in the past. It was admitted that with respect to 
shipments which had moved from Stafford, Dodge City and 
Great Bend between June 25, 1926, and September 15, 1927, 
reparation was due, as, on the former date, an extension of the 
Santa Fe from Elkhart, Kan., to Felt, Okla., had been opened 
which brought those points intermediate between Oklahoma 
origin points and the destination territory. 


TRANSFER OF D. & H. LINES 


The Trafic World Washington Bureau 


The Delaware & Hudson Co. and the Delaware & Hudson 
Railroad Corporation, in Finance No. 7359, have asked authority, 
under sections 1, 5 and 20a of the interstate commerce act, to 
effect the transfer of the Delaware & Hudson transportation 
properties to the Delaware & Hudson Railroad Corporation, a 
new company incorporated December 1, 1928. Coal properties 
of the Delaware & Hudson Co. are to be retained by that com- 
pany. 

Under paragraphs 18 to 22, inclusive, of section 1 of the act, 
authority is asked by the old company to abandon its railroad 
and all operations thereof and all operations as a common 
carrier and the assumption and continuance of all said opera- 
tions so abandoned and the operation of the railroad, from 
and after the bandonment by the old company, by the new 
company. 

Under paragraphs 2, 3 and 8 of section 5 of the act, au- 
thority is asked for the new company to acquire control, either 
under a lease or by purchase of stock or in any other manner not 
involving the consolidation of any carriers into a single system 
for ownership and operation, of the railroad and railroad prop- 
erty and properties and other transportation properties, includ- 
ing properties used and useful in the transportation of persons 
and property by water, now owned or leased and now held or 
operated by the Delaware & Hudson Co. 

Under paragraphs 2 to 11, inclusive, of section 20a of the 
act, authority is asked for the new company to issue 773,610 
shares of capital stock, no par value, of which 257,870 shares 
are to be preferred stock and 515,740 shares are to be common 
stock. Under paragraph 12 of section 20a authority is asked 
for continuance of the holding of positions by all present offcers 
and managers of the old company with the new company. 

The-application states that the Delaware & Hudson Co. 
has agreed to transfer to the new company all its interest in 
its railroad and other transportation properties except street, 
suburban and electric railways not operated as parts of its 
general steam railroad system, railroads operated in Province 
of Quebec, Canada, and property leased to the New York, 
Ontario & Western. 


PICKLES BY TRAINLOAD 


Diversification of agriculture and development of industries 
based on agriculture in the south is illustrated by the movement 
through Atlanta of a solid train of twenty-one cars of pickles, 
manufactured in Montgomery by the W. & W. Pickle Company 
from cucumbers grown in southeastern Alabama. This is said 
to be the first trainload of pickles ever handled on American 
railroads. It was brought into Atlanta by the West Point route 
and delivered to the Southern Railway for movement east. The 
cars were consigned to the following points: Fall River, Mass.; 
Brooklyn, L. I.; Roanoke, Va.; Greensboro, N. C.; Gastonia, 
N. C.; Winston-Salem, N. C.; Shelby, N. C.; Charlotte, N. C.; 
Knoxville, Tenn.; Chattanooga, Tenn.; Nashville, Tenn.; Charles- 
ton, S. C; Spartanburg, S. C., and Greenville, S. C. 
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! Questions and Answers | 


In this department wll be answerec questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department 
w.ll give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation | 

{ herein contemplated. 
| Address Quest’ons and Answers Department, 

Traffic Service Corporation, Mills Building, Washington. D. Cc, 








Freight Charges—Liability of Consignee 

Alabama.—Question: I have before me a Case of where 4 
shipment was purchased from a certain shipper f. o, b, desting. 
tion, and the shipper has subsequently gone into bankruptey 
The consignee has been called upon to pay the undercharge, 

I believe that there has been a decision by the Supreme 
Court that would protect a broker in cases of this kind. [| wi) 
be glad if you will advise me reference to Supreme Court deg. 
sion or such other decision as would help us out in this matter. 

Answer: The consignor, as the party from whom the goods 
are received for shipment, ordinarily assumes the obligation to 
pay the full amount of the freight charges, although he may 
relieve himself of the liability by signing the stipulation on the 
face of the bill of lading referred to in section 7 of the Uniform 
Bill of Lading Contract Terms and Conditions. L. & N, yg. 
Central Iron and Coal Co., 265 U. S. 59. 

On the other hand, the consignee, by acceptance of. the 
goods, becomes liable for the full amount of the freight charges 
whether they are damaged at the time of delivery or not until 
later. P.C. C. & St. L. Ry. Co. vs. Fink, 250 U. S. 577. 

The fact that the goods were sold f. o. b. destination has 
no bearing upon the liability of the consignee for the freight 
charges. In the Fink case the court said: 


It is alleged that a different rule should be applied in this case, 
because Fink, by virtue of his agreement with the consignor, did 
not become the owner of the goods until after the same had been 
delivered to him. There is no proof that such agreement was known 
to the carrier, nor could that fact lessen the obligation of the con- 
signee to pay the legal tariff rate when he accepted the goods. Pa. 
Railroad Co. vs. Titus, 216 N. Y. 17. 

With respect to the liability of a commission merchant or 
broker, where goods were consigned to him as consignee, see 
the decision of the Supreme Court of the United States in 
N. Y. C. & H. R. R. R. Co. vs. York & Whitney Co., 256 U. S. 406. 

As a result of the decision in the case last referred to 
above, paragraph 2, of section 3, of the interstate commerce act, 
has been amended to provide that where carriers by railroad are 
instructed by a shipper or consignor to deliver property trans- 
ported by such carriers to a consignee other than the shipper 
or consignor, such consignee shall not be legally liable for trans- 
portation charges in respect of the transportation of such prop- 
erty (beyond those billed against him at the time of delivery 
for which he is otherwise liable) which may be found to be 
due after the property has been delivered to him, if the con- 
signee (a) is an agent only and has no beneficial title in the 
property, and (b) prior to delivery of the property has notified 
the delivering carrier in writing of the fact of such agency and 
absence of beneficial title. 

Unless the consignee avails himself of the above referred 
to provisions of the act by a compliance with its requirements 
as to notice to the carrier, he can be held liable for an under- 
charge, even though an agent of the consignor or other party. 


Tariff Interpretation—Combination Rates—Application of Sligo 
Case 


Mississippi.—Question: In the construction of combination 
rates where one or more of the factors are subject to Jones’ 228 
and one is not, does not the fact of one or more factors being 
subject to this rule force the application to all? 

We are of the opinion that the Commission has ruled on the 
above, and will thank you very much to cite such ruling oF 
opinion of that body relative thereto. 

Answer: In the Sligo Iron Store Co. case, 62 I. C. C. 64 
and 73 I. C. C. 551, the Commission held that where a tariff 
publishing one of the factors used in constructing a combination 
rate was subject to the combination rule pyblished in Agent 
Jones’ Tariff 228 I. C. C. U. S. No. 1, all of the factors used in 
constructing the combination rate were subject to the combine 
tion rule. 


Tariff Interpretation—Application of Intermediate Rule 


Missouri.—Question: Railroad XYZ names proportional rates 
from station “A” through “B” via “C” care of Railroad “UV 
to station “D,” which rate is made applicable ‘rate to directly 


intermediate stations not shown in this tariff will be the same 
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Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 












From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 


From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
he total territory of the Republic. 


Weekly Services: New York (Ward Line) 
New Orleans (Cuvamel Line — Mexican- 
American Line.) 





For complete information, communicate with 


: F.P. De Stove, Com. 3 Agent G. B. Aiguep, 9 ‘Bids. 
e e ° 1515 Penn Building 219 y 
Through bills of lading issued by New York City §.. Louis 


i ines ti i F.N. Puente, Gen. Agt. A. Horcasitas, Com. Agt py ag Agt. 
' steamship lines to all des inations ssehiensimem tae” = ose Waa Banke Bids. 301 Marquette Building 
id on the National Railways of Mexico San Francisco, Calif ‘New Orleans, La Chicago, ll. 


Protect Your 1929 Freight Expenditures 


By having ShipindeX at your disposal 
you can save that valuable time now 
expended digging through Tariffs. 


HIPINDE 
RATE CARD SYSTEM 


Produces rates in a jiffy. No more turning from page to page or from one 
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as rate named to the next most distant point that is shown on 
the same line of railroad or railway.” 

On Railroad “UV” there is a diverging line running from 
“BE,” which is between points “C” and “D” down through point 
“FE” and thence up to “D” and this line from “E” to “D” 
through “F” is 52 miles longer than the direct line from “E” 
to “Dp.” 

The question involved is whether the maximum rate ap- 
plying from “A” to “D” will also apply to “D” on the “UV” 
Railroad through point “F.” 

Our idea is that if this rate was not to be protected at 
points on the line through point “F,”’ the rule above quoted 
should have been restricted to only apply via a point on the 
short line. 

Will you kindly advise if there is any ruling or case having 
been decided by the Commission that will bear out this argu 
ment? We are under the impression that the Commission has 
ruled in some case of this nature that the maximum rate will 
be protected by the longer route, when it is not in excess of a 
certain per cent of the short-line mileage, that is, where the 
route is not restricted. 

Answer: The Commission has held that, in the absence of 
routing restrictions in a tariff containing an intermediate point 
rule, the rates are applicable over all reasonably available routes 
of participating carriers. See Miles Medical Co. vs. B. & O. R. R. 
Co., 118 I. C. C. 33, and Cincinnati Sheet Metal and Roofing Co. 
vs. P. BR. R. Co., 115 1. C..C. 135. 

Under the findings in the above referred to cases, the rate 
from “A” to “D” will also apply at “F,” provided the additional 
haul of 52 miles does not make the route via point “F” unduly 
circuitous, as compared with the route through point “E.” 


Demurrage—Notice to Consignor of Refusal of Goods by 
Consignee 


Pennsylvania.—Question: A carload of feed was shipped 
from X, Minn., to Y, Va., and covered by railroad waybill dated 
April 3, 1928. This material was sold under contract for ship- 
ment not later than March 31. 

Upon arrival of the car at destination on April 12 the con- 
signee believed the contract had not been fulfilled by reason 
of the waybill date, even though he had access to the bill of 
lading properly executed by shipper and carrier’s agent on March 
31, and requested the destination agent to investigate the case. 

Apparently the information divulged by the destination agent 
after his investigation caused the consingee to refuse the car. 
The demurrage bureau, having jurisdiction over the destination 
in question, state in their correspondence that telegraphic notice 
of the refusal was extended to the shipper on April 19. The 
shippers, however, have advised the jobber that no such notice 
was ever given them by the carriers. On April 23 a repre- 
sentative of the delivering road located in the same city as the 
jobber, notified the jobber of the refusal of the car and was 
informed the owners of the material would not be responsible 
for any demurrage prior to that date. 

Disposition instructions were furnished on April 25, thereby 
entailing, according to the demurrage bureau, a demurrage 
charge of $38, which was subsequently assessed and paid. 

We contend that, inasmuch as the original bill of lading 
was executed on March 31, it should have served as conclusive 
evidence that the shipment was ready to move on that date and 
that the agent exceeded his authority in making the investiga- 
tion for the consignee, which resulted in disclosing information 
that caused the loss of a sale. ; 

We further contend that section E of demurrage rule 4 
was not complied with, since the car was permitted to remain 
at destination from April 12 until April 23 without any strenuous 
effort being put forth to obtain disposition. 

Will you please give us your opinion of this case and refer 
to any rulings or court decisions that would cover the different 
phases of this matter? 

Answer: In order that a carrier may be charged with ref- 
erence to the custody, care and transportation of goods, it is 
essential that as bailee it shall have come in its possession of 
the goods, which, of course, involves a delivery by the shipper 
and an acceptance by the carrier, and until there has been such 
delivery and acceptance by which the possession of the goods 
has been transferred from the shipper to the carrier, no liability 
of the carrier with reference to such goods arises. 

If something required by law or contract remains to be 
done by the shipper after the goods are put into the hands of 
the agent of the carrier, before they are to be transported, the 
carrier does not become liable as carrier until the goods 
are ready for shipment. Therefore, the date of the bill of lading 
is not conclusive of the delivery of the goods to the carrier for 
transportation, if something remained to be done on the part 
of the shipper before the transportation of the goods could be 
begun by the carrier. 

In our opinion, the information furnished the buyer by the 
carrier’s agent is not a basis for a claim against the carrier for 
the loss of the sale. The seller’s remedy lies in an action against 
the buyer for breach of the contract of sale, and not in an action 
against the carrier. 
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Under the provisions of section E-1, of rule 4, of Agen 
Jones’ Tariff I. C. C. No. 2003, when carload freight ig reg : 
at destination, notice of such refusal must within twenty-foy, 
hours thereafter be sent by wire to the consignor when known, 
at his expense, or when not known, to the agent at Point of 
shipment, who is required to notify the shipper, if knowp, If 
carrier fails to comply with the provisions of this rule it may 
not, under the provisions of paragraph 4, of section D, of rj 
8, assess demurrage charges between the date the notice should 
have been sent and the date it was actually sent. 


Routing and Misrouting—Two Stations of Same Name in Same 
State 


Pennsylvania.—Question: Two cities or towns bearing the 
same name are located in the same state in different countig 
and on different railroads. 

In making a shipment to one of these cities or towns the 
shipper fails to provide the carrier with the name of the counjy 
in which it is located. : 

The desired destination is located on the originating line 
but that carrier forwarded the shipment to the point of the game 
name located on another line. 

What is your opinion of this matter? Inasmuch as the ship. 
ment consisted of perishable goods, have we any recourse? 

Answer: While we locate no decision directly in point, jt 
is our opinion that the carrier can be held liable for injury r. 
sulting from the acceptance for transportation of a shipment 
consigned to a point of which there are two stations of same 
name in the same state without obtaining definite advice from 
the shipper as to which station the shipment was to be trans. 
ported. 


Tariff Interpretation—Minimum Charge on Single Shipment Con. 
sisting of Articles in Two Classes 


through The Traffic 
and 12 of Consoli 


Wisconsin.—Question: Please advise 
World as to the interpretation of rules 13 
dated Classification No. 5. 

The shipment we have reference to applies on one carton 
ot dry goods and one carton of cotton fabrics. On the latter 
third class is applied, as per the Western Trunk Line Circular 
1-S, rule 215, while on the carton of dry goods the first class rate 
applies. 

Our interpretation of rule 13, section 1, paragraph (4d), and 
rule 12, section 2, is that a minimum charge of 50 cents is ap- 
plicable instead of the highest rate applicable to the highest 
class of article in the shipment, as each item was packed ina 
different container. 

Your opinion and reference to decisions of the Interstate 
Commerce Commission interpreting the rule will be appreciated. 

Answer: Section 2, of rule 12, provides that, subject to the 
minimum charge provided in rule 13, single less-than-carload 
shipments of two or more classes of freight, when each class 
is in a separate package, will be charged at actual or authorized 
estimated weight, and at the rating applicable to each class. 

Paragraphs (c) and (d), of section 1, of rule 13, provide that, 
for a single shipment of less-than-carload freight from one con- 
signor to one consignee on one bill of lading, if the shipment 
contains articles in two or more classes, and no article is classi- 
fied higher than first class, the minimum charge shall be for 
one hundred pounds at the rate applicable to the article taking 
the highest rate, but in no case less than fifty cents. 

The fact that the two articles were in separate packages 
does not prevent the application of paragraphs (c) and (4) 
of rule 13, the rule applying to a single shipment and not 4 
single package. Section 3, of rule 16, you will observe, defines 
a single shipment of less-than-carload freight as a lot received 
from one shipper, on one shipping order or bill of lading, al 
one station, at one time, for one consignee and one destination. 


Tariff Interpretation—Specific Rate—Meaning of Term 


Missouri.—Question: Will you be kind enough to advise 
what is meant by specific rate? 

Must it apply on a certain commodity and the rate from 
point of origin to destination be published in one tariff? In other 
words, must it be a single factor rate, or can it be a combination 
rate, just so it applies on a specific commodity and not 
analogous articles? 

Answer:. Apparently the term specific rate is used to de 
note the publication of point-to-point rates, whether individually 
or by groups, as distinguished from distance scales. See Okla- 
homa Corporation Commission vs. A. & S. Ry. Co., 101 I. C. © 
116, 134; Nebraska Livestock case, 89 I. C. C. 414, 459; Arizona 
Corporation Commission vs. A. E. R. R. Co., 113 I. C. C. 52, &. 

The term is not limited in its application to commodity rates, 
but is also used in connection with class rates. Pepin Piciiins 
Co. vs. C. St. P. M. & O. Ry. Co., 140 I. C. C. 459. 

We locate no decision covering the point you make. It}, 
however, our opinion that, unless the factors are joined together 
in a manner such as was the case as to the rates covered by 
the Commission’s decision in Refiners’ Oil Co. vs. P. R. R. (0. 
112 I. C. C. 680, the separate factors of a combination rate would 
be specific rates or not, depending upon the manner in which 
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they are published, that is, whether as point-to-point rates or 
distance-scale rates. 


Tariff Interpretation—Charges for Top Icing on Shipment of 
Vegetables from Texas to Arkansas 


Arkansas.—Question: We will thank you to kindly give us 
your opinion through the columns of your publication in regard 
to the following subject. We, as consignee, purchased a car of 
mixed vegetables in the Rio Grande Valley of Texas moving 
into Little Rock, Ark., prior to the effective date of S. W. L. 
Tariff 151, I. C. C. A-1869, instructing the shipper to place the 
car under initial ice only and with top ice on the load in the 
body of the car. We contend that the correct charge to apply 
for this service is that charge providing for initial ice carried 
in Perishable Protective Tariff No. 3, I. C. C. 2, which was effec- 
tive at that time, together with the 20 per cent penalty for 
initial ice which was provided for in rule 240 of the same issue. 

Carriers contend that the correct charge to assess is stand- 
ard refrigeration, basing their statement on item 1923 of S. W. 
L. Tariff 13-A, I. C. C. 2004, which was effective at that time, and 
item 80 of S. W. L. Tariff 151, which has since superseded Tariff 
13-A. By referring to either of these items it is found that the 
statement is made that where ice is placed on top of the load, no 
charge will be made, but that this will only apply where standard 
refrigeration charges are assessed. We hasten to call your 
attention to the fact that no statement is made in either item 
that standard refrigeration charges shall be assessed where ice 
is so placed on top of the load. 

This provision for initial ice and also top ice is carried in 
rules 240 and 242 of Perishable Protective Tariff No. 3 and 
succeeding issues, but unfortunately there is no reference made 
as to a charge applying from the state of Texas, and we contend 
that it is impossible for carriers to make a charge for top ice 
where no. provision is made. We might state further that a 
hearing has been held whereby the carriers hope to clarify this 
situation by adding the state of Texas to these items, but in 
the meantime it is our earnest contention, in which we have 
been joined by others, that carriers are not allowed to charge 
us top ice on this car, and, further, they have no authority for 
assessing standard refrigeration. 

Answer: If, as we understand, the shipment in question 
moved under the charges for icing provided for by rule 240 of 
the Perishable Protective Tariff and not under standard refrigera- 
tion rates for icing, the shipper cannot be required to pay the 
charges for standard refrigeration by reason of the fact that 
top ice was placed in the car, presumably by the shipper. Item 
1923, of Southwestern Lines Tariff 13-A, I. C. C. No. 2004, whcih 
provides that no freight charges will be assessed on the weight 
of the top ice, is tariff authority for the free transportation of 
this ice, it is true, only when standard refrigeration charges are 
assessed, but this rule does not provide that standard refrigera- 
tion charges must be assessed when top ice is placed in the car, 
that is, it does not preclude the shipper from ordering the service 
provided for by rule 246 of the Perishable Protective Tariff and 
at the same time top icing the car. It is our opinion that, 
where the shipper does order the service provided for by rule 
240 and places top ice in the car, there is no lawfully published 
tariff charge for the weight of the ice used for top ice, assuming 
that a charge should be assessed and that it, therefore, becomes 
a mater for the Commission to determine what charge, if any, 
should be assessed for the transportation of the ice used for 
top icing. Memphis Freight Bureau vs. Kansas City Southern 
Ry. Co., 17 1. €. ©. 96. 


Damages—Deduction of Commissions 


Ohio.—Question: We are distributors of a commodity that 
is sent to various markets to be disposed of at auction, and 
have a representative at these towns who takes care of our 
interests. Their financial interest in the car is limited to their 
commission on the gross proceeds of sale, which we will say, 
for a maximum, is 5 per cent, and out of this they pay any 
charge they are compelled to pay party who assists them in 
dispos'ng of the car. 

A certain railroad has taken it upon themselves to turn 
over to some sales agency packages that arrive at fruit auction 
house in damaged condition, and, instead of remitting to the 
consignee the value of the packages in good condition, they pay 
nothing and wait until the owner files claim for the package or 
packages they turn over to this sales agency, and when claim 
is presented, they think that they are within their rights in 
demanding from the claimant an allowance of 2 per cent, which 
represents the auction charge, and 3 per cent, which represents 
consignee’s per cent, on claims presented covering these pack- 
ages, which they dispose of for account of the carriers. 

What right has this particular carrier in demanding an 
allowance of any commission whatsoever? Does not the Mc- 
Caull-Dinsmore case require carriers to pay the difference in the 
value of the property as delivered and as should have been de- 
livered, plus interest and other incidental expenses, pertaining 
to putting the property in salable condition? 

Answer: The general rule, supported by decisions of many 
of the courts, is that the market value of the goods shipped, at 
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the place of destination, is the criterion of value from w 
the amount of damages for loss of, or injurty to, goods, is to 
determined. From this amount the freight charges to the 

of destination, if they have not been paid, are to be deg ny 


As you will observe from our answer to “Louisiang#, 
page 374 of the February 9, 1924, Traffic World, there jg 9 
uniform basis or method for arriving at the destination Valu, 
that each case must be settled by taking into consideratigy 
the facts and circumstances surrounding the transportation 9f 
the goods. ' 


The Supreme Court of the United States, in the Me 
Dinsmore case, 253 U. S. 97, in discussing the lawfulnegs 
the provision which formerly was carried in the bill of 
to the effect that damages were to be based upon the Value of 
the property at the place and time of shipment, inely 
freight charges, said: : 


We appreciate the convenience of the stipulation in the pj 
of lading and the arguments urged in its favor. We understand that 
it does not necessarily prevent a recovery of the full actual logs 
and that if the price of wheat had gone down the carrier might hay 
had to pay more under this contract than by the common law rule 
But the question is how the contract operates upon this cage, Ih 
this case it does prevent a recovery of the full actual loss, if it jg 
enforced. The rule of the common law is not an arbitrary fiat ‘but ap 
embodiment of the plain fact that the actual loss caused by breach 
of a contract is the loss of what the contractee would have had if the 
contract had been performed, less the proper deductions, which have 
been made and are not in question here. 


You will observe that the Supreme Court speaks: of the 
actual loss caused by breach of a contract as being the log 
of what the contractee would have had if the contract had been 
performed, less the proper deductions. By reference to the 
cases which are discussed in our answer to “Louisiana,” page 
374 of the February 9, 1924, Traffic World, referred to above, 
you will observe that in certain of those decisions the court has 
carefully considered the circumstances surrounding the making 
of the shipments in determining what amount the plaintiff was 
entitled to as damages and has not merely applied the genera 
rule that the destination value measures the amount of the 
plaintiff’s recovery. 

So far as shipments to commission merchants are cop 
cerned, it seems clear that, if the shipment arrives intact, the 
amount which the consignor will receive is the market value, 
from which the amount of the commission to the commission 
merchant must be deducted. Furthermore, it must, we believe, 
be considered that in the market value of a given commodity 
at a given market, the amount of the commissions which must 
be paid to commission merchants is reflected therein. 


Therefore, while we have been unable to locate decisions of 
the courts in which this subject has been considered to any 
considerable extent, it is our opinion that a carrier is justified 
in deducting from the market value of the portion of the ship 
ment which is destroyed or injured in transit, the amount of 
the commission which would have been paid on that portion of 
the shipment had the entire shipment been delivered to the 
commission merchant in good condition. 


The only cases of which we are aware which involve the 
question of commission are Adams Express Co. vs. White, 10 
Atl. 110, and B. & O. C. T. Co. vs. Becker Milling Machine Co, 
272 Fed. 933. 


Liability of Carrier Where Conflict Exists Between Marks on 
Package and Statements in Bill of Lading 


California.—Question: I have just read your reply t 
“Arkansas,” on page 1376 of the December 15, 1928, issue of 
The Traffic World, under the above caption. 

You say that “the carrier is liable in conversion for delivery 
of the shipment to a party other than the party specified in 
the bill of lading” when an L. C. L. package is marked with 
one name and the consignee is shown by another name in the 
bill of lading. 

However, in your answer to “Iowa,” on page 218 of the July 
28 issue of The Traffic World, you quote an Interstate Commerce 
Commission ruling regarding such an error on the part of the 
shipper. You say, in part, “so far as the matter of freight 
charges is concerned, the Interstate Commerce Commission holds 
that the marks on the package and not the address shown o 
the bill of lading determines where the shipment is to be trans 
ported.” 

In the mater of conversion you mention a name and in the 
matter of freight charges you speak of address. How can the 
carrier be held liable in one case and be absolved in another: 

Suppose the ABC Co. of Chicago, with branches in San 
Francisco and New York, known to the trade as the ABC Co. 
of California and ABC Co. of New York, respectively, should 
make a shipment of goods intended for the New York branch. 
It executes a bill of lading showing consignee as “ABC Co. of 
New York” and address “New York City,” but marks the pack- 
age “ABC Co. of California, San Francisco, California:” Thé 
carrier fails to discover the discrepancy and the package is sent 
to San Francisco. In due course, the error is discovered al 
package ultimately reaches proper consignee at New York. The 
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In Through Bills of Lading to or from other Pacific Coast 
L porta also European, West Indian, Canadian, Hawaiian, oon fF pg pn Ae poe ge 
ch ar Eastern and Australian ports. and express from all parts of the United States. 
Passengers’ automobiles accepted uncrated as baggage at 
he moderate charge. All steamers equipped for refrigerator bo ace 
f — P d Sailing Dat 
opos ailin ? P 
ea i WHERE the railroads of the country 
Westbound from New York San Francisco—Los Angeles meet the ships of the Pacific, where 
Mongolia .... Feb. 2 Mar.16  California(new) Jan. 26 Mar. 9 manufacturers find the logical point from 
' California(new) Feb.16 Apr. 1 Virginia (new) Feb. ‘9 Mar.[23 which to distribute their products to the markets 
Virginia (new) Mar. 2 Apr.13 = Mongolia .... Feb. 23 Apr. 6 of the eleven western states and those of the 
From Los Angeles 2nd day following Orient, there, likewise, is the center of Western 


" air commerce—at Oakland, California. Approxi- 

( ry) sis o mately six miles from the Oakland city hall is an 
] airport, owned and operated by the City of Oak- 

On CMa Ocs IC He land, ranking with the finest in the world; second 


only to the one at Berlin, according to Anthony 


<<: H. G. Fokker. 
Pier 61 North River, N. Y. C. 1 Breadway, N. Y. C, =e , 
f. 23rd SS bog a Green as00 From ~ atone oo age Airport - + the 
henge, / e cep e Stree successful trans-Pacific flights started. ere, 
Sangg sea mt eae ae of Com- daily, sky liners arrive and depart, to and from 
Les Angeles, Central Bldg. points to the North, South, and East. Here is a 
field ranking with the six greatest air mail and 
express clearing centers in the United States. 
Here is being established the aviation center of 
the West, as is being established the automotive 
center of the West. 


INTERNATIONAL MERCANTILE MARINE COMPANY 








NEWARK, N. J. 
STORAGE 


In Alameda, adjoining Oakland on the West, is 
located a flying field with 346 acres to be ulti- 
mately developed and another field of 245 acres is 
contemplated. East of Oakland, in San Leandro, 

is another flying field and 





The Air-line map of the eleven : 

western states emphasizes most to the south still another 
emphatically the central loca- in Livermore. In Berkeley, 
tion of Oakland in this rich to the north, a flying field 


trading territory. Figures on : s 
map indicate air miles. « « « 1S projected. 


Surrounding the Oakland 
Airport and in the neigh- 
boring territory are hun- 
dreds of acres of level 


land, suitable for plants 
engaged in industries allied 
with aviation. Planes, motors, 
propellers are being built in 
this territory, but up to the 
present time these activities are 
only in their infancy. With the 
splendid flying conditions exist- 
ing in this area, and the intense 
interest which the entire West 
takes in aviation, no industry in 
this line should neglect making 
a study of the advantages Oak- 
land offers to manufacturers of 
airplanes or airplane parts or 
equipment. 


Located three blocks trom the busiest 4 corners in the U.S. A. 
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Pool Car Distribution 
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Manufacturers in any line of industry are cordially invited to 
send for a detailed industrial survey on how Oakland can best 
serve their manufacturing or distributing needs in relation to 
the eleven western states and the export markets of the Orient. 
“‘We Selected Oakiand,”’ giving the experiences of many nation- 
ally-known manufacturers operating here, will be sent on re- 
quest. All correspondence treated in the strictest confidence. 
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consignee in the meantime has suffered a loss in business, as 
the goods were wanted to fill a certain order. 

Under the circumstances would the carrier be entitled to 
collect freight charges from Chicago to San Francisco and from 
San Francisco to New York? If so, why, and would the New 
York firm be entitled to damages for loss suffered? 

Answer: As we stated in our answer to “Iowa,’ 
you refer, the Commission holds that the marks on the package 
and not the address shown in the bill of lading determines where 
the shipment is to be transported. The Commission, having 
jurisdiction, as it has held in Badger Lumber & Coal Co. vs. 
A. T. & S. F. Ry. Co., 146 I. C. C. 199, to award damages for 


, 


to which 


that the carrier was not liable either for the additional charges 
or for damage resulting from delay, in the event it applied the 
principle of its decision in C. S. Brackett Co. vs. G. N. Exp. 
Co., 29 I. C. C. 667. However, were suit filed in a court, it is 
apparent that, under the decision in Wall vs. American Ry. 
Express Co., 272 S. W. 76, in so far as damages for delay are 
concerned, the shipper could recover against the carrier. 


Digest of New Complaints 


7 
& "e 


No. 21616. Sub. No. 1. Perrine Armstrong Co., Fort Wayne, Ind., vs. 
Pennsylvania et al. 

Unreasonable rates on rough lumber from Flora, Ind., to Detroit, 
Mich., also alleges violation of sections 2 and 38 of the act. Asks 
rates for future and reparation. 

. 21535. Sub. No. 1. Billiter & Oliver Brothers, Cincinnati, O., vs. 
l. & N. et al. 

Unreasonable rate on bituminous rock asphalt, from Bowling 
Green, Ky., to points on Tallulah Falls Ry. Asks reparation. 

. 21786. Traffic Bureau, Davenport (la.) Chamber of Commerce et 
al. vs. Alton & Eastern et al. 

Rates in violation of first four sections of the act, on petroleum 
and petroleum products, from points in Arkansas, Oklahoma, Kan- 
sas and Missouri to Davenport and other Iowa points, and Rock 
island and other points in Veoria territory in Illinois. Asks rates 
for future and reparation. 

21787. Traftic Bureau, Chamber of Commerce of Rock Island, 
Ill., et al. vs. Alton & Eastern et al. 

Rates in violation of first four sections of the act, on oil, pe- 
troleum and its products, from points in Arkansas, Oklahoma, 
Kansas and Missouri to Rock Island, Ill., Auxvasse and other 
Missouri points, Beileville and other Iowa points, and other points 
in eastern Iowa, and Missouri and north centarl Illinois. .\sk 
rates for future and reparation. 

. 21788. \rthur Bernier, doing business as E. Bernier & Sons, et al., 
Mendota, Minn., vs. C. & E. I. et al. 

Unreasonable rates on onions, from Mendota, and other Minne- 
sota points and St. Ansgar and Osage, la., to New Orleans, La. 
Ask rates for future and reparation. 

. 21792. The Murray Co., Dallas, Tex., vs. A. G. S. et al. 


. 21813. Edward Flor Co., Demorest, Ga., vs. M.-K 


No. 21807. The Whitney Estate Co., San Francisco, Calif., vs, South. 


ern Pacific. 

Rates in violation of sections 1, 2, 4 and 6 of the act, on feede, 
sheep, from Rocklin, Calif., to Sparks, Nev. Asks rates for futyre 
and reparation. ; 


. 21808. Michigan Canners’ Association, Chicago, Ill., vs. Ann Arbor 


et al. 

Rates in violation of sections 1 and 3 of the act, on empty tin 
cans, from Chicago switching district to various points in Mich- 
igan. Asks rates for future. 

21809. Traffic Bureau, Moline, Ill., Association of Commerce oe 
al. vs. Alton & Eastern et al. 

Rates in violation of sections 1 and 3 of the act, on petroleum 
and petroleum products from Arkansas, Oklahoma, Kansas ang 
Missouri to Moline, East Moline and Silvis, Ill. Ask rates fo, 
future and reparation. 


points. Ask reparation. 


. 21811. The Merchants Association of New York, N. Y. et al. ys 


American Railway Express Co. et al. 

Unreasonable express rates because rule prescribed by Commis. 
sion May 17, 1924, in 89 I. C. C. 297, to be observed for construc. 
tion of sub-block express rates has not been followed. Ask that 
defendants be required to establish sub-block express rates pre- 
scribed by order of May 17, 1924, and ordered not to deviate from 
said formula in the future without specific authority of the Com. 
mission. 


. 21812. Bluefield Produce & Provision Co., Bluefield, W. Va., vs, 


A. ©, Be OE i. 

Rates in violation of sections 1 and 4 of the act, on celery from 
Brisson, Fla., to Bluefield, W. Va. Asks rates for future and 
reparation. 
c.-. et al. 

Rates and charges in violation of section 6 of the act, on scrap 
iron and junk lumber from Jefferson City, Mo., to Demorest, Ga, 
Asks reparation. 

21814. The New York Butchers’ Dressed Meat Co., New York, 
N. ¥., va. © 2 OC. ot al. 

Rates and charges in violation of section 6 of the act, on cattle 
and calves from Mount Sterling, Ky., to New York, N. Y. Asks 
reparation. 

21815. Gulf Red Cypress Co., Jacksqnville, Fla., vs. Texas & 
New Orleans et al. 

Rates in violation of section 6 of the aet, on rough gum lumber 
from Logansport, La., to Bassett, Va. Asks reparation. 


. 21816. Mountain Valley Water Co., Buffalo, N. Y. et al. vs. N, Y, 


c. & St. L. et al. 3 

Unjust and illegal rates or charges on empty iron and/or Stee} 
drums or containers used for shipping mineral and spring water 
from points in Indiana, Michigan, Ohio, Pennsylvania and New 
York to Hot Springs, Ark. Ask cease and desist order and rep- 
aration. 


. 21817. The May Co., Cleveland, O., vs. Reading et al. 


Rates in violation of first three sections of the act, on floral 
designs from Philadelphia, Pa., to Cleveland, O. Asks rates for 
future and reparation. 


. 21818. EF. C. Pennington Produce Co., Sulphur Springs, Tex., vs. 


Texas & Pacific et al. |. 4 
Unreasonable rate on live poultry from Sulphur Springs and other 
Texas points to New Orleans, La. Asks reparation. 


. 21819. A. Moyer & Co., Ft. Wayne, Ind., vs. Illinois Central et al. 


tates and charges in violation of Sections 1 and 3 of the act, on 
green salted hides from Memphis, Tenn., to Ft. Wayne, Ind. Asks 
rates for future and reparation. 


. 21820. Hitchner & Hitchner, Sandpoint, Ida., vs. C. M. St. P. & P. 


et al. 
Rate in violation of Sections 1 and 3 of the act, on posts from 


phis, Tenn. Asks rates for future and reparation. ; et al 
. ag Min eng bg & Timber Co., St. Louts, Mo., vs. St. Louis- Rates and charges in violation of first three sections of the act, on 
Unreasonable rates on mine timbers from Frisco stations in boilers and fixtures from Grand Rapids and Saginaw, Mich., to 
Piamert to N Y. C. @ St. L. stations in Miinols. Asks ‘when Nee West Monroe, La. Asks rates for future and reparation. 
future and reparation. = oat rae aie 
. 21797. L. A. Baker et al., Birmingham, Ala., vs. A. G. S. et al. ASKS CHANCE FOR INVENTORS 
Charges in violation of sections 1 and 6 of the act, on lumber peepee ees a : . i “3 : 
from points in Alabama, Mississippi, Florida and Georgia to points Asserting that the Commission had shown itself “incon 
in other states and reshipped to points in other states. Asks petent, inefficient and impractical” in the administration of 
rules and regulations governing reshipments and reparation. railroad safety appliance laws, Dr. B. F. Wooding, of Denver, 
21800. National Association of Waste Material [ealers, Inc., ef ‘ ‘ Seah ‘ ae : a : 
a nee to, o.oo 8 oe Colo., an inventor, appeared, January 16, before a sub-committee 
Unreasonable rates, charges and mixtures on junk and scrap of the House committee on interstate and foreign commerct 
iron, between Oklahoma and Texas, Oklahoma and = Arkansas, in behalf of a bill, H. R. 15094, introduced by Representative 
Oklahoma and Louisiana; between Texas and Arkansas, Texas ee . F nes i oe ee ad % s 
and Louisiana, and between Arkansas and Louisiana. Ask relief Newton of Minnesota, by request, providing for the creation of 
for future as to rates, charges and mixtures. ; a board of five engineers, to be known as the “People’s Sciet P 
- 21801. A. Levy & J. Zenter Co. et al., San Francisco, Cal., vs. tific Board,” that would take over the safety work to the extet! 
Souther acific. e Vo . eee ae . i ‘ . 
Unreasonable rate on bananas, from, El Paso, Tex., to San Fran- Of listening to inventors and collecting data on reliable safet) 
cisco, Oakland, Sacramento and Fresno, Calif., said rate being inventions and give the inventors a chance of having thei 1 


applicable on shipments originating beyond KE] Vaso in Mexico. works adopted. Dr. Wooding exhibited a device to blow 4 


21802. W. P, Wood et al., doing buisness as T. W. Wood & Sons, Whistle in the cab when a locomotive engineer failed to observ 
tichmond, Va., vs. Aroostook Valley et al. a danger signal and sound a gong and shut off the ignition of 


Unreasonable rates on potatoes, from points in Maine to Rich- an automobile approaching a railroad crossing when a train 


mond, Va. Ask rates for future and reparation. ils : . : 

. 21803. National Cottonseed Products Corporation, Memphis, Tenn., was also coming. _The doctor said he had been barred out of 

ve. C.. 5. @ DL. et al. consideration of his invention by the railroads and the makers 
Charges in violation of section 6 of the act, on crude cottonseed of safety devices. He also appeared for H. R. 9686, another 

oil, from Louisville, Ky., to Chicago, Ill. Asks rates for future and pia aii) ca s. ’ 

reparation. safety appliance bill. 

. 21804. The O. A. Smith Agency, Inc., Cincinnati, O., vs. A. C. L. W. N. Doak, legislative representative of the Brotherhood 

ies in violation of first four sections of the act pulpboard of railroad Tratmmen, sald the Reutherhoods desired Se ie 

ates 101¢ ) ) Ss ) sec Ss act, on ’ : _ iz Se , ‘ ig- 
from Hartsville, S. C., to Long Island City, N. Y. Asks rates for /2 the safety appliance laws or in the agency of their adminis 
future and reparation. tration. Alfred P. Thom, Jr., general solicitor of the Americal 


. 21805. Southland Pecan Co., Atlanta, Ga., vs. A. G. S. et al. Railway Association, said that if the committee proposed 1 


Rate in violation of section 1 and 3 of the act, on pecans, from ae ae aa . ‘ _ 
Austin and other Texas points to Columbus, Ga. ‘Asks rates for &1ve further consideration of bills pertaining to safety appliances 
future and reparation. the railroads desired to be heard. 

21806. Metropolitan Coal Co., Boston, Mass., vs. B. & A. et al. 

A nae ge ae —— in Brighton section of Boston, Mass., 
alleges it is only plant in that section excluded from Boston PACIFIC CAR DEMUR 
switching district by B. & A. Asks that plant be included in Bos- : URRAGE f 
ton switching district. The report of the Pacific Car Demurrage Committee 
Ege ge No. 1. Brookline Coal Co., Brookline, Mass., vs. B. November, 1928, shows 21,410 cars held overtime—a percentasé 

yr A. CU al. P ONT 22. ac a © a nae . re ne 97-—_for 

Asks that plant of complainant be included within Boston of 07.38—as against 22,128 cars—a percentage of 08.27 fo 
switching district on the Boston & Albany. November, 1927. 





L 
delay resulting from misrouting on the part of the carrier, it seems P occa ee Refineries, Inc., et al., Bartlesville, Okla., ys, 
apparent that were a complaint filed with the Commission cover- . "Samoan rates on fullers earth from Jamieson, Fla. to 
ing such a shipment as you describe in your letter, it would hold Ponea City, Okla., and from other Florida points to Oklahoma 

Unreasonable rates and charges on cotton gins, cotton gin ma- > - Ww , ‘ saute . 
: - - At a aes ; uby, Wash., to Yuma, Colo. Asks waiver of undercharge. 
ee ee ee ee eee ay SE 21821. The Wickes Boiler Co., Saginaw, Mich., vs. Illinois Central 
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Do You Know ne 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CoO. 


Established 1857 1020 South Canal Street, Chicago 
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umes BOAT SERVICE 
ssenee STCRE DOOR DELIVERY 
BY OUR OWN MOTOR TRUCKS {){@7J MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC., Pier 32 E. R., New York City, "®8=57 5; FUCHS. 


THE MOTOR HAULAGE COMPANY, Inc. cen . 
NEW YORK CITY, N.Y. Eastern 8.8. Co, Lines 

P. O. Box 780, BROOKLYN, N. Y. 
Over 150 Heavy Duty Trucks in Operation 













LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 

































Great Lakes \ 


THE ONLY DIRECT 
SERVING WITHOUT TRANS-SHIP MENT 
New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


SHIP BY BARGE! 
via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 


Dependable Freight Service with 20 aw in Rates. 
Delivery Mongeide Steamers at New York Without Trans-shipment. 


Nothing Less Than Ful Barge Loads Accepted. 650 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


MEMBERS | _25 Broadway, New York City, N.Y. 1 
NY meee Eehete Buffale Office: Chamber of Commerce Bidg. Doing Gre 495 


THRU RATES AND 
DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
WESTERLY I TOM “London and Norwich, Conn. 
to South and Southwest 


C. F. A., W. T. L., Inter-Mountain, 
« CLYDE,OLD DOMINION, SAVANNAH, 









CONTRACTORS FOR 


Baltimore & Ohio R.R. 
Central Vermont Ry. Co. 
tral R.R. of N. 









New York, New Haven & 
Hartf 


‘ord . 
Ocean S.S. Co. of Savannah 
Pennsylvania R.R. Co. 







THE TRAFFIC. WORLD 


Vol. XLII, No, 3 


Docket of the Commission 


Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
tations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


January 21—Minneapolis, Minn.—Examiner Maidens: 
Portions Fourth Section Appl. 2060, filed by J. F. Tucker. 
21450—Watab Paper Co. vs. A. G. S. R. R. et al. 
1. & S. 3204—Scrap iron or scrap steel stopped in transit for pur- 
pose of handling, sorting and storing at Minneapolis, Minnesota 
Transfer and St. Paul, Minn, 


January 21—Argument at Washington, D. C.: 
18965—Albert Lea Packing Co. vs. C. M. & St. P. Ry. et al. 
19977—R. E. Funsten Co. et al. vs. A. T. & S. F. Ry. et al. 
20276—Allied Packers, Inc., et al. vs. A. & S. Ry. et al. 

January 21—Chicago, Ill.—Examiner Disque: 

& S. 3203—Transit provisions on grain and related commodities 

at points on C. & A. R. R. 

January 21—Washington, D. C.—Examiner Sullivan: 

* Finance No. 7298—Application of W. & L. E. Ry. under paragraphs 
18 to 20, inclusive, of Section 1, of the interstate commerce act 
for a certificate of public convenience and necessity authorizing 
it (a) to operate in passenger and allied services, for a period of 
100 years, a proposed connecting track and passing siding of the 
Cleveland Union Terminals Co.: (b) to acquire, for a period of 
100 years, passenger station facilities and service in the New 
Union Depot of the Cleveland Union Terminals Co., and (c) to 
operate, temporarily, a portion of an industrial siding track of 
the applicant, tracks and station facilities of the Erie R. R. Co. 
ane tracks of the C. C. C. & St. L. Ry., all in the city of Cleveland, 

oO. 

* Finance No. 7299—Application of W. & L. E. Ry. under paragraphs 
18 to 20, inclusive, of section 1 of the interstate commerce act for 
a certificate of public convenience and necessity authorizing it 
to abandon a portion of its line of railroad, including its Ontario 
Street Passenger Station, in the city of Cleveland, O. 


January 22—Phoenix, Ariz.—Examiners Worthington and Walsh: 
21443—Sodium Products Corpn. vs. A. & S. Ry. et al. 


January 22—Chicago, Ill.—Examiner Disque: 
21375—American Salt Corp., et al. vs. A. T. & S. F. Ry., et al. 


January 22—Argument at Washington, D. C.: 

“a News Shipbuilding & Dry Dock Co. vs. B. & O. R. 
. et al. 

20388—United Iron & Metal Co., Inc., et al. vs. B. & O. R. R. et al. 
20054——E. I. Corbett et al. vs. Can. Pac. Ry. et al. 
20692—Polito & Moscrey Co. et al. vs. C. & N. W. Ry. et al. 
Portions of Fourth Section Application 2176. 
20070—Consumers Material Corp. vs. A. T. & 8. F. Ry. et al. 


January 22—Minneapolis, Minn.—Examiner Maidens: 
21063—Ry-Krisp Co. et al. vs. A. & S. Ry. et al. 
January 23—Oklahoma City, Okla.—Examiner Griffin: 

1. & S. 3192 (and list sup.)—Routing cotton from St. L.-S. F. Ry. 
points in Oklahoma to Southeastern and Carolina territory, also 
to Eastern cities. 

Feurth Section Appileation 13578, filed by St. L.-S. F. Ry. 

January 23—Phoenix, Ariz.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 

16502—Board of Railroad Commissioners of State of South Dakota 
vs. C. & N. W. Ry. et al. 

19222—-Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 

12244—Corporation Commission of Oklahoma vs, A. & S. Ry. et al. 

Fourth Section Application 13040—Hay from S. D. 


January 23—Argument at Washington, D. C.: 
20735—General Alloys Co. vs. A. C. & Y. Ry. et al. 
20790—-National Knitted Outerwear Assn. vs. A. C. & Y. Ry. et al. 
16808—Union Smelting & Refining Co. et al. vs. Penna. R. R. et al. 
20396—Charles Dreifus Co. et al. vs. Penna. R. R. et al. 


January 24—Sprinefield, Ill.—Illinois Commerce Commission: 

* Finance No. 6896—Application of Kansas & Sidell R. R. under para- 
graph (2) of Section 5 of the Interstate commerce act for au- 
thority to acquire control of the Casey & Kansas R. R. by lease 
of its properties. 

* Finance No. 7037—Application of Casey & Kansas R. R. under para- 
graph (18) of Section 1 of the Interstate Commerce Act for au- 
thority to acquire the railroad properties formerly owned by the 
Westfield R. R. 


January 24—Washington, D. C.—Director Mahaffie: 
* Finance No. 7316—In the Matter of Future Conduct of Express Busi- 


ness. 
* Finance No. 7322—In the Matter of Application of Railway Express 


Agency, Inc., and participating railroads for authorization of 
(1) issue of certain securities by railway express agency, (2) 
acquisition by participating railroads of control of railway ex- 
— agency by purchase of stock and (3) common directors and 
officers. 


January 24—Argument at Washington, D. C.: 
20665—United Paperboard Co., Inc., vs. B. & A. R. R. et al. 
20828—Lebanon Steel & Foundry vs. Penna. R. R. et al. 
20487 (and Sub. 1)—Menominee Chamber of Commerce on behalf of 
Northern Hardware & Supply Co. vs. C. & N. W. Ry. et al. 
* Finace No. 6878—Joint Application of Southern Pacific Co., Southern 
Pacific R. R., A. T. & S. F. Ry., Pacific Electric Ry., L. A. & S. 
L. R. R., and City of Los Angeles by its Board of Harbor Com- 
missioners for authority to operate jointly certain tracks at Los 
Angeles Harbor. 


January 24—Chicago, Ill—Examiner Disque: 
1. & S. 3216—Agricultural Implements from La Porte, Ind., to Texas 
Gulf ports, for export. 
January 24—San Francisco, Calif.—Examiner Davis: 
Finance No. 7130—Application Turlock & Eastern Ry. for authority 
—- a line of railroad in Stanislaus and Merced counties, 


January 24—Washington, D. C.—Examiner Taylor: 
17212—Parkersburg Rig & Reel Co. vs. A. T. 
18697—Parkersburg Rig & Reel Co. vs. A. T. A 

(further hearing, with respect to issues of reparation). 


January 25—Chicago, Ill.—Examiner Disque: 
* 1, & S. 3218—Plumber goods between points in Central, Illinois ang 
Western Trunk Line territories. 

1. & S. 3202 (and first, second and third supplemental orders) 
Boilers, stoves, furnaces and radiators between Illinois, C. PB, 4 
and Western Trunk Line territories. . 

* | & S. 3202 (1st and 4th supplemental orders)—Boilers, stoves, fy. 
naces and radiators between Ill., C. F. A. and W. T. L. territories. 


January 25—Washington, D. C.—Examiner Simons: 
* 418221—Mineral Mining & Milling Corp. vs. A. T. & S. F. Ry. et al, 


January 25—Oklahoma City, Okla.—Examiner Griffin: 
1. & S. 3175—Routing of export grain from Oklahoma to Louisiang 
ports. 
January 25—Argument at Washington, D. C.: 
16383—Adams-Bank Lumber Co. et al. vs. A. & R. R. R. et al. 
16383, Sub. 2—Adams-Bank Lumber Co. et al. vs. A. & R. R. et gj 
1. & S. 2639—Lumber from S. E. territory to Northern and Wegt. 
ern points. 
1. & S. 2479—Lumber and forest products between Southern points 
and destinations in Virgiinia. 
18230—Muscle Shoals Traffic Bureau for Florence Lumber Co, et qj 
va. A. C. & YF. Ry. of al. : 
16383, Sub. 1—Southern Pine Assn. et al. vs. A. C. & Y. Ry. et al. 
* Finance No. 6787—Application of Pecos & Northern Texas Ry. for 
authority to_ construct a line of railroad from Hale Center ty 
Parmerton, Tex. 
January 26—Chicago, Ill.—Examiner Disque: 
21657—Armour & Co., et al. vs. St. L.-S. F. Ry. 
January 28—Washington, D. C.—Examiner Sullivan: 
* Finance No. 7245—Application of B. & O. R. R. for authority tg 
acquire control of Curtis Bay R. R. by purchase of capital stock 
and by lease of its properties. 


January 28—Green Bay, Wis.—Examiner Maidens: 
-_ ere Bay Association of Commerce et al. vs. A. T. & SF 
y. et al. 


January 28—Los Angeles, Calif.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 
16502—Board of Railroad Commissioners of State of South Dakota 
va. C, & N. W.. By. ot ai. 
19222—-Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—Corporation Commission of Oklahoma vs, A. & S. Ry. et al. 
Fourth Section Application 13040—Hay from S. D. 


January 28—Argument at Washington, D. C.: 
18216—National Leather Co. vs. A. T. & S. F. Ry. et al. 
18648—Armour & Co. et al. vs. A. T. & S. F. Ry. et al. 
18740—Central Leather Co. et al. vs. A. C. & Y. Ry. et al. 
19208—Armour & Co. et al. vs. A. C. & Y. Ry. et al. 
20167, and Sub. 1—Eagle-Ottawa Leather Co. vs. C. C. C. & StL 
Ry. et al. 
January 28—Dallas, Tex.—Examiners Fuller and Peyser: 
17000—Rate Structure Investigation, Part 4 and 4a, rates on refined 
petroleum products. 
16272—Lone Star Gas. Co. vs. A. T. & S. F. Ry. et al. 
17441—Transcontinental Oil Co. vs. St. L.-S. F. Ry. et al. 
17459—Texhoma Oil & Refining Co. vs. C. R. I. & G. Ry. et al. 
17498—Litwood Oil & Supply Co. et al. vs. A. T. & S. F. Ry. et al 
17678—The Texas Oil Co. vs. H. E. & W. T. Ry. et al. 
18336—Gibson Oil Co. vs. A. W. Ry. et al. 
18393 (and Sub. 1)—Cities Service Oil Co. et al. vs. A. T. & SP 


y. et al. 

18576—Oriental Oil Co. vs. A. T. & S. F. Ry. et al. 
18578—Empire Refineries, Inc., vs. A. & L. M. Ry. et al. 
18581 (and Sub. 1)—Barnsdall Refineries, Inc., et al. vs. A. T. & 

8S. F. Ry. et al. 
19609—-Standard Oil Co. of La. vs. A. T. & S. F. Ry. et al. 
19928—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
20002—Louisiana Oil Refining Corp. vs. A. & N. R. R. R. et al. 
20245—Transcontinental Oil Co. vs. C. R. I. & P. Ry. et al. 
20510—Lone Star Gas Co. vs. M.-K.-T. R. R. et al. 
20835—Gulf Refining Co. et al. vs. A. & S. Ry. et al. 
21080 (and Subs. 1 to 4, incl.)—Anderson Oil Co. et al. ws. A. &§ 


Ry. et al. 

21435—Mid-Continent Petroleum Corp. et al. vs. A. V. I. Ry. et al. 

18458—Rates on petroleum and petroleum products within the ter 
ritory on and east of the Mississippi River, and south of the 
Ohio River and east of the Indiana-lIllinois State Line, and from 
points without to points within said territory. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 

21784—- White Eagle Oil and Refining Co. vs. A. T. & S. F. Ry. et al. 

17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 

18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 

18007—Mid-continent Refiners’ Traffic Assn. vs. A. & S. Ry et al 

18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 

18413—Indian Refining Co. vs. A. & V. Ry. etal. 

18451—Muscle Shoals Oil Co. vs. A. & V. Ry. et al. 

18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. etal 

18199—Standard Oil Co. of Ky. vs. A. & V. Ry. et al. 

18253—Texas Co. vs. A. & R. R. R. et al. 

18653—Empire Refineries, Inc., vs. A. T. & 8S. F. Ry. et al. 

18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 

18061 (Sub. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 

18253 (Sub. 1)—Pure Oil Co. et al. vs. A. & R. R. R. et al. 

18253 (Sub. 2)—Gulf Refining Co. et al. vs. A. & R. R. R. et al. 

1. & S. 29836—Petroleum from Chicago, IIl., and St. Louis, Mo., group! 
to Miss. Valley pts. 

1. & S. 3012—Petroleum and petroleum products from the southwest 
to the southeast (further hearing). 

21080 (Sub. 5)—Gilliam Oil Co. et al. vs. A. T. & S. F. Ry. et # 

21080 (Sub. 6)—Naylor Oil Co. vs. A. T. & S. F. Ry. et al. 

21115—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 

21690—Marland Refining Co. vs. A. T. & S. F. Ry. et al. 

21756—Illinois Oil Co. vs. A. T. & S. F. Ry. et al. 

January 28—Washington, D. C.—Assistant Director Burnside: 
* Finance No. 4107—Deficit claim of Gideon & North Island R. R. 


January 28—Springfield, Mo.—Examiner Carney: 
* 20807—Chamber of Commerce of E. St. Louis, IIL, vs. A. T. & S.F 


Ry. et al. 
* 21206 (Sub. 1)—Wichita Chamber of Commerce et al. vs. A. T. & 
S. F. Ry. et al. 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-te-Coast—Via Panama Canal 



































Seecene, t 
anaee, Seas Voy. Baltimore | Philadelphia | Los Angeles 
Forwarders No. Ship Arrive Depart Arrive— Depart Arrive— Depart 
of tt ititwR-V-G-G€ |,  lULci—as tt <<. | \t=<a< 
., 5 YORKMAR Sailed Sailed Sailed 
General Merchandise 5 MASSMAR Sailed Sailed Jan.20 Jan. 25 
Pool Car Distribution 5 OAKMAR Sailed Sailed Feb. 5 Feb. 10 


5 TEXMAR Jan.18 Jan. 22| Jan. 24 Jan. 30} Feb. 20 Feb. 25 
4 CUBORE Feb. 3 Feb. 7| Feb. 9 Feb.15| Mar. 8 Mar.13 
6 CALMAR Feb. 18 Feb. 22| Feb. 24 Feb. 28} Mar.21 Mar.26 
6 PENNMAR | Mar. 3 Mar. 7} Mar. 9 Mar.15/| Apr. 5 Apr. 10 


San Francisco 


Prompt and 
Intelligent Service 














Voy. Oakland Portland Seattle 
No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 











5 YORKMAR Sailed Jan.18 Jan. 19} Jan.21 Jan. 23 
5 MASSMAR | Jan. 27 Jan.30/| Feb. 2 Feb. 3| Feb. 5 Feb. 7 
5 OAKMAR Feb. 12 Feb. 15| Feb. 18 Feb. 19| Feb. 21 Feb. 23 
5 TEXMAR Feb. 27 Mar. 2/ Mar. 5 Mar. 6| Mar. 8 Mar.10 
4 CUBORE Mar.15 Mar.18| Mar.21 Mar.22| Mar.24 Mar.26 
6 CALMAR Mar.28 Mar.31| Apr. 3 Apr. 4| Apr. 6 Apr. 8 


6 PENNMAR | Apr.12 Apr. 15| Apr.18 Apr. 19] Apr. 21 Apr. 23 
———————————————————————e=eE=EeES=S—___e_——_eee_e__e_e—— ——— ——— ——————_—_—_—_- 


COMPLAINTS 


A complaint to us is just like a FIRE ALARM. When YOU hear a 
fire alarm, you set up and take notice. When WE receive a COM- 
PLAINT we do the same thing. To us it is a warning that our busi- 
ness is in danger sémewhere. So we GO AFTER the COMPLAINT 
like a fire engine goes to a fire. SERVICE is the watchword. 
For information regarding rates, etc., apply to 
CALMAR STEAMSHIP CORPORATION, 
Moore & McCormack, General Agents, 
5 Broadway, New York, N. Y. 
Bourse Building, Philadelphia, Pa. 
First National Bank Bldg., Baltimore, Md. 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, IIl. 
CALMAR STEAMSHIP CORPORATION, 
Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
318 Transportation Bldg., Los Angeles Calif. 
911 Board of Trade Bidg., Portland, Ore. 
201 Central Building, Seattle, Wash. 



























Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 






























Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. MemberA.W.A. 11th and Jones St. 
















Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 








BETWEEN Ship to 
Philadelphia, Pa., and Houston, Tex. and From 
__ SAILINGS: the Orient 
aaa. meneot tad at Express Speed! 









This unusual advantage is offered 
by the ‘‘President Liners’’ which 
speed to and from the Orient over 
“‘the Short Route’’. Sailings every 
Saturday to Yokohama, Kobe, 
Shanghai, HongKong and Manila. 
Arrivals from the Orient every other 
Monday. Through bills of lading to all 
Oriental ports hurry up deliveries. 





Low Rates Quick Dispatch Thru Package Cars 











GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 




















INDIANAPOLIS 






Service That Satisfies 






Seven 10,000-ton express ‘‘Cargo Liners” 
augment this service with sailings to 
and from Taku Bar, Dairen, Tsingtao, 
Iloilo, Cebu. 


T.!J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G. ROCHE, Inc., Gen. Agt. R. W. Bruce, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, IIl. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 
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TRIPP WAREHOUSE COMPANY 


Merchandise 2"4 Machinery Storage 


POOL CAR DISTRIBUTION 
MEMBER 


AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 
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* 21206 (Sub. 2)—W. O. Anderson Commission Co. et al. vs. A. & W. 


Ry. et al. 
* 21206 (Sub. 3)—-Salina Chamber of Commerce vs. A. & W. Ry. et al. 
* 21206 (Sub. 4)—Southeast Kansas, Inc., vs. A. T. & N. R. R. et al. 
* a. 2 2 el of Commerce of BH. St. Louis, Ill., vs. A. T. & S. F. 
y et al. 
* 9702—Memphis-Southwestern Investigation. 
* 21772—Interstate rates between points in Missouri. 
* 13535—Corporation Commission of Oklahoma vs. A. & R. R. R. et al. 
(further hearing). 
* 11483—Cairo Association of Commerce vs. Butler County R. R. et al. 
(further hearing). 
January 28—Washington, D. C.—Examiner Hosmer: 
* 16321—State Corporation Commission of State of Virginia vs. A. & 
R. R. R. et al. (further hearing). 
“7 28—DeQueen, Ark.—Examiner Griffin: 
1. & S. 3189—-Lumber transited at points on DeQueen & Eastern R. R. 
and Texas, Oklahoma & Eastern R. R. 


January 28—New Orleans, La.—Examiner Bardwell: 

17224—Wausau Southern Lumber Co. vs. A. G. S. R. R., et al. 

17068—W. P. Brown & Sons Lumber Co. vs. A. G. S. R. R., et al. 

17298—Wausau Southern Lumber Co. vs. A. G. S. R. R., et al. 

17858—Southern Pine Assn. vs. A. & V. Ry., et al. 

19522 (and Sub. Nos. 1 to 6, incl.)—South Bend Chamber of Com- 
merce for St. Joseph Valley Lumber Co. vs. L. & N. R. R., et al. 
(further hearing with respect to the amount of damages and 
reparation due complainants under findings of the Commission 
reported in 142 ICC 521.) 

January 29—Chicago, Ill.—Examiner Disque: 

21417—Traffic Bureau, Moline Association of Commerce et al. vs. A. 
T. & S. F. Ry. et al. 

January 29—Argument at Washington, D. C.: 

* Finance No. 6113—Application C. & O. Ry. for authority to issue 
additional shares of common capital stock. 

* Finance No. 6114—Application C. & O. Ry. for authority to acquire 
control of the Erie R. R. and Pere Marquette Ry. by purchase of 
capital stock. 

January 29—Denver, Colo.—Examiner Davis: 

Finance No. 7132—Application C. & S. Ry. for authority to abandon 
a part of its Platte Canon Line, with certain branches thereof. 

Finance No. 7092—Application City and County of Denver for au- 
thority to abandon that part of the C. & S. Ry. between Water- 
ton and Buffalo, Colo. 

January 30—Argument at Washington, D. C.: 

bey yt fo. 863—In re tentative valuation of property of G. H. 

. A. Ry. 

Valuation No. 701—In re Iberia & Vermillion R. R. 

Valuation No. 728—In re Houston & Shreveport R. R. 

Valuation No. 737—In re Lake Charles & Northern R. R. 

Valuation No. 750—In re Direct Navigation Co. 

Valuation No. 756—In re Texas and New Orleans R. R. 

Valuation No. 784—In re Louisiana Western R. R. 

Valuation No. 804—In re Houston and Texas Central Ry. 

Valuation No. 854—In re El Paso Union Passenger Depot Co. 

so No. 883—In re Morgan’s Louisiana and Texas R. R. and 

. S. Co. 

Valuation No. 923—In re Southern Pacific Terminal Co. 

Valuation No. 842—In re Houston East and West Texas Ry. 

January 30—Hope, Ark.—Examiner Griffin: 

17792—Hope Fertilizer Co. vs. B. & O. R. R. et al. 

January 31—Chicago, Ill.—Examiner Disque: 

20912 ‘ Sub. 1)—Illinois Coal Traffic Bureau vs. A. & E. R. R. 
et al. 

January 31—Little Rock, Ark.—Examiner Griffin: 

1. & S. 3186—Concentration of cotton at Little Rock, Ark. 


POSITIONS WANTED OR OPEN 


The rates for classified advertisements are as follows: First in- 
sertion, $1 per line; minimum charge $3; succeeding insertions, per 
line, 50 cents; 10 words to the line; numbers and abbreviations counted 
as words; 6 point type; payable in advance. Answers to keyed ad- 
vertisements forwarded free of one and all correspondence held 
in strict confidence. THE TRAFFIC WORLD, 418 South Market 
Street, Chicago, III. 


SERVICES OFFERED—Traffic man thoroughly qualified railroad 
and steamship business including experience in commerce work as 
traffic witness for carriers. Would accept reasonable salary with 
either carrier or in commercial field relying on results for betterment. 
Address R. A. M. 164, care Traffic World, Chicago, IIl. 


POSITION WANTED—Freight rate specialist thoroughly familiar 
with freight rate structure in all territories desires connection with 
private concern; have handled many successful cases with Interstate 
Commerce Commission, also familiar with reparation, overcharge, 
loss and damage claims, routing, etc.; backed by nine years of gen- 
eral freight office experience with carriers. Address A. M. B. 166, 
eare Traffic World, Chicago, IIl. 


POSITION WANTED—Traffic manager experienced in all phases 
of transportation desires connection of responsibility. Past eight years 
general traffic manager large eastern corporation. Several previous 
railroad connections. Highest type references. Address ‘‘Executive,”’ 
care Traffic World, Chicago, IIl. 


FOR SALE—Ten bound volumes of Traffic World (five years), 


1923 to 1928, inclusive, for $50. F. L. Weiland, Box 169, Jackson, 
Tenn. 


HAMMOND, IND. 


In the Chicago Switching District 
General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 


TRAFIC 


WORLD 


NEW ORLEANS 


In the heart of the Commercial District 


we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES __,grrict: 


TERMINAL 


BUILOS BETTER BYUSINE 
MERCANTILE WAREHOUSING ANS DISTRIBUTING 


Chicago's and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
PeoL CAR DISTRIBUTION 


2000 Carload 
Capacity 


Crooks TERMINAL WAREHOUuSES 


CHICAGO, ILL. KANSAS CITY, MO. 


WASHINGTON, D. C. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from J. C. C. BLDG. 
ee eo 1727 Penna. Avenue N. W. 


ATLANTA 
GEORGIA 


The Heart of the | 
Best Trade 
Territory 


In the South 


MERCHANDISE STORAGE 
AND POOL CAR DISTRIBUTION 


Fireproof — Lowest Insurance 


Merchants & Manufacturers Warehouse Co. 


PANAMA MAILS. S, CO. 


Fast Freight and Passenger Service 
Scheduled Fertnightly Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 
EASTBOUND SAILINGS 


From San Francisco 
S. S. ECUADOR ‘ 


Also regular sailings for Mazatlan, Champerico, San Jose @| 
Guatemala, Acajutla, La Libertad, Corinto, Amapala, Puntarenas, 
Juan del Sur, Balbea and Cristobal (Panama), Buenaventera, 
Colembia, and 

Trans-Shipment at Paname for South Americe and European Ports 

Through rail export bills of lading issued in transcontinents! 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 


—OFFICES— 


140 S. Dearbern St., Chicago, Ill. 2 Pine S San Francisce, Cel 
10 Hanover Sq., New Yerk, N. Y. 548 S. Spring St., Les Angeles, Cal 
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